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October  1965. 


His  Worship  the  Mayor 

and  Members  of  City  Council, 

The  Corporation  of  the  City  of  Sudbury, 

SUDBURY,  Ontario. 

G  entlemen: 

We  take  pleasure  in  submitting  herewith  the  Sudbury  Area  Trans¬ 
portation  Study  Report. 

We  regret  the  delay  in  completion  of  this  assignment,  which  be¬ 
gan  during  the  summer  of  1963.  However,  the  lost  time  was  due 
entirely  to  circumstances  which  were  beyond  our  control.  It  seems 
pertinent  to  note  that  in  spite  of  the  delay,  all  the  work  authorized 
by  the  Corporation  has  been  completed  at  a  cost  below  the  original 
ups et  limit  fee . 

It  is  our  belief  that  the  trans  portation  study  will  provide  the  neces¬ 
sary  guidance  for  the  formulation  of  transportation  policy  within 
the  community.  Detailed  technical  data  is  presented  for  imme¬ 
diate  use  by  several  City  departments.  These  data  are  essential 
to  the  continuing  review  and  updating  of  the  plan  to  serve  the  dyna¬ 
mic  city  growth  and  increasing  transportation  demands. 

The  transit  portion  of  The  transportation  study,  although  far  from 
being  a  comprehensive  investigation,  serves  to  identify  the  overall 
importance  of  this  mode  of  travel.  The  wealth  of  technical  data 
assembledas  a  result  of  the  basic  study  should  prove  of  consider¬ 
able  value  following  adoption  of  a  defined  municipal  policy  for  public 
transportation. 

We  have  derived  considerable  satisfaction  from  the  work  asso¬ 
ciated  with  this  major  assignment,  and  stand  ready  to  assist  or 
advise  the  Corporation  as  the  various  projects  outlined  herein  are 
implemented . 


Respectfully  submitted, 

M.  M.  DILLON  LIMITED. 


G.  E.  Humphries, 

President  and  Chief  Engineer. 


LONDON  •  TORONTO 


OTTAWA  •  WINNIPEG 


SUDBURY  •  WINOSOR 


SUDBURY  AREA  TRANSPORTATION  STUDY 


FINAL  REPORT 
INDEX 


Acknowledgements 

Glossary 

Outline  of  the  Report 
STAGE  I  -  ORGANIZING  FOR  THE  JOB 


(ii) 

( iii ) 

( viii ) 


Table  of  Contents  Page 

List  of  Exhibits  Page 

Chapter  1  Introduction  to  Sudbury  Page 

Chapter  2  Outline  of  the  Transportation  Study  Page 

STAGE  II  -  GETTING  THE  TRANSPORTATION  FACTS 

Table  of  Contents  Page 

List  of  Exhibits  Page 

Chapter  3  Characteristics  of  Existing  Streets  Page 

and  Traffic 


Chapter  4  Downtown  Traffic  Movement  and  Parking  Page 


Chapter  5  Public  Transportation  in  Sudbury  Page 

STAGE  III  ~  DEFINING  THE  PROBLEM 

Table  of  Contents  Page 

List  of  Exhibits  Page 

Chapter  6  Projection  of  1985  Traffic  Page 


STAGE  IV  -  DEVELOPING  THE  TRANSPORTATION  PLAN 

AND  FINANCIAL  PROGRAM 


Table  of  Contents  Page 

List  of  Exhibits  Page 

Chapter  7  Evaluation  of  New  Route  Proposals  Page 

Chapter  8  The  Recommended  Plan  Page 

Chapter  9  Alternatives  to  the  Recommended  Plan  Page 

Chapter  10  Staging  and  Financial  Considerations  Page 

STAGES  V  and  VI  -  ADOPTING  AND  CARRYING  OUT  THE  PLAN 

Table  of  Contents  Page 

Chapter  11  Steps  to  Implementation  Page 

APPENDIX  Table  of  Contents  Page 

List  of  Exhibits  Page 


1 

1 

3 

7 

13 

14 

15 

33 

49 

59 

59 

61 


77 

78 

79 
85 
125 
133 

143 

145 

151 

151 


(i) 


ACKNOWLEDGEMENTS 


M.  M.  Dillon  Limited  wishes  to  express  its  sincere  appreciation 
to  the  following  organizations,  who  rendered  considerable 
assistance  to  the  Study: 

The  Ontario  Department  of  Highways 

The  Ontario  Department  of  Transport, 

The  Ontario  Department  of  Municipal  Affairs, 

The  Sudbury  Planning  Board, 

The  Sudbury  Engineering  Department, 

The  Sudbury  Parking  Authority, 

The  Canadian  National  Railways, 

The  Canadian  Pacific  Railways, 

The  Sudbury  Police  Department, 

The  Ontario  Provincial  Police, 

The  Sudbury  Airport 

and  many  others  too  numerous  to  list. 

THE  TECHNICAL  COORDINATING  COMMITTEE 

The  Technical  Coordinating  Committee  was  responsible  for  draft¬ 
ing  the  Terms  of  Reference  for  the  Sudbury  Area  Transportation 
Study,  and  for  the  general  direction  and  coordination  of  its 
progress.  Its  members  were: 

T.  L.  Hennessy,  Cit  Engineer,  City  of  Sudbury,  CHAIRMAN 

K.  Dembek ,  Planning  Director,  City  of  Sudbury  Planning  Board 

G.  Neilson,  Parking  Manager,  City  of  Sudbury  Parking  Authority 

W.  Rodman,  City  Roads  Engineer,  City  of  Sudbury 

W.  J.  Ripley,  City  Traffic  Engineer,  City  of  Sudbury 

J.  Wice,  Municipal  Engineer,  Department  of  Highways, 

Sudbury  District 

G.  H.  Johnston,  Assistant  Planning  Studies  Engineer, 

Department  of  Highways ,  Downsview 

M.  M.  DILLON  LIMITED 

The  Sudbury  Area  Transportation  Study  was  carried  out  by  the 
following  personnel: 

J.  R.  Crosby,  P.  Eng.  (Director-in-Charge) 

I.  G.  Holmes,  P.  Eng.  (Project  Manager) 

D.  McKmty,  P.  Eng.  (Sudbury  Office  Manager) 

E.  J.  Levy,  P.  Eng.  and  J.  H.  Fletcher,  P.  Eng. 

(Project  Engineers) 

G.  Savage  and  A.  J.  Van  Dyke  (Transportation  Study  Technicians) 

R.  F.  Kidd,  G.  J.  Ryan,  Miss  C.  Cam  and  Miss  J.  Smith 

(Report  Presentation) 


GLOSSARY 


of  Technical  Terms  used  in  the 
Sudbury  Area  Transportation  Study  Report 


ALL  OR  NOTHING  ASSIGNMENT: 

A  process  by  which  all  trip  interchanges  which  take 
place  between  two  points  in  the  study  area  are  allocated 
or  assigned  to  a  single  route  (usually  this  assignment 
is  made  to  the  shortest  route  between  the  points) .  No 
trips  are  assigned  to  any  alternative  routes. 

ASSIGNMENT: 

The  process  whereby  the  trips  between  a  given  point  of 
origin  and  a  given  point  of  destination  are  allocated 
to  routes  within  the  major  street  network  (Assignments 
are  usually  made  to  the  routes  which  provide  the 
Minimum  Distance  Path  or  the  Minimum  Time  Path  between 
the  origin  and  destination  points) . 

AVERAGE  OVER- ALL  TRAVEL  SPEED: 


The  summation  of  distances  divided  by  the  summation  of 
over-all  travel  times. 

AVERAGE  SPEED: 


The  arithmetic  average  of  the  speeds  of  individual 
vehicles . 

CENTROID: 

An  assumed  point  within  an  origin  or  destination  survey 
zone,  district  or  area  that  is  judged  to  be  representa¬ 
tive  of  the  centre  of  activity  of  the  area.  (Centroids 
are  used  in  the  processing  of  transportation  data  on 
electronic  computer  equipment) . 

COMPOSITE  DESIRE  LINE: 

A  desire  line  representing  the  aggregate  of  individual 
desire  lines  having  a  similar  direction  of  travel  or 
occurring  in  the  same  travel  corridor.  The  desire  line 
plotting  of  trips  between  all  or  certain  origins  and 
destinations  are  diverted  from  the  straight  line  rout¬ 
ing  between  origin  and  destination  and  are  forced  to 
pass  through  chosen  intermediate  points.  This 
plotting  procedure  is  used  to  facilitate  interpretation 
of  origin  and  destination  data,  as  a  pure  desire  line 
plotting  for  an  area  containing  numerous  centroids 
often  produces  an  unintelligible  scatter  diagram. 

CONCEPTUAL  PLANNING: 

The  development  of  ideas  and  methods  for  the  solution  of 
a  transportation  problem.  It  is  the  process  during 
which  the  findings  of  a  transportation  study  are 
reviewed  in  terms  of  present  and  future  needs,  and 
solutions  are  devised  to  fulfil  the  requirements.  The 
plan  or  plans  are  then  tested  and  evaluated  by  net¬ 
work  assignment,  volume/capacity  comparison,  etc.  and 
refinements  are  made  as  required  to  meet  the  broad 
goals  and  objectives  of  the  study.  Conceptual  planning 
is  a  pre-requisite  to  preliminary  design. 
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DESIRE  LINE: 


A  straight  line  representing  a  trip  between  a  point  of 
origin  and  a  point  of  destination  drawn  without  regard 
to  the  actual  route  of  travel. 

DETAILED  DESIGN: 

The  completion  of  all  customary  plans  and  specifications 
deemed  necessary  to  guide  the  actual  construction  of  a 
project.  The  detail  to  which  plans  are  developed  will 
depend  to  a  great  extent  upon  the  complexity  of  the 
project  in  question. 

DOWNTOWN  (CBNTRAL  BUSINESS  DISTRICT) : 

The  major  business  and  commercial  district  forming  the 
core  of  an  urban  area. 

DOWNTOWN  CORDON  (PARKING  CORDON) : 

A  line  drawn  to  form  the  boundary  of  the  downtown  area. 
Most  of  the  commercial  activities  and  most  of  the  park¬ 
ing  facilities  serving  downtown  lie  within  the  downtown 
cordon „ 

EXTERNAL  CORDON: 

An  imaginary  line  enclosing  a  study  area. 

EXTERNAL/EXTERNAL  (THROUGH)  TRIP: 

A  trip  having  both  origin  and  destination  outside  the 
study  area. 

FUNCTIONAL  DESIGN: 

The  refinement  of  a  preliminary  design  for  a  project 
which  has  tentatively  been  selected  for  early  construc¬ 
tion.  Several  alternative  designs  may  be  refined  to  a 
point  where  the  best  design  and  location  for  the 
particular  facility  in  question  may  be  selected. 

Functional  design  should  be  carried  out  to  the  point 
where  all  major  requirements  of  a  project  have  been 
determined,  and  this  ordinarily  includes  detailed 
geometries,  specific  property  requirements,  land  surveys, 
soil  investigations  and  the  project  cost  estimates. 

HIGHWAY  CONNECTING  LINK: 

The  route  through  a  municipality  connecting  two  portions 
of  a  provincial  highway.  A  designated  highway  connect¬ 
ing  link,  while  it  is  under  the  jurisdiction  of  the 
municipality,  usually  benefits  from  a  greater  provincial 
subsidy  than  other  roads  in  the  municipality. 

INTERNAL/EXTERNAL  OR  EXTERNAL/INTERNAL  TRIP: 

A  trip  having  one  terminus  (origin  or  destination)  outside 
the  external  cordon,  and  the  other  terminus  inside  this 
cordon . 

INTERNAL  TRIPS: 

Trips  which  take  place  wholly  within  the  study  area 
bounded  by  the  external  cordon. 
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MINIMUM  DISTANCE  PATH 


The  routing  between  two  zone,  district  or  area  centroids 
having  the  least  or  minimum  travel  distance.  For  an 
area  having  a  large  number  of  centroids  and  possible 
routes,  the  minimum  distance  route  is  usually  selected 
by  processing  data  on  an  electronic  computer.  The 
procedure  may  be  applied  to  a  street  network  or  to 
composite  desire  line  routings. 

MINIMUM  TIME  PATH: 

Same  as  minimum  distance  path  except  that  both  speed  of 
travel  and  distance  are  used  in  combination  to  select 
the  routing  which  represents  the  minimum  travel  time 
between  the  origin  and  destination  of  a  trip. 

v  ORIGIN  AND  DESTINATION  (0-D  )  SURVEY: 

The  collection  of  information  on  the  beginning  and  ending 
points  of  trips  made  within  a  study  area. 

POSSIBLE  CAPACITY: 

The  maximum  number  of  vehicles  which  can  pass  a  given 
point  on  a  lane  or  roadway  under  prevailing  roadway  and 
traffic  conditions. 

PRACTICAL  CAPACITY: 

The  maximum  number  of  vehicles  which  can  pass  a  given 
point  on  a  lane  or  roadway  under  prevailing  roadway 
and  traffic  conditions  WITHOUT  RESULTING  IN  UNDUE 
CONGESTION  OR  UNDUE  DELAYS . 

PRELIMINARY  DESIGN: 

The  detailing  of  a  conceptual  plan.  The  network 
proposals  developed  in  the  conceptual  planning  stage 
are  related  to  the  topography  and  environment  of  the 
specific  area, and  one  or  more  alignments  may  be  tested 
in  an  attempt  to  achieve  a  geometrically  acceptable 
and  economical  route  location.  As  the  purpose  of 
undertaking  preliminary  design  is  to  establish  the 
general  feasibility  and  approximate  cost  of  a  project¬ 
or  conceptual  system-for  comparative  purposes,  only 
general  consideration  is  given  to  such  items  as  drain¬ 
age,  property  requirements,  utility  relocation  and  soil 
conditions . 

PROJECTION  OR  FORECAST: 

An  estimate  of  the  future  conditions. 

SIGNAL  PROGRESSION: 

The  characteristic  of  a  signal  system  which  makes  possible 
the  advance  of  vehicles  at  a  predetermined  speed  through 
a  signal  system  without  delay  or  interruption.  Also, 
the  movement  of  traffic  itself  through  a  signal  system 
without  interruption  at  a  predetermined  rate  of  speed. 

SCREEN  LINE: 

A  line  dividing  the  study  area  into  two  parts. 
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TRAFFIC  ASSIGNMENT: 


See  ASSIGNMENT. 


ZONE  : 


A  homogeneous  portion  of  the  study  area  used  for  the 
analysis  of  origin  and  destination  data. 
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OUTLINE  OF  THE  REPORT 


We  sincerely  hope  that  the  Sudbury  Area  Transportation  Study 
will  serve  the  City  Council  -  and  indeed  -  all  the  citizens 
of  Sudbury,  helping  them  to  define  goals  and  objectives  for 
the  improvement  and  development  of  the  City,  and  indicating 
how  their  efforts  may  be  channelized  for  greater  effective¬ 
ness  in  this  vital  aspect  of  future  growth. 

While  this  report  is  specifically  concerned  with  the  function¬ 
ing  of  the  street  system  and  the  associated  factors  of  vehicle 
operation,  traffic  management,  parking  and  public  transporta¬ 
tion  service,  we  have  tried  throughout  out  work  to  give  full 
weight  to  other  highly  important  factors  such  as  Planning, 
Development  and  Control  of  land-use,  which  combine  to 
constitute  the  form  and  fabric  of  the  City. 

To  clarify  the  organization  of  this  report  and  aid  the  reader, 
the  presentation  is  divided  into  six  major  sections.  These 
correspond  with  stages  in  the  establishment  of  a  transporta¬ 
tion  planning  program,  as  suggested  by  the  (U.S.)  National 
Committee  on  Urban  Transportation  (see  Chapter  2,  Exhibit  2. A). 


STAGE  I  -  ORGANIZING  FOR  THE  JOB 


In  the  first  two  chapters  of  this  report  we  offer  a 
very  brief  description  of  Sudbury  and  its  setting, 
followed  by  an  outline  of  the  study  terms  of  reference 
and  the  techniques  employed. 

Sudbury  is  a  focus  of  road  and  rail  routes. 

Vehicles  and  trains  from  Toronto 3  Ottawa3  Montreal 
and  other  parts  of  eastern  Canada  pass  through 
Sudbury  traveling  westward  to  the  prairies 3 
western  Canada  and  the  United  States. 

Mining  and  associated  heavy  industries  provide 
the  economic  foundation  for  Sudbury,  although 
the  major  mines  are  mostly  outside  the  City 
boundaries . 

Sudbury  is  faced  with  di ffi cult  problems  of 
topography  in  its  existing  and  future  develop- 
ment3  and  the  rocky  terrain  must  be  constantly 
kept  in  mind  when  reviewing  plans  of  the  area. 

The  1963  population  of  Sudbury  was  some  80,000 
persons ,  and  this  is  expected  to  grow  to 
117,000  by  the  year  1985. 

Sudbury  is  already  the  regional  centre  for  a 
large  area  of  Northern  Ontario:  this  role  will 
be  consolidated  and  reinforced  during  the 
20-year  planning  period. 

The  Sudbury  Area  Transportation  Study  sets  out 
to  formulate  a  major  street  plan  and  a  construc¬ 
tion  program.  In  addition,  it  investigates 
parking  characteristics  and  minor  trouble  spots 
within  the  study  area  defined  by  an  External 
Cordon  which  closely  follows  the  City  boundary. 

The  various  survey  procedures  3  (Home  Interview 
Survey 3  Roadside  Interviews  at  the  External 
Cordon3  Truck/Taxi  Interviews  3  Inventories  3 
Traffic  Counts  and  special  surveys)  are  described 
in  Chapter  2. 


•k'k’k'k'k'k'k’k'k'k 


(vii) 


STAGE  II 


GETTING  THE  TRANSPORTATION  FACTS 


Chapter  3  presents  direct  results  of  many  of  the  surveys 
undertaken.  These  include  the  classification  of  streets 
by  function,  measurements  of  vehicle  volumes,  inter¬ 
section  turning  movement  counts ,  speed  and  delay  surveys 
and  capacity  analyses. 


The  present  system  of  functional  classification  is 
questioned,  and  an  alternate  system  recommended. 

The  street  inventory  shows  that  many  streets  have 
less  right-of-way  than  the  86  -  120  feet  allowances 
recommended  in  the  Sudbury  Official  Plan3  and  it  is 
recommended  that  street  widenings  be  undertaken 
within  the  framework  of  the  construction  program . 

Analysis  of  traffic  accidents  shows  that  the  annual 
accident  toll  is  rising,  and  that  locations  of  high 
accident  frequency  are  clustered  in  and  around  the 
downtown  area.  It  is  recommended  that  more  detailed 
analysis  of  accident  data  be  undertaken  as  a  basis 
for  the  design  of  improvements  and  preventive 
measures . 

24-hour  weekday  traffic  volumes  are  presented: 
Kingsway  3  Lome  Street  South3  Notre  Dame  Avenue 3 
Regent  Street  South  and  La  Salle  Boulevard  are 
identified  as  the  most  heavily  traveled  streets . 

A  continuing  program  of  traffic  counting  is 
recommended. 

The  daily  and  hourly  patterns  of  traffic  are  presen¬ 
ted  for  various  locations  to  show  the  effect  of 
peak  hourly  and  peak  weekday  flows  on  traffic  opera¬ 
tion  . 

Intersection  turning  movement  counts  are  dis  cus sed 
and  tabulated3  and  capacity  problems  are  identified 
at  Lome  /Elm  3  Durham/Elm  3  Lis  gar/Beech/N  otre  Dame 
and  Notre  Dame/La  Salle  intersections . 

Sudbury  suffers  from  special  problems  which  have 
developed  because  the  railways  originally  made  use 
of  the  natural  valleys  in  the  area.  Certain  major 
roads  (e.g.  Lome  Street,  Frood  Road)  closely 
parallel  the  railway  tracks. 

There  are  extensive  railway  facilities  in  Sudbury  3 
and  the  Mazn  C.P.R.  tracks  and  yards  are  oriented 
in  the  N.W.  -  S.E.  direction3  cutting  across  the 
heavy  S.W.  -  N.E.  axis  of  traffic  movement .  Two 
underpas s es 3  one  overpas s  and  two  at-grade  cros¬ 
sings  provide  a  total  of  14  traffic  lanes  across 
the  railway 3  and  the  provision  of  greater  capacity 
is  identified  as  a  mayor  requirement  of  the  Plan. 

*********** 

Chapter  4  includes  an  analysis  of  traffic  entering  and 
leaving  the  downtown  area,  together  with  the  results 
of  a  survey  of  the  supply  and  usage  of  parking 
facilities . 

Attention  is  directed  to  the  radial  pattern  of 
Sudbury's  street  system  which  funnels  large  volumes 
of  unwanted  traffic  through  the  downtown  area. 
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-  Tabulations  are  presented  showing  the  characteristics 
of  parking  in  the  downtown  area3  and  it  is  recommended 
that  parking  conditions  be  kept  under  continuous 
review . 

A  comprehensive  study  of  the  core  area  is  suggested, 
to  determine  the  precise  location  of  future  parking 
garages . 

-  The  Parking  Authority  is  complimented  on  its  achieve¬ 
ments  to  date:  it  is  exhorted  to  define  future 
policies  as  the  foundation  for  a  plan  to  meet  the 
great  challenge  imposed  by  the  substantial  predicted 
growth  in  downtown  floor space . 

*********** 

Chapter  5  presents  data  on  the  operation  of  the  bus 
system  in  Sudbury,  and  on  the  travel  characteristics 
of  passengers. 


It  is  noted  that  a  special  study  of  transit  was  not 
required  by  the  terms  of  reference,  but  that  con¬ 
siderable  data  was  compiled  during  other  surveys 
(particularly  the  Home  Interview  survey)  which  is 
useful  to  an  analysis  of  the  transit  situation. 

The  recent  history  of  Sudbury  ' s  buses  is  briefly 
reviewed3  and  it  is  noted  that  franchises  expired 
after  the  City  annexed  additional  land  in  1960 . 

In  19633  four  bus  companies  were  operating  in 
competi ti on . 

Bus  routes  covered  94%  of  the  developed  area  and 
97%  of  the  resident  population  in  1963,  but 
specific  analyses  of  service  quality,  bus  loadings 
and  frequencies  were  not  possible  due  to  the  over¬ 
lap  of  competing  routes  and  the  frequent  route 
changes . 

Speed  and  delay  studies  indicate  that  buses  are 
a  slower  means  of  travel  than  the  private  automo- 
bile 3  but  it  is  emphasized  that  buses  provide  an 
essential  service  to  those  who  do  not  have  access 
to  an  automobile. 

Analysis  of  desire  lines  emphasizes  the  importance 
of  bus  travel: 

for  adults  without  cars 

for  schoolchildren,  particularly  high  school 
students 

and  for  trips  to  and  from  the  downtown  area 

It  is  estimated  that  elimination  of  bus  services 
would  create  an  immediate  demand  for  two  additional 
4-lane  roads  to  serve  the  downtown  area. 

The  setting  up  of  a  Public  Transportation  Committee 
to  guide,  regulate  and  coordinate  public  transporta¬ 
tion  is  recommended. 

-  Each  of  the  chapters  in  Stage  II  contains  detailed 
suggestions  for  modifying  and  improving  the  trans¬ 
portation  elements  referred  to3  as  well  as  comments 
on  prospective  future  policies  and  programs. 

************ 
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STAGE  III 


DEFINING  THE  PROBLEM 


During  the  fall  of  1963,  when  field  work  for  this  study  was 
being  carried  out,  many  people  were  asked  for  details  of 
their  daily  and  occasional  journeys.  Some  were  visited  in 
their  homes,  others  were  interviewed  at  work  and  still 
others  were  stopped  and  interviewed  on  the  highway.  In  all 
cases  they  were  asked  to  contribute  specific  information  to 
the  study,  and  some  99%  generously  cooperated.  From  the 
massive  array  of  answers,  "desire  line"  diagrams  were  com¬ 
piled  to  show  where  people  travel  and  why  they  make  these 
journeys.  Land  use  plans  already  define  what  sort  of 
buildings  or  places  of  interest  exist  in  each  part  of  the 
City,  and  previous  transportation  studies  have  shown  that 
trip  patterns  are  directly  related  to  these  land  uses. 

By  comparing  the  reported  trips  with  the  known  land  uses  , 
a  formula  is  developed  for  the  projection  of  future  travel. 
Thus,  the  projected  growth  and  arrangement  of  the  City 
allows  estimates  to  be  made  of  the  1985  traffic  volumes  to 
be  accommodated  on  the  street  system.  The  results  of  this 
analysis  are  outlined  in  Chapter  6 ,  and  explanations  of 
the  procedures  and  supporting  technical  data  are  contained 
both  in  Chapter  6  and  in  the  technical  appendix. 

When  reviewed  in  reference  to  desirable  standards  of  road¬ 
way  geometries  and  capacity,  all  the  work  to  this  point  - 
counts  of  existing  traffic  volumes,  accident  analyses,  and 
traffic  projections  -  indicates  the  existence  of  deficien¬ 
cies,  and  the  location  and  extent  of  future  requirements. 

The  analysis  shows  that  124,000  trips  per  day 
occurred  in  the  Sudbury  area  in  1963.  Based  upon 
the  population  and  employment  projections ,  some 
246,000  trips  per  day  may  be  expected  in  1985. 

Internal  trips  will  increase  from  89,000  (1963) 

to  187,000  (1985) 

Internal-External  trips  will  increase  from  30,600  (1963) 

to  51,600  (1985) 

External-External  trips  will  increase  from  4,100  (1963) 

to  8,100  (1985) 

The  greatest  increase  in  trips  is  associated  with  the 
downtown  area  where  the  volume  of  attracted  trips 
(22,100  per  day  in  1963)  will  increase  with  projected 
floor  space  to  54,000  in  1985 . 

Within  the  region,  the  construction  of  a  new  route  from 
Levack  to  Timmins  will  possibly  have  an  important 
effect  upon  trip  patterns,  although  the  amount  of  traffic 
which  will  use  this  route  cannot  be  accurately  determined 
at  this  juncture. 

-  In  the  City  there  will  he  further  emphasis  on  traffic 
along  the  S,W.  -  N.E .  axis,  and  this  will  result  in 
additional  problems  in  downtown  Sudbury. 

In  the  Central  Business  District,  the  heavy  pressures 
for  increased  access  and  circulation  capacity  will 
require  that  non-destined  trips  be  transferred  to 
bypass  facilities. 

-  Various  surveys  have  shown  the  characteristics  of 
traffic,  existing  deficiencies  and  future  needs  of 
the  street  system.  These  must  be  related  to  the 
GOALS  and  OBJECTIVES  of  the  City,  and  to  DESIRABLE 
STANDARDS  OF  SERVICE ,  prior  to  the  development  of 
a  transportation  plan. 


The  surveys  and  analyses  to  this  point  have  indicated 
major  problem  areas,  such  as: 

Route  capacity  and  other  problems  between 
downtown  and  the  north-east  segment  of  the 
City,  with  particular  reference  to  Notre  Dame 
Avenue  and  Kingsway 

Physical  intersection  and  alignment  problems 
south  and  west  of  downtown,  particularly  at 
the  Lorne/Regent  intersection 

Access  and  circulation  capacity  problems 
related  to  the  Central  Business  District. 

Many  of  these  arise  from  the  radial  street 
system  and  the  barriers  formed  by  the 
topography  and  the  railway 

Diverse  problems  of  alignment,  capacity  etc. 
in  various  parts  of  the  street  system,  which 
require  detailed  attention 

************ 

STAGE  IV  -  DEVELOPING  THE  TRANSPORTATION  PLAN 

AND  FINANCIAL  PROGRAM 


Chapter  7  introduces  a  selection  of  proposals  which 
have  been  previously  recommended  by  others,  including: 

The  Brady  Street  Extension  to  the  Kingsway/ 
Bancroft  intersection  (Ref.  3T) 

The  South-West  Bypass  (Ref.  4A) 

New  Route  via  Fir  and  Louis  Streets  (Ref.  9B) 

New  Route  from  Clarabelle  Road  to 

La  Salle  Boulevard  (Ref.  11B) 

New  Route  via  Ramsey  Creek  (Ref.  22C) 

New  Route  soyth-east  of  Ramsey  Lake  (Ref.  23C) 

Evaluation  of  these  routes  indicates  that  they  do 
not  effectively  serve  the  existing  or  proj ected 
future  needs  of  the  area .  However 3  they  may  be 
of  value  as  bypasses 3  development  roads  or  scenic 
routes  serving  traffic  other  than  the  heavy 
weekday  flows. 


************** 

Chapter  8  describes  the  elements  of  the  recommended 
plan  and  contains  a  series  of  exhibits  illustrating 
the  recommendations.  A  map  of  the  Recommended  Major 
Street  System  (Exhibit  O.A)  is  contained  in  the 
pocket  at  the  back  of  this  report. 

The  improvement  and  extension  of  Brady  Street  as 
an  expressway  facility  is  recommended,  and  inter¬ 
changes  are  proposed  at  Regent/Lorne/Brady 
(Ref.  IT- 1 )  ,  at  Brady/Dnnkwater  (Ref.  IT-2)  and 
at  Brady/Lloyd/Kingsway  (Ref.  IT-3) . 

Widening  and  other  improvements  of  major  arterial 
streets  -  Lome  Street  (Ref.  1A)3  Kingsway 
(Ref.  1A)  3  Regent  Street  (Ref.  2A)3  and  McLeod 
Street  (Ref.  3AJ  -  are  recommended. 
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A  number  of  improvements  are  recommended  in  and  around 
the  downtown  area,  including:  the  connection  of  Pine 
and  Beech  Streets  with  a  new  underpass  at  the  C.P.R. 
(Ref.  5B) ;  the  development  of  a  new  route  with  a 
viaduct  over  the  C.P.R.  and  Frood  Road  to  connect 
Alder  Street  and  Kathleen  Street  (Ref.  10B) ;  the 
provision  of  a  new  bridge  over  the  C.P.R.  to  connect 
Paris  Street  and  Drinkwater  Street  (Ref.  4C) ;  and 
the  extension  of  Drinkwater  Street  northward  to  meet 
Notre  Dame  Avenue  (Ref.  11C) . 

Route  improvements  are  recommended  in  the  New  Sudbury 
and  Minnow  Lake  areas 3  and  a  new  route  is  proposed  to 
connect  the  Notre  Dame /Kathleen  intersection  with  the 
Barry downe /Gemmell  intersection  (Ref.  7B). 

Recommendations  are  made  for  the  provision  of  collec¬ 
tor  streets  in  various  neighbourhoods  and  community 
areas . 

-  All  recommendations  have  been  developed  within  the 
context  of  a  CONCEPTUAL  PLAN.  The  locations  of 
individual  routes  have  not  been  finally  fixed3  and 
this  and  other  factors  will  receive  further  attention 
when  authorization  is  given  to  proceed  with  the 
FUNCTIONAL  DESIGN  of  specific  projects. 

************ 

Chapter  9  discusses  a  series  of  projects  which  may  be 

considered  as  alternatives  to  the  Recommended  Plan. 

The  Brady  Street  Extension  to  the  Kingsway/Falcon- 
bridge  intersection  (Ref.  2T-1)  is  reviewed  and 
compared  with  proposals  in  the  Recommended  Plan.  It 
is  concluded  that  the  Recommended  Plan  provides 
superior  traffic  service  and  capacity. 

The  possible  extension  of  York  Street  north-westerly 
to  Lome  Street  (Ref.  5A)  is  discussed 3  and  is  found 
to  be  less  desirable  than  the  proposals  involving 
McLeod  Street. 

Alternative  alignments  for  the  connection  of  Levack 
Road  and  Elm  Street  West  (Ref.  IB)  and  the  connec¬ 
tion  of  Alder  and  Kathleen  Streets  (Ref.  10B)  are 
discussed,  and  a  route  from  Notre  Dame  Avenue  to 
Barrydowne  Road  running  north  of  the  C.N.R.  line 
(Ref.  8B)  is  examined. 


************* 

Chapter  10  presents  the  Construction  Staging  and  Finan¬ 
cial  Requirements  of  the  Recommended  Plan. 

The  criteria  used  to  establish  construction  priorities 
include  such  items  as  Existing  Traffic,  Future  Growth 
of  Traffic,  Estimated  Roadway  Life,  Sequence  of 
Improvements,  Coordination  and  Financial  Capability. 
These  are  listed  and  explained. 
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Having  arranged  the  projects  into  a  series  of  four 
5-year  construction  stages 3  cost  estimates  are 
developed  for  each  stage 


Total  cost  of  recommended  plan 


Stage  I 

Collector  Streets  (Stages  I  and  II) 


Stage  II 
Stage  III 
Stage  IV 


$ 10.6  million 
$  0.6  million 
$  9.0  mi l lion 
$  3.8  million 
$  4.1  million 
$  28 .  1  mi  Hi  on 


It  is  explained  that  the  Department  of  Highways  will 
pay  one  third  of  the  construction  costs,  and  that  a 
greater  contribution  may  be  forthcoming  depending 
upon  the  negotiations  and  agreements  reached  with 
the  Department  respecting  King's  Highway  Connecting 
Links . 

-  Attention  is  directed  to  the  fact  that  the  cost 

estimates  refer  ONLY  to  major  capital  works 3  and  that 
additional  work  involving  reconstruction3  realignment 3 
operation  and  maintenance  hy  City  Departments  will  he 
necessary.  This  will  require  further  funds. 


************* 


STAGES  V  and  VI  -  ADOPTING  AND  CARRYING  OUT  THE  PLAN 

It  is  only  when  all  the  above  has  been  completed,  that 
the  most  important  work  -  that  of  translating  the  plan 
into  action  -  can  be  started.  The  citizens  of  Sudbury, 
the  City  Council  and  the  Provincial  Government  should 
study  the  report,  discuss  the  proposals  and  make  any 
necessary  adjustments.  The  report  should  then  be 
formally  adopted,  and  money  and  staff  provided  to 
implement  the  recommendations.  The  climax  of  the 
transportation  planning  procedure  will  be  realized  when 
the  citizens  of  Sudbury  and  visitors  to  the  area  can 
enjoy  safe,  convenient  and  efficient  travel  throughout 
the  City  and  region.  Some  suggestions  towards  the 
accomplishment  of  this  end  are  presented  in  Chapter  11. 


************ 


The  above  comments  provide  a  very  brief  outline  of  the 
Sudbury  Area  Transportation  Study. 

The  technical  appendix  contains  much  of  the  Survey 
material  and  factual  data  used  during  the  prosecution 
of  the  Study.  These  provide  a  body  of  reference 
material  and  a  background  against  which  to  evaluate 
the  Recommended  Plan,  as  well  as  a  foundation  from 
which  to  extend  and  update  the  Plan. 

An  illustrated  Summary  of  the  Study  has  also  been 
prepared  under  the  title  "A  PLAN  FOR  PROGRESS". 
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EXHIBIT  1-A 


CHAPTER  1 


INTRODUCTION  TO  SUDBURY 


1.1  LOCATION  OF  SUDBURY 


Sudbury  is  located  about  40  miles  north  of  the 
shore  of  Georgian  Bay.  It  is  some  250  miles 
northwest  of  Toronto,  approximately  .300  miles 
west  of  Ottawa ,  and  is  the  major  population  centre 
and  regional  focus  for  an  extensive  area  of 
Northern  Ontario  as  shown  in  Exhibit  1„A.  Sud¬ 
bury  is  a  strategic  meeting  point  of  road  and 
rail  routes;  Highway  No.  69  (the  Georgian  Bay 
Route  of  the  Trans-Canada  Highway;  meets  Highway 
No.  17  (the  Lake  Superior  Route)  at  Sudbury; 
and  C.P.Ro  trans-continental  trains  from 
Vancouver  divide  at  Sudbury  before  proceeding 
on  to  Toronto  and  Montreal. 

Sudbury  is  built  upon  the  rugged  terrain  of  the 
Canadian  Shield,  amid  the  hard  igneous  rock  and 
forest  areas  which  cover  much  of  Northern  Ontario 
and  Northern  Canada. 

1 . 2  HISTORICAL  BACKGROUND  OF  SUDBURY 

Sudbury  has  grown  at  an  enormous  rate  since  the 
coming  of  the  railway  in  the  1880's.  In  1900 
the  population  was  about  2,000;  by  1963  this 
had  grown  to  more  than  80,000,  with  a  further 
30,000  people  living  m  the  surrounding  region 
which  is  generally  dependent  upon  the  City  for 
major  services. 

It  is  said  that  Sudbury  was  founded  on  its  present 
site  as  the  result  of  a  surveyor's  error;  indeed, 
many  wish  that  it  had  been  established  a  few 
miles  distant,  in  one  of  the  areas  which  are 
topographically  less  tortuous.  However,  when  the 
C.P.R.  was  constructed  on  the  north  shore  of 
Ramsey  Lake,  a  camp  was  set  up  for  the  railway 
construction  crew  and  this  was  the  nucleus  around 
which  Sudbury  grew. 

The  railway  construction  disclosed  the  mineral 
potential  of  the  area  and  mining  began  to  develop. 
In  1887,  the  C.P.R.  laid  out  a  town  site,  and  the 
town  grew  rapidly  to  become  incorporated  as  a 
city  m  1930.  During  and  after  the  1939-45 
World  War,  the  demand  for  Sudbury's  products, 
particularly  nickel,  increased  and  "The  Nickel 
Capital  of  the  World"  continued  to  experience 
considerable  growth  both  within  the  corporate 
boundaries  and  in  surrounding  areas.  The  present 
boundaries  of  the  City  of  Sudbury  were  established 
in  1960  when  much  of  the  adjacent  suburban 
development  was  annexed  to  the  former  city. 

Although  the  importance  of  the  railway  to  the 
economic  life  of  Sudbury  has  tended  to  decline 
through  the  years ,  mining  in  the  area  has  grown 
from  strength  to  strength,  showing  spectacular 
advances  during  and  after  the  Second  World  War. 
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While  the  prosperity  of  Sudbury  is  founded  upon  the 
area's  mineral  resources,  most  of  the  mining  and 
the  associated  smelting  and  refining  processes  are 
carried  on  outside  the  limits  of  the  City  proper, 
at  Copper  Cliff,  Coniston,  Garson,  Falconbndge , 

Levack  etc.  The  mines  inside  the  City  boundaries, 
(Murray,  McKim,  Frood  and  Stobie)  account  for  only  a 
minor  portion  of  the  total  industrial  activity  and 
employment  in  the  area.  Sudbury  provides  homes  for 
many  of  those  working  in  the  mines  and  processing 
plants  in  and  around  the  City,  and  is  the  regional 
shopping  and  service  centre  for  a  large  geographical 
area . 

1. 3  TOPOGRAPHY  AND  LAND  USE 

Exhibit  l.B  indicates  the  physical  form  of  the  land 
within  the  City  boundaries.  The  comparison  of  the 
street  plan  with  the  contours  indicates  how  streets 
of  a  rectangular  grid  pattern  have  been  combined  with 
routes  following  natural  features  to  create  a  unique 
pattern  of  urban  development. 

The  present  downtown  area,  which  has  developed  from 
the  early  settlement,  lies  in  a  basin  north  of  the 
C.P.R,  facilities:  it  is  bounded  on  the  south  and 
west  by  the  railway  properties  and  by  substantial  rock 
outcrops  to  the  north  and  east.  Development  grew  out 
from  the  downtown  area  as  natural  features  and 
municipal  limits  permitted.  The  best  routes  had 
generally  been  occupied  by  the  CcP.R.  before  urbaniza¬ 
tion  spread,  and  main  roads  often  tended  to  follow  the 
same  favourable  routes  chosen  by  the  railway: 

Lome  Street,  for  example,  runs  immediately  alongside 
the  railway  right-of-way.  Only  New  Sudbury,  north¬ 
east  of  the  former  City,  has  developed  away  from  the 
old  city  centre  on  gently  undulating  land. 

Industry  has  developed  close  to  the  extensive  railway 
facilities,  and  except  for  two  recent  shopping 
centres,  the  commercial  development  of  the  area  has 
been  very  much  concentrated  on  the  downtown  section 
of  the  City.  These  features,  together  with  other 
important  land  uses,  are  shown  in  Exhibit  l.C.  In 
studying  this  or  any  other  plan  of  Sudbury,  constant 
reference  should  be  made  to  the  topography  and 
contours  because  where  there  may  appear  to  be  vacant 
areas  in  the  development  pattern,  a  second  look  will 
generally  show  that  a  rock  outcrop,  a  steep  rock  face 
or  other  natural  feature  is  associated  with  every 
interruption  or  gap  in  the  urban  fabric. 

1. 4  THE  FUTURE  OF  SUDBURY 

Projections  for  the  future  of  Sudbury  are  based  upon 
the  expectation  of  a  continuing  firm  market  for  the 
mineral  resources  which  form  the  primary  output  of 
the  area,  and  upon  a  consolidation  of  the  City's  role 
as  shopkeeper  and  service  centre  for  the  population 
of  an  extensive  region. 
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EXHIBIT  1  •  D 


It  will  be  apparent  from  the  preceding  descrip¬ 
tion  that  Sudbury  must  contend  with  several 
disadvantages  during  the  course  of  its  future 
development.  These  mostly  arise  from  the 
difficult  terrain  which  makes  all  forms  of 
construction  specialized  and  expensive.  At  the 
same  time,  Sudbury  enjoys  no  broad  base  of 
industrial  assessment  within  its  boundaries,  to 
contribute  tax  revenues  toward  development  costs 
(a  per  capita  grant  for  resident  miners  helps  to 
offset  the  latter's  effect.) 

1.5  PROJECTIONS  OF  POPULATION  AND  TRAFFIC 

Exhibit  l.D  shows  the  changes  in  population  since 
1945  and  the  anticipated  growth  of  population  in 
the  City  of  Sudbury  and  in  the  Province  of  Ontario. 
The  population  growth  of  Sudbury  will  tend  to 
impose  further  strain  and  congestion  upon  the 
network  of  travel  facilities.  Of  equal  concern, 
however,  is  the  fact  that  the  number  of  vehicles 
in  all  parts  of  the  Province  is  growing  at  a 
faster  rate  than  the  population  itself.  It  is 
confidently  predicted  by  several  authorities  that 
the  ratio  of  one  automobile  for  every  2.4  persons 
will  be  reached  by  1980.  Not  only  is  the  number 
of  automobiles  increasing,  but  the  trend  of  our 
society  to  automation  creates  more  leisure  time 
and  leads  to  greater  mobility,  which  in  turn  result 
in  an  annual  increase  in  the  number  of  miles 
travelled  per  vehicle.  In  1955,  the  average  annual 
mileage  was  about  8,829  miles  per  vehicle:  this  will 
probably  increase  to  10,309  by  1980*.  The  cumulative 
effect  of  these  three  factors  will  produce  a  stern 
challenge  for  the  planners  and  designers  of  a 
transportation  system  to  serve  needs  5,  10  and  20 
years  hence.  Because  facilities  must  be  designed 
and  constructed  to  serve  a  useful  life  of  25  to  30 
years,  their  future  roles  and  functions  must  be 
determined  now,  so  that  the  effort  and  expense 
involved  will  be  utilized  as  fully  and  effectively 
as  possible. 

It  was  with  these  prospects  in  mind,  that  the  City 
of  Sudbury  set  up  a  Technical  Coordinating  Committee 
to  prepare  Terms  of  Reference  for  the  Sudbury  Area 
Transportation  Study.  In  early  1963  M.  M.  Dillon 
Limited  was  retained  to  prepare  a  Study  Appraisal. 
This  detailed  the  methods,  procedures  and  estimated 
costs  of  surveys  and  analyses,  including  the  prepara¬ 
tion  of  a  Transportation  Plan  and  Program.  City 
Council  subsequently  authorized  this  firm  to  proceed 
with  the  Study  and  prepare  a  report. 


See  Historic  Trend  and  Forecast  of  Motor 
Vehicle  Travel  in  the  Province  of  Ontario 
by  Department  of  Highways , Ontario  1960, 
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CHAPTER  2 


OUTLINE  OF  THE  TRANSPORTATION  STUDY 


2 . 1  THE  UNIVERSAL  TRAFFIC  PROBLEM 

"The  daily  movement  of  people  and  goods 
in  urban  areas  has  become  one  of  the 
most  complex  and  difficult  problems 
facing  public  officials  today.  Only 
decisive  action  can  stem  the  rising  tide 
of  traffic  congestion,  confusion  and 
accidents  threatening  the  social  and 
economic  health  of  our  communities". 

So  begins  the  introduction  to  the  book  "Better 
Transportion  for  Your  City" ,  a  guide  to  the  factual 
development  of  Urban  Transportation  Plans  prepared 
by  the  U.S.  National  Committee  on  Urban  Transport¬ 
ation.  In  the  execution  of  the  Sudbury  Area  Trans¬ 
portation  Study,  the  Consultants  have  generally  fol¬ 
lowed  the  procedures  recommended  by  this  Committee, 
as  well  as  those  of  the  Ontario  Department  of  High¬ 
ways,  the  U.S.  Bureau  of  Public  Roads  and  others 
active  in  this  major  field  of  endeavour.  In  particular, 
much  recourse  has  been  made  to  the  series  of  Procedure 
Manuals  prepared  by  the  National  Committee  on  Urban 
Transportation,  for  various  study  techniques.  Further¬ 
more,  this  report  is  closely  aligned  with  the  "Recom¬ 
mended  Stages  for  Establishing  a  Transportation 
Planning  Program" ,  as  described  in  the  book  "Better 
Transportation  for  Your  City"  and  shown  in  Exhibit 
2. A. 

2.2  SCOPE  AND  OBJECTIVES  OF  THE  STUDY 


The  specific  objectives  of  the  study,  as  designated 
in  the  Terms  of  Reference  and  Study  Appraisal,  are 
as  follows : 

1.  The  formulation  of  a  major  road  and  street  plan 
designed  to  complement  future  land  use,  and  to 
further  encourage  sound  economic  growth  where- 
ever  possible. 

2.  The  presentation  of  a  construction  program 
designating  improvements  to  be  made  in  five- 
year  stages,  based  upon  the  priorities  and  needs 
demonstrated  by  the  Study  investigations  and 
projections . 

3.  The  investigation  of  current  parking  character¬ 
istics  to  secure  basic  data  essential  to  an 
understanding  of  parker  desires.  This  shall 
include  such  items  as  curb  and  offstreet  parking 
practices  as  related  to  duration,  turnover, 
illegal  usage  and  enforcement.  These  fundamental 
data  will  strengthen  the  basis  of  a  sound  parking 
program.  Areas  of  extensive  deficiency  will  be 
delineated,  where  the  comprehensive  parking 
study  approach  may  be  economically  applied  prior 
to  the  construction  of  high  unit-cost  parking 

f aci lities . 
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ESTABLISHING  A  TRANSPORTATION  PLANNING  PROGRAM 
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ADAPTED  FROM  Fig.  I  Page  5 

"BETTER  TRANSPORTATION  for  YOUR  CITY 
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4.  The  investigation  of  the  present  King's  Highway 
Connecting  Links  and  their  evaluation  in  terms  of 
local  and  through  traffic  service  for  both  present 
and  future  traffic  demands  and  capacity. 

5.  The  investigation  of  existing  traffic  trouble 
spots ,  and  recommendations  for  overcoming  local 
deficiencies . 

Item  4  was  deleted  from  the  specific  requirements  of 
the  Study  in  January  1965.  The  Technical  Committee 
requested  that,  following  presentation  of  the  final 
report,  the  consultant  prepare  a  brief  containing 
recommendations  for  connecting  links. 

2.3  THE  STUDY  AREA 


The  boundaries  of  the  study  area,  as  defined  by  the 
Technical  Coordinating  Committee,  correspond  very 
closely  with  the  boundaries  of  the  City  of  Sudbury 
(as  revised  in  1960).  External  Cordon  stations  were 
located  as  close  as  possible  to  the  City  boundaries, 
bearing  in  mind  the  relatively  straight  alignments 
and  generous  sight  distances  required  for  safe  and 
efficient  roadside  interviewing. 

The  study  area  was  subdivided  into  origin  and  desti¬ 
nation  zones  for  the  analysis  of  trip  data.  This 
was  done  mostly  by  referring  to  the  existing  and 
future  land  use  patterns  developed  by  the  Planning 
Board,  and  presented  in  the  Sudbury  Official  Plan 
Amendment  No.  1  (1961)  .  The  basic  arrangement  of 
origin  and  destination  zones  closely  follows  the 
layout  of  residential  neighbourhoods  as  designated 
by  the  Planning  Board,  while  concentrations  of 
commercial  and  industrial  land  use  are  segregated 
within  separate  O.  and  D.  zones  wherever  possible. 

The  study  area  boundary  and  the  O-D  zones  are 
indicated  on  the  Street  Map  ^Exhibit  0-0)  which 
may  be  found  in  the  pocket  inside  the  back  cover. 

2 . 4  SURVEY  PROCEDURES 

2.4.1  Home  Interview  Survey 


This  was  undertaken  by  Gruneau  Research  Limited,  a 
firm  specializing  in  Market  Research.  A  staff  of 
lady  interviewers  was  hired,  in  Sudbury  for  the 
duration  of  the  survey  (approximately  10  weeks) : 
staff  training  and  supervision  were  carried  out 
by  the  full-time  personnel  of  Gruneau  Research 
Limited. 

Random  sampling  techniques  were  applied  to  the 
assessment  rolls,  in  order  to  select  every  eighth 
dwelling  unit  in  the  City  of  Sudbury.  Interviewers 
were  assigned  to  visit  each  sample  unit,  and 
obtain  all  travel  data  pertinent  to  the  Study  from 
occupants  over  the  age  of  five  years.  Examples 
of  the  interview  forms  used  are  included  in  the 
Appendix  to  this  report.  (Exhibit  A. A) . 

A  series  of  checks  and  controls  was  instituted  to 
verify  the  reliability  of  the  sampling  procedure, 
and  the  completeness  and  accuracy  of  interviews 
obtained.  A  special  complementary  study  covering 
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institutional  establishments  (e.g.  the  samtonum,  the 
convent  etc.)  and  residential  hotels  was  carried  out 
in  an  effort  to  obtain  complete  data  on  all  the  person- 
trips  taking  place  in  the  area  during  a  24-hour  period. 

The  information  obtained  from  the  home  interviews  was 
used  to  project  future  traffic  volumes  as  described 
in  Chapter  6 . 

2.4.2  Roadside  Interviews  at  the  External  Cordon 


This  work  was  carried  out  for  the  Ontario  Department  of 
Highways,  using  the  staff  hired  by  M.  M.  Dillon  Limited 
in  Sudbury. 

There  were  13  stations  on  the  External  Cordon,  as 
shown  on  the  Exhibit  0-0.  The  eight  stations  having 
the  heaviest  volumes  accounted  for  more  than  96%  of 
the  total  traffic  crossing  the  cordon.  At  each  of 
these  eight  stations,  inbound  traffic  was  interviewed 
on  a  weekday  from  7:00  a.m.  to  7:00  p.m.  The  overall 
sample  represented  some  95%  of  the  one-way  traffic 
passing  through  the  stations  during  the  12-hour  survey 
period.  Of  the  14,650  interviews  collected,  99%  were 
cordeable,  and  hence  usable  for  data  analysis.  The 
interview  forms  used  for  this  survey  are  included  in 
the  Appendix  to  this  report.  (Exhibit  A.C). 

2.4.3  Truck/Taxi  Interviews 


From  the  1962  vehicle  listings  of  commercial  vehicles 
in  Sudbury,  every  fifth  vehicle  was  selected  for 
interview  purposes.  After  contacting  each  owner  by 
mail  to  inform  him  of  the  survey,  an  interviewer  went 
to  his  place  of  work,  or  to  his  home,  and  obtained 
data  on  all  trips  made  by  the  selected  vehicle  during 
24  hours  of  a  selected  weekday. 

A  listing  of  taxi  permits  in  the  City  of  Sudbury  was 
obtained  from  the  Sudbury  Police  Department,  and  the 
taxi  companies  were  contacted  by  mail  to  advise  them 
of  the  survey.  Subsequently,  every  taxi  driver  in 
the  Sudbury  area  was  supplied  with  trip  report  forms 
to  be  completed  for  a  24-hour  (weekday)  period. 

370  commercial  vehicles  and  96  taxis  were  contacted 
in  this  way,  and  these  yielded  2.705  and  2,308  usable 
trip  reports  respectively .  The  trip  report  forms 
used  in  this  phase  of  work  are  included  in  the 
Appendix  to  this  report.  (Exhibit  A.B) 

2.4.4  Automatic  Traffic  Recorder  (A.T.R.)  Counts 

Apart  from  the  A»T.R„  counts  taken  in  conjunction 
with  the  External  Cordon  Survey,  six  automatic  traffic 
recorder  counts  were  taken  for  a  minimum  of  seven  days 
at  control  stations  surrounding  the  centre  of  Sudbury, 
and  at  screen  line  counting  stations  on  routes  cross¬ 
ing  the  main  C.P.R.  line.  In  addition,  62  automatic 
traffic  counts  were  taken  for  a  minimum  of  24  hours  at 
various  locations  throughout  the  study  area.  All 
such  counts  were  taken  with  automatic  recording 
equipment  which  registered  the  traffic  volumes  quarter- 
hourly  throughout  the  day,  and  all  counts  were 
transcribed  on  an  hour-by-hour  basis.  The  average 
daily  volumes  are  discussed  in  Section  3.4  and  are 
shown  in  Exhibit  3.D 
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2.4.5  Vehicle  Classification  Counts 


Manual  classification  counts  were  carried  out  at  all 
screen  line  stations  for  a  16-hour  period  (7:00  a.m. 
to  11:00  p.m.)  on  a  typical  weekday. 

In  order  to  increase  the  usefulness  of  the  Parking 
Survey  and  to  evaluate  Downtown  traffic  movement,  a 
Downtown  Cordon  was  drawn  around  the  22  O-D  zones 
comprising  the  Sudbury  Central  Business  District  and 
manual  classification  counts  were  carried  out  at  all 
important  crossings  of  the  Downtown  Cordon  for  a 
10  hour  period  (8:00  a.m.  to  6:00  p.m.)  on  a  typical 
weekday . 

These  counts  indicated  vehicle  type  and  number  of 
passengers  by  direction  of  travel.  The  analysis  of 
these  data  is  contained  in  Chapters  3  and  4  of 
this  report. 

2.4.6  Intersection  Turning  Movement  Counts 

Manual  turning  movement  counts  were  carried  out  at 
82  intersections  throughout  the  study  area  between 
4:00  p.m.  and  6:00  p.m.  on  typical  weekdays.  All 
approach  volumes  and  turning  movements  were  tabula¬ 
ted.  In  addition,  counts  were  taken  at  five 
intersections  serving  the  New  Sudbury  Shopping 
Centre  from  7:30  p.m.  to  9:30  p.m.  on  a  Friday 
"late  shopping"  night.  The  turning  movement  data 
is  tabulated  in  Exhibit  A.G. 

2.4.7  Intersection  Inventory 

At  every  intersection  where  turning  movement  counts 
were  undertaken,  pavement  and  sidewalk  widths, 
corner  radii,  building  setbacks  and  signing  details 
of  all  the  approach  roadways  were  measured  and 
recorded  for  use  in  the  intersection  capacity 
analyses  and  phtographs  were  taken  from  each 
approach  to  record  the  driver's  view  of  the  inter¬ 
section.  These  data  were  used  for  the  calculation 
of  intersection  capacities  discussed  in  Section  3.7. 

2.4.8  Speed  and  Delay  Survey 

Speed  and  delay  runs  were  carried  out  on  all  arte¬ 
rial  and  collector  routes  in  the  study  area  during 
evening  peak  periods;  when  dictated  by  route 
function  or  other  conditions,  certain  runs  were 
repeated  during  the  morning  peak  period  and  on 
"late  shopping"  nights.  In  each  case,  at  least 
three  runs  in  each  direction  were  made,  and 
average  running  speeds  over  predesignated  control 
sections  were  calculated.  This  study  was  carried 
out  by  a  single  driver  using  route  map,  stop  watch 
and  tape  recorder.  The  results  of  this  work  are 
tabulated  m  Exhibit  A.H  and  are  discussed  and 
analyzed  in  Section  3.6  and  Exhibit  3.F. 

2.4.9  Parking  Surveys 


The  first  phase  of  the  parking  study  involved  the 
compilation  of  a  detailed  inventory  of  all  park¬ 
ing  spaces  in  the  22  zone  downtown  area  bounded  by 
the  Downtown  Cordon.  This  data  is  shown  in 
Exhibit  4.D. 
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From  the  inventory  a  series  of  surveillance  routes 
were  drawn  up  and  all  spaces  on  a  given  route  were 
checked  at  15-minute  intervals  from  10:00  a.m.  to 
6:00  p.m.  on  a  typical  weekday,,  On  each  tour  of  the 
route,  vehicle  licence  numbers  were  recorded  and 
compared  with  previous  tours  to  determine  the  parking 
duration  of  each  vehicle,. 

While  the  parking  route  surveillance  was  being  carried 
out,  vehicles  entering  and  leaving  the  downtown  area 
were  counted  by  direction  and  classified  by  type  and 
number  of  passengers,  on  all  important  crossings  of 
the  Downtown  Cordon  as  referred  to  in  paragraph  2.4.5. 

These  rhree  operations,  when  analyzed  together,  yiel¬ 
ded  the  basic  parking  data  which  are  presented  and 
discussed  in  Chapter  4. 

2.4.10  Transit  Loading  and  Speed  Survey 

Both  at  peak  and  off-peak  travel  times,  men  were 
assigned  to  travel  aboard  buses  on  the  regularly 
scheduled  services  and  to  count  the  number  of  passen¬ 
gers  on  the  bus  at  selected  control  points  along  the 
route,  while  recording  the  time  taken  by  the  bus  to 
travel  between  one  control  point  and  the  next.  The 
data  yielded  by  this  survey  are  presented  and  dis¬ 
cussed  in  Chapter  5. 

2 . 5  REFERENCE  MATERIAL 

Reference  has  been  made  throughout  this  study  to  all 
available  material  which  seemed  pertinent.  Particular 
use  has  been  made  of  the  following: 

(a)  Major  Thoroughfare  Studies  and  Plan  in  the 
City  of  Sudbury  and  Area  (1960)  prepared  by 
The  Sudbury  Area  Planning  Committee. 

(b)  Amendment  No.  1  to  the  Official  Plan  for  the 
City  of  Sudbury  Planning  Area  (1961)  prepared 
by  the  Sudbury  Planning  Board. 

(c)  Highway  17  Connecting  Link.  Report  on 
Investigations,  (December  1959)  by  Lewis  Lane 
and  Company  Limited  and  De  Leuw ,  Cather  & 

Company  of  Canada  Limited,  Consulting  Engineers. 

id)  The  Sudbury  Area,  Factors  of  the  Regional 

Environment,  by  the  Community  Planning  Branch 
of  the  Ontario  Department  of  Municipal  Affairs 
(March  1960;  reissued  -  September  1960). 

(e)  A  Study  for  Urban  Renewal  at  Sudbury,  Ontario 
(1963)  prepared  for  the  City  Council  by  the 
Sudbury  Planning  Board  and  Project  Planning 
Associates,  Lirruted,  published  by  the 
Corporation  of  the  City  of  Sudbury,  Ontario. 

(f)  Transportation  Study,  Street  Inventory  (1963) 
prepared  by  the  City  Traffic  Engineer. 

(g)  Accident  data  compiled  by  the  Sudbury  Police 
Department,  for  the  years  1961,  1962  and  1963. 

(h)  Traffic  count  data  compiled  by  the  City 
Engineering  Department,  for  the  years  1962  and 
1963. 
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CHAPTER  3 


CHARACTERISTICS  OF  EXISTING  STREETS  AND  TRAFFIC 


3.1  FUNCTIONAL  CLASSIFICATION  OF  STREETS 


The  City  has  previously  used  the  following  system  of 
classification  for  major  streets: 

T  -  Throughways 
A  -  Major  Highway  Connections 
B  -  Minor  Highway  Connections 
C  -  Arterial  Routes 
D  -  Collector  Streets 
E  -  Local  Streets 

This  system  has  been  in  use  by  the  City  Engineering 
Department  and  the  Sudbury  Planning  Board  for  some 
years,  together  with  a  sequential  route  numbering 
system  for  each  class  of  street.  The  street 
classification  and  the  street  inventory  data  supplied 
to  the  Transportation  Study  by  the  Technical  Co¬ 
ordinating  Committee  was  based  on  this  system, and 
its  use  has  been  continued  in  parts  of  this  report 
for  the  systematic  listing  of  routes. 

Whilst  working  with  the  City's  street  classification, 
two  deficiencies  became  evident: 

It  is  virtually  impossible  to  define  the  FUNCTIONAL 
differences  between  the  arterial  routes  in  classes 
A ,  B  and  C . 

The  re-classification  of  a  route  interferes  with 
the  established  sequential  numbering  system. 

This  study  therefore  recommends  that  the  City  re¬ 
appraise  its  street  classification  system  with  a 
view  to  its  re-organization  with  more  precise 
definition  of  the  functional  requirements  of  each 
class  of  street  and  a  more  flexible  route  numbering 
system. 

Adequate  organization  of  streets  into  a  hierarchy 
of  functional  importance  is  a  most  useful  tool.  It 
provides  a  guide  to  the  geometric  standards  required, 
and  to  the  priorities  attributable  to  construction 
projects  on  various  facilities. 

There  are  several  recommended  systems  of  functional 
street  classification  which  might  be  adapted  to 
suit  Sudbury's  particular  needs: 

The  (U.S.)  National  Committee  for  Urban  Trans¬ 
portation  (N.C.U.T.)  has  made  a  series  of  re¬ 
commendations.  These  are  contained  in  "Procedure 
Manual  7. A  -  Standards  for  Street  Facilities 
and  Services"  and  summarized  in  Table  2,  page  11 
of  that  booklet. 

The  Canadian  Good  Roads  Association  (C.G.R.A.) 
published  recommendations  on  the  subject  in  1963. 

The  City  Engineers  Association  has  drafted 
recommendations  which  have  not  yet  been  formally 
published . 


15 


The  Municipality  of  Metropolitan  Toronto  has 
developed  certain  basic  criteria  for  use  in 
connection  with  its  own  particular  jurisdic¬ 
tional  requirements. 

Each  of  these  sources  can  contribute  some  valuable 
points  towards  the  improvement  of  Sudbury's  street 
classification  system. 

The  street  classification  criteria  recommended  by 
N.C.U.T.  (which  are  substantially  similar  to  those 
of  C.G.R.A.)  have  been  adapted  and  used  in  Exhibits  3. A 
and  10. A  of  this  report.  Five  classes  of  street  have 
been  selected  as  follows: 

Expressways  and  Freeways 
Major  Highway  Connections 
Other  Arterial  Streets 
Collector  Streets 
Local  Streets 

The  only  roadway  which  currently  approaches  the  geo¬ 
metric  requirements  of  an  expressway  is  that  section 
of  Brady  Street  which  underpasses  the  C.P.R.  tracks. 
Because  of  the  present  limited  length  of  this  section, 
the  propriety  of  an  expressway  classification  is 
rather  academic. 

The  important  factor  in  defining  arterial  streets  is 
the  relative  length  of  the  trips  they  serve.  It  is 
also  significant  to  ensure  that  any  arterial  street 
is  connected  to  an  arterial  or  an  expressway  at 
either  end. 

Collector  streets  should  join  an  arterial  or  another 
collector  at  each  end.  The  description  of  collector 
streets  in  Sudbury  is  a  most  difficult  task;  not 
only  are  many  of  the  original  neighbourhoods  laid  out 
on  a  grid  pattern,  which  gives  equal  importance  to 
all  streets,  but  many  minor  streets  have  been  laid 
out  without  any  reference  to  contours  or  topography. 
This  latter  factor  results  in  many  discontinuities  in 
neighbourhood  street  patterns,  inhibiting  the  proper 
designation  of  and  distinction  between  local  and 
collector  streets. 

It  will  be  seen  in  Exhibit  3. A,  that  many  of  the  most 
important  streets  in  the  City  of  Sudbury  are  radial 
with  respect  to  the  downtown  area.  The  principal 
radial  routes  include  King's  Highway  No.  17  East  and 
West,  King's  Highway  No,  69  North,  Secondary  Highway 
No.  544,  Frood  Road,  Paris  Street  and  Bancroft  Drive. 
Some  other  major  routes  are  a  little  offset  from 
this  radial  system;  for  example,  King's  Highway  No. 

69  South  to  Parry  Sound  and  Southern  Ontario,  and 
Secondary  Highway  No.  541  to  Garson  and  Falconbridge . 
Very  few  roadways  provide  circumferential  service 
within  the  system. 

Several  important  proposals  by  the  Planning  Board  and 
other  agencies  are  directed  towards  greater  inter¬ 
connection  of  the  radial  routes  by  the  provision  of 
bypass  routes,  ring  roads  and  individual  connections, 
but  this  report  questions  the  real  need  for  some  of 
the  suggested  perimeter  projects,  in  the  light  of 
anticipated  1985  traffic  requirements  revealed  by  the 
Transportation  Study. 
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EXHIBIT  3  A 


3.2  INVENTORY  OF  THE  STREET  SYSTEM 


In  order  to  provide  basic  background  data  for  the 
Transportation  Study,  the  City  Engineering  Depart¬ 
ment  compiled  an  inventory  of  the  street  system 
in  1963.  This  inventory  brought  together  such 
information  as  pavement  width,  right-of-way  widths, 
details  of  curbs,  shoulders,  sidewalks,  drainage, 
etc.,  and  estimates  of  expected  structural  life. 

The  inventory  has  been  used  throughout  this  study 
as  a  basic  source  of  information  and  has  been 
constantly  referred  to  during  the  development  of 
proposals.  It  is  a  most  vital  source  of  reference- 
material  and  should  be  kept  up-to-date  within  the 
normal  operations  of  the  Engineering  Department. 

Two  main  conclusions  can  be  drawn  from  the  informa¬ 
tion  presented  in  the  inventory: 

Most  streets,  including  many  of  the  major 
arterials,  have  right-of-way  widths  of 
only  66  feet.  Where  wider  rights-of-way 
are  available  they  are  often  in 
intermediate  areas ,  at  some  distance  from 
downtown  Sudbury. 

Most  streets  have  a  short  structural  life 
expectancy,  and  will  require  major 
reconstruction  or  other  improvement  before 
1970. 

The  Major  Throughfares  Plan  adopted  by  the  Sudbury 
Planning  Board  recommends  right-of-way  widths  from 
86  to  120  feet  or  greater,  and  the  City  of  Sudbury 
Roadway  Standards  (Exhibit  A.J)  include  suggested 
right-of-way  widths  which  are  in  accordance  with 
Planning  Board  recommendations.  Every  effort 
should  be  made  to  bring  all  rights-of-way  to  the 
agreed  standards,  and  property  acquisition  for 
widening  should  reflect  the  ultimate  street 
classification. 

The  construction  program  recommended  later  in  this 
report  has  been  developed  primarily  from  the 
requirements  of  1985  traffic  demand.  This  program 
may,  of  course,  be  amended  where  up-to-date 
inventory  data  shows  that  a  structurally  deficient 
roadway  requires  earlier  reconstruction;  or 
conversely,  a  project  may  be  postponed,  where  the 
needs  of  the  system  and  adequate  prospective  road¬ 
way  life  make  this  feasible. 

3.3  ANALYSIS  OF  TRAFFIC  ACCIDENTS 

Exhibit  3 . B  indicates  the  recent  trend  of  vehicle 
accidents  in  Sudbury  and  in  the  Province  of 
Ontario.  In  common  with  other  urban  areas,  the 
number  of  accidents  in  Sudbury  has  shown  a  steady 
rise.  While  the  valiant  efforts  of  all  those 
concerned  with  road  safety  have  succeeded  in  curb¬ 
ing  or  checking  this  rise  from  time  to  time,  the 
general  trends  of  increasing  vehicle  ownership  and 
vehicle  mileage  repeatedly  offset  any  improvements 
in  safety  measures. 

The  annual  reported  accident  figures  shown  in  Exhibit 
3.B  are  taken  from  statistics  prepared  by  the  Ontario 
Department  of  Transport,  and  refer  to  accidents 
involving  damage  greater  than  $100  or  personal 
injury.  As  a  basis  for  comparison,  the  accident 
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figures  have  been  related  to  the  population  and 
annual  vehicle  mileages  from  Exhibit  l.D.  The  ratios 
show  an  increase  m  accident  frequency  per  1,000 
persons,  which  beside  the  increase  in  actual  accident 
numbers  becomes  a  further  cause  for  concern.  In  the 
Province  of  Ontario,  there  is  a  slight  tendency  for 
the  accidents  per  million  vehicle  miles  to  decline: 
this  may  be  attributable  to  increased  construction 
of  freeways  and  improved  design  standards  on 
arterial  streets.  No  similar  declining  trend  is 
evident  in  Sudbury,  however. 

Some  of  the  improvement  projects  recommended  later 
in  this  report  will  help  to  combat  the  rising  toll 
of  accidents.  A  valuable  means  of  retarding  the 
mounting  number  and  cost  of  accidents  is  the 
separation  of  conflicting  movements  by  the  provision 
of  underpasses  and  overpasses,  by  the  separation  of 
opposing  traffic  streams  with  medians,  by  proper 
geometric  design  to  accommodate  merging  and  diverging 
vehicles,  by  the  separation  of  heavy  through  move¬ 
ments  from  slow  or  circulating  movements,  and  above 
all,  by  the  physical  segregation  of  pedestrians  from 
vehicular  traffic.  All  these  devices  have  been 
employed  wherever  appropriate  in  the  development  of 
the  Recommended  Plan. 

Exhibit  3.C  shows  locations  where  ten  or  more 
accidents  were  experienced  during  1963,  while 
Exhibit  A.G  in  the  Appendix  indicates  the  experience 
at  major  intersections  displaying  high  accident 
frequencies  over  a  four  year  period.  In  recent 
years,  the  City  of  Sudbury  has  instituted  a  most 
excellent  system  of  reporting  accidents  and  prepar¬ 
ing  monthly  and  yearly  tabulations  of  accident  data: 
every  accident  is  identified  by  grid  coordinates , 
highway  section,  light  conditions,  weather,  causes 
etc.  By  this  means,  the  City  has  built  up  a  wealth 
of  accident  information  upon  which  to  draw  for  the 
analysis  of  specific  problem  areas.  This  data 
should  now  be  analyzed  in  detail  and  applied  towards 
the  elimination  of  situations  conducive  to  accidents 
and  generally,  towards  the  development  of  a  safer 
roadway  system. 

Comparison  of  Exhibit  3.C  with  others  showing 
24-hour  traffic  volumes,  vehicle  speeds  and  inter¬ 
section  capacities,  highlights  the  most  significant 
causes  of  accidents : 

Sections  of  substandard  roadway 

High  traffic  volumes 

Capacity  limitations  and  congestion 

It  will  readily  be  seen  from  Exhibits  3.C  and  A.G 
that  the  worst  locations  are  on  Elm  Street,  Lome 
Street  and  Notre  Dame  Avenue,  where  these  contribut¬ 
ing  factors  are  most  prevalent. 

At  "high  accident"  locations,  the  preparation  and 
use  of  collision  diagrams  can  be  most  helpful  in 
identifying  specific  problems:  the  City  Engineer¬ 
ing  Department  should  make  a  continuing  study  of 
collision  diagrams  to  assist  them  in  improving  the 
safety  of  the  street  system. 
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3.4  AVERAGE  DAILY  TRAFFIC  VOLUMES 


Exhibit  3.D  shows  the  24-hour  weekday  traffic  volumes 
on  Sudbury's  major  roadways  as  determined  by  manual 
intersection  and  automatic  traffic  recorder  (A.T.R.) 
counts.  As  would  be  expected;  the  highest  traffic 
volumes  are  encountered  on  the  most  important 
arterial  streets  immediately  adjacent  to  the  down¬ 
town  area.  The  most  heavily  loaded  section  was 
found  to  be  that  portion  of  the  Kingsway  between 
Carleton  Street  and  Bancroft  Drive,  where  more  than 
17,000  vehicles  a  day  were  being  carried  on  a 
36  feet  wide  roadway.  The  heavy  flows  here  are  only 
partly  due  to  the  designation  of  the  Kingsway  as  a 
provincial  highway  route:  the  bulk  of  the  traffic 
is  generated  or  attracted  by  areas  within  the  City, 
as  the  Kingsway  serves  New  Sudbury  and  Minnow  Lake  to 
the  east,  and  downtown  Sudbury,  Gatchell,  and 
Lockerby  to  the  west.  Future  growth  of  all  these 
districts  will  increase  the  volume  of  this  traffic 
movement:  this  report  will  discuss  alternative  ways 

of  handling  traffic  in  the  Kingsway  corridor. 


Other  heavily  loaded  sections  of  the  street  system 
included : 


Lome  Street  South  (15,700  - 

on  a 

Notre  Dame  Avenue  (13,900  - 

on  a 

Regent  Street  South  (8,800  - 

on  a 

La  Salle  Boulevard  (10,000  - 

on  a 


17.200  v.p. d. 
42'  roadway) 

15,800  v. p . d. 
36 '  roadway) 

12 .200  v.p.d. 
40'  roadway) 

11.200  v. p  c  d„ 
24'  roadway) 


The  collection  of  traffic  volume  data  for  this  Study 
was  undertaken  in  September  and  October,  1963,  and 
the  volume  pattern  reflects  that  particular  period. 
Traffic  volumes  usually  vary  through  the  year  from 
a  low  in  January  to  a  high  at  the  peak  of  the  summer 
season ,  and  the  September/October  counts  presented 
here  may  be  assumed  to  represent  a  mean  value  between 
the  two  extremes. 


It  is  unfortunate  that  specific  information  on 
seasonal  traffic  fluctuations  is  not  available  for 
the  City  of  Sudbury.  For  this  and  other  reasons,  it 
is  recommended  that  the  City  Engineering  Department 
institute  a  comprehensive  counting  program  designed  to 
accumulate  a  reservoir  of  traffic  count  data.  Such 
data  would  allow  more  accurate  interpretation  of 
individual  counts  and  provide  basic  information  as  a 
foundation  for  decisions  on  roadway  needs  and  expen¬ 
ditures.  The  amount  of  traffic  data  compiled  by  the 
City  in  recent  years  has  been  minimal,  and  it  cannot 
be  too  strongly  stated  that  a  well  designed,  broadly 
based  traffic  counting  program  is  fundamental  to  the 
process  of  consolidating  and  updating  construction  and 
maintenance  schedules,  within  the  framework  of  an 
overall  transportation  plan. 

Recent  developments  in  "solid  state"  counting  components 
and  induction  loops  permanently  buried  in  the  roadway 
have  considerably  facilitated  the  simple  and  accurate 
recording  of  such  traffic  volume  data.  With  careful 
organization  and  direction  the  provision  of  adequate 
traffic  data  could  be  of  great  benefit  to  the  Engineer- 
Department  and  to  City  Council. 
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In  order  for  the  traffic  volume  counts  {Exhibit  3.D) 
to  be  meaningful  and  useful,  they  should  be  compared 
with  a  body  of  traffic  data  accumulated  over  a  period 
of  time,  and  interpreted  in  conjunction  with  other 
data  including  accident  locations  (Exhibit  3.C)  and 
speed  and  delay  studies  (Exhibit  3.F) . 

It  will  be  seen  from  the  above  mentioned  Exhibits 
that  heavy  volumes ,  high  numbers  of  accidents  and 
severe  congestion  are  occurring  together,  particularly 
on  Lome  Street  South,  on  Elm  Street  and  on  Notre  Dame 
Avenue  between  Kathleen  and  Wilma  Streets. 

It  is  not  simply  the  volume  of  traffic  which  is 
causing  the  problem  at  these  locations,  but  rather 
a  combination  of  high  traffic  load  on  sections  of 
roadway  with  inadequate  capacity  and  conflicts  of 
movement  caused  by  complicated  intersections  ,  or 
"friction"  with  the  fronting  properties,, 

Application  of  sound  traffic  and  planning  principles 
can  greatly  reduce  the  problems  and  conflicts  in 
these  areas,  while  at  the  same  time  increasing  the 
traffic  carrying  capacity  of  the  roadway  network. 

On  Lome  Street,  the  provision  of  a  new  connection 
to  Brady  Street,  combined  with  a  grade  separated 
interchange  at  Lome  and  Regent  Streets ,  improve¬ 
ments  to  other  intersections  and  stringent  control 
of  frontage  access  are  required. 

To  relieve  Elm  Street,  a  downtown  distribution  and 
bypass  facility  is  required  which  will  accommodate 
the  longer  and  through  movements ,  and  make  room 
for  the  local  service  and  circulating  traffic  on 
the  existing  streets. 

For  Notre  Dame  Avenue,  roadway  widening  is  the  first 
requirement,  and  this  should  be  accompanied  by 
complete  prohibition  of  all  parking  on  the  traveled 
roadway.  These  measures  should  be  followed  by  the 
closing  of  minor  side  streets  and  restrictions  of 
driveway  access:  where  possible,  property  access 
should  be  provided  entirely  by  rear  service  lanes  , 
and  where  driveways  to  the  fronting  main  street  are 
essential,  their  entry  points  and  geometric  design 
should  be  carefully  controlled. 

This  concept  of  access  control  to  improve  the  capacity 
and  safety  of  a  major  street  is  of  fundamental  impor¬ 
tance  in  the  development  of  improvement  plans,  and 
every  possible  means  for  its  achievement  should  be 
explored.  Zoning  bylaws,  building  codes  and  the 
issuance  of  curb  cut  permits  are  existing  measures 
which  may  be  adaptable  in  achieving  control: 
purchase  of  access  rights  should  also  be  considered 
at  strategic  locations. 

Many  of  Sudbury's  major  streets ,  including  Lome 
Street  South,  Regent  Street  South,  Pans  Street, 

Notre  Dame  Avenue,  La  Salle  Boulevard,  Kingsway  and 
Falconbndge  Road  would  benefit  from  some  measure 
of  access  control:  its  value  cannot  be  over 
emphasized. 

3.5  DAILY  AND  HOURLY  VOLUME  VARIATIONS 

Exhibit  3.E  shows  cyclical  variations  of  traffic 
volumes  according  to  the  days  of  the  week,  and 
during  an  average  weekday  at  six  counting  stations 
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around  the  downtown  area.  Each  count  spanned 
seven  days  or  more. 

It  will  be  seen  from  the  Daily  Variations  that  the 
highest  daily  flows  occur  on  Tuesdays  and  Fridays, 
when  stores  are  open  until  9:00  p.m.  Most  of  the 
"extra"  traffic  on  these  days  occurs  between  7:00 
and  8:00  p.m.,  producing  flows  which  are  as  great 
as  those  in  the  peak  morning  rush  hour.  Sunday 
was  found  to  be  a  relatively  light  day  during  the 
September  study,  the  summer  vacation  traffic  having 
dwindled.  Wednesday  is  usually  a  below- average 
weekday  due  to  early  closing  of  the  stores. 

Public  Holidays  (Labour  Day  and  Thanksgiving  Day) 
which  occurred  during  the  Study  resulted  in  flows 
some  20%  below  normal  on  the  holidays  themselves. 

The  effect  of  this  was  to  increase  the  traffic  flows 
on  the  previous  Friday  (late  shopping  night)  and 
Saturday.  In  addition,  the  following  Tuesday  (late 
shopping  night)  showed  an  increase  in  volume, and  the 
following  Wednesday  also  showed  an  increase  because 
many  stores  abandon  the  usual  1:00  p.m.  closing 
time  on  the  Wednesday  following  a  holiday.  Thus,  it 
was  found  that  a  Monday  holiday  affected  the  whole 
period  from  Friday  to  Wednesday  inclusive.  There 
being  only  five  Monday  public  holidays  during  a  year, 
the  occurrence  of  the  two  during  the  eight-week 
period  of  the  survey  was  abnormal, and  for  this  reason 
they  have  been  omitted  from  the  presentations  in 
Exhibits  3.B  and  3.C,  together  with  the  other  affected 
days  cited  above. 

At  most  of  the  counting  stations,  the  peak  traffic 
volumes  occurred  between  4:30  p.m.  and  5:30  p.m. 

Peak  hour  volumes  usually  represented  between  8%  and 
11%  of  the  24-hour  weekday  volumes.  In  certain  of 
the  more  outlying  areas  where  trips  to  and  from  the 
mines  constitute  the  predominant  flows,  the  peak 
hour  factor  increased  to  the  11%  -  13%  range.  In 
only  one  location  n.e.  External  Station  No.  11  on 
Clarabelle  Road)  were  abnormally  high  factors  in  the 
18%  -  30%  range  experienced.  As  shown  on  Exhibit 
3.E,  the  average  weekday  peak  hour  volume  based  on 
the  7  day  A.T.R.  counts  was  9.5%  of  the  24-hour 
volume . 

In  the  calculation  of  1963  intersection  capacities 
actual  peak  hour  volume  measurements  have  been  used. 

In  estimating  daily  roadway  capacities,  for  evaluation 
of  1985  roadway  plans,  a  peak  hour  factor  of  10.5% 
has  been  used  on  two  way  streets  and  a  factor  of 
12.5%  on  one  way  streets  (see  Exhibit  A.G. ,  sheet  4). 

A  few  of  the  85  counting  locations  sited  throughout 
the  city,  rendered  data  which  varied  significantly 
from  the  average.  Of  particular  interest  was  that 
on  Elm  Street  West  at  the  C.P.R.  As  would  be 
expected,  daily  traffic  volumes  tended  to  reflect 
the  station's  closeness  to  the  shopping  and  office 
facilities  of  downtown,  although  its  location  on 
Highway  17  had  a  modifying  effect  upon  the  volume 
peaks.  The  most  significant  factor  at  this  location, 
however,  was  that  peak  hour  flows,  particularly  in 
the  morning  rush  hours,  are  almost  completely  sup¬ 
pressed,  which  appears  to  indicate  a  capacity  limit¬ 
ation  on  this  route  at  the  Elm/Lorne  intersection.  By 
contrast,  the  Kingsway  carried  a  very  marked  peak 
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volume  during  the  evening  rush  hour,  indicating  that 
no  severe  capacity  limitations  affected  this  section. 
As  stated  earlier,  only  a  continuous  counting  program 
can  reveal  these  characteristics  and  also  provide  a 
basis  for  their  interpretation  in  sufficient  detail 
to  permit  the  City  Engineering  Department  to  design 
and  operate  an  efficient  street  system. 

3.6  SPEED  AND  DELAY  STUDIES 


The  speed  and  delay  survey  was  carried  out  as  des¬ 
cribed  in  Section  2.4.8  and  provided  information  on 
the  operating  characteristics  of  major  streets,  the 
locations  and  causes  of  congestion  and  the  degree 
of  delay  occurring  at  the  various  trouble  spots. 

While  this  information  is  interesting  and  useful  in 
itself,  its  greatest  value  is  to  reinforce  and 
expand  the  findings  of  other  portions  of  the  study 
including  the  traffic  volume  counts,  capacity  analyses 
and  vehicle  accident  records. 

Exhibit  3.F  gives  the  results  of  the  speed  and  delay 
survey  in  terms  of  vehicle  running  speeds  and  driver 
travel  times.  Exhibit  A.H  in  the  Appendix  gives 
more  specific  information  regarding  speeds  on  major 
route  sections,  together  with  a  detailed  commentary 
based  upon  observations  compiled  during  the  survey. 

Exhibit  3.F  (i)  shows  that  the  lowest  speeds  (less 
than  10  m.p.h.)  occurred  in  downtown  and  at  the 
railway  crossings  along  Lome  Street.  These  low 
speeds  were  associated  mainly  with  delays  at  signal¬ 
ized  intersections  where  capacities  inadequate  to 
handle  heavy  intersecting  movements  caused  conges¬ 
tion;  it  is  noteworthy  that  these  are  also 
high-accident  locations. 

The  majority  of  Sudbury's  streets  were  found  to 
operate  in  the  10-25  m.p.h.  speed  range.  Speeds  in 
the  25  -  40  m.p.h.  range  were  attained  only  on 
arterial  streets  well  beyond  the  downtown  area,  and 
on  a  few  collector  streets  where  there  is  better  than 
usual  alignment  and  very  little  side  friction  to  slow 
down  moving  vehicles. 

From  the  results  of  the  speed  and  delay  survey  it  is 
evident  that  improvements  are  required  at  certain 
locations  of  the  major  street  system  including: 

Lome  Street  South  (Highway  17)  from 

Martindale  to  Regent  and  from  Haig  to  Elm 
Regent  Street  South  from  York  to  Lome 
Elm  Street  and  Lloyd  Street  from  Lome  to  Kingsway 
Notre  Dame  Avenue  north  of  Beech  and  Lisgar  Streets 
and  from  Kathleen  to  Wilma 
Paris  Street,  Barrydowne  Road  and  Falconbridge  Road 
in  the  vicinity  of  Plaza  69 ,  New  Sudbury  Shopping 
Centre  and  Falcon  Plaza  respectively 

The  isochronal  chart  (Exhibit  3,F  (ii))  indicates 
the  average  peak  hour  travel  time  spent  by  drivers  in 
reaching  any  point  in  the  City  measured  from  the 
intersection  of  Durham  and  Elm  Streets.  In  an  ideal 
system,  these  travel  times  would  be  directly  compar¬ 
able  with  the  distance  traveled  along  the  major 
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routes.  Most  of  the  irregularities  in  the  isochronal 
chart  indicate  congestion  and  delay  on  the  major 
routes,  or  circuitous  routings  imposed  by  the  road¬ 
way  layout.  One  such  effect  is  the  inordinately 
lengthy  time  required  to  reach  the  New  Sudbury  Shop¬ 
ping  Centre  either  via  Notre  Dame  Avenue  and  La  Salle 
Boulevard  or  via  the  Kingsway  and  Barrydowne  Road 
The  surveys  showed  that  the  Kingsway  route  was  the 
more  advantageous,  although  neither  route  represented 
a  truly  efficient  connection  between  downtown  and 
New  Sudbury. 

The  recommendations  of  this  transportation  study 
include  a  series  of  measures,  from  new  route  proposals 
to  intersection  improvements,  designed  to  facilitate 
speedier  interconnection  and  provide  adequate  access 
for  all  the  developed  areas  of  the  city. 

3.7  ANALYSIS  OF  INTERSECTION  CAPACITY 

A  further  measure  of  the  efficiency  or  otherwise  of 
the  street  system  is  obtained  by  calculation  of  inter¬ 
section  capacities.  The  ratio  between  the  measured 
traffic  volumes  and  the  calculated  intersection 
approach  capacities  shows  where  additional  traffic 
can  be  accommodated  or  where  roadway  deficiencies 
already  exist.  The  capacity  of  a  section  of  major 
street  is  controlled  by  the  capacity  of  the  inter¬ 
sections.  Only  in  the  case  of  a  fully  grade  - 
separated  expressway  do  factors  other  than  intersection 
capacities  influence  the  volumes  which  can  be 
adequately  handled,  and  even  here,  the  characteristics 
of  feeder  streets  and  interchange  ramps  may  limit 
the  overall  capacity  of  an  expressway. 

The  calculated  intersection  capacities  for  all  the 
signalized  intersections  in  Sudbury  are  shown  in 
Exhibit  A. G, together  with  some  discussion  of  the 
procedures  used  in  the  calculation  and  the  factors 
which  influence  the  results. 

In  downtown  Sudbury , certain  intersections  operate 
with  an  exclusive  pedestrian  phase, and  this  is  one 
factor  which  cannot  be  adequately  allowed  for  in 
the  capacity  calculations. 

From  the  capacity  calculations  it  is  apparent  that 
the  intersections  of 

Lome  Street  and  Elm  Street  West 

Durham  Street  and  Elm  Street  East 

Lisgar  Street,  Beech  Street  and  Notre  Dame  Avenue 

Notre  Dame  Avenue  and  LaSalle  Boulvard 

are  overloaded  on  two  or  more  approaches.  Several 
other  intersections  exhibit  minor  overloaded  condi¬ 
tions  and  these  would  in  most  cases  be  relieved  by 
retiming  of  the  traffic  signals  during  the  afternoon 
peak  period. 

The  details  of  signal  timing  have  not  been  dealt  with 
in  the  context  of  this  transportation  study  since  the 
City  Engineering  Department  is  fully  capable  of  dealing 
with  any  necessary  adjustments  in  the  course  of  the 
normal  week-by-week  operations.  Physical  improvements 
of  critical  intersections  and  redistribution  of  traffic 
onto  alternative  routes  form  part  of  the  recommended 
proposals  contained  later  in  the  report. 
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3 . 8  ROADWAY 


RAILWAY  ALIGNMENT  PROBLEMS 


It  is  of  some  significance  to  none  that  many  of 
Sudbury's  traffic  problems,  as  shown  by  the  various 
surveys,  occur  where  major  streets  closely  parallel 
the  railway  facilities.  Lome  Street  South,  Frood 
Road  and  Elgin  Street  South  are  examples  of  the 
difficult  situations  which  arise  when  heavy  traffic 
flows  run  adjacent  to  the  railway  tracks.  Major 
intersections  are  widely  spaced  and  heavily  loaded, 
and  are  complicated  by  their  proximity  to  an  at-- 
grade  crossing  or  a  structure .  Right-of-way 
widths  are  restricted,  and  turning  lanes  and 
adequate  corner  radii  are  almost  impossible  to 
provide . Approach  alignments  and  sight  distances 
are  often  very  poor,  and  the  problems  are  compoun¬ 
ded  when  a  second  intersection  occurs  on  the  other 
side  of  the  railway  tracks,  or  when  there  are 
intermittent  commercial  uses  on  the  narrow  strip 
between  the  railway  and  the  roadway. 

These  situations  have  developed  with  the  pattern 
of  growth  in  the  City  because: 

The  railways  penetrated  the  area  before  the 
roads,  and  utilized  the  best  routes,  including 
the  natural  valleys. 

The  downtown  area  developed  northward  from  the 
C.P.R.  station  and  filled  the  natural  basin. 

With  the  pressure  for  further  growth,  downtown 
became  compressed  by  the  barriers  of  the  rail¬ 
way  on  the  south-west  side  and  rocky  outcrops 
on  the  north  and  east. 

As  streets  developed  outward  from  the  downtown 
area,  they  tended  to  follow  easier  routes, 
parallel  and  close  to  the  railways,  generating 
a  series  of  difficult  traffic  situations. 

The  worst  situation  at  the  present  time  is  the 
Lorne/Regent/Haig/ Ontario/Riverside  complex.  At 
peak  hour  more  than  3,000  vehicles  approach  this 
confined  three-part  intersection  from  eight 
separate  directions.  Considerable  ingenuity  is 
required  to  accommodate  the  major  movements  using 
linked  traffic  signals ,  and  the  presence  of  a 
train  disrupts  the  normal  patterns  by  blocking 
some  of  the  most  important  flows.  The  resolution 
of  the  roadway  and  railway  conflicts  at  this 
location  will  be  both  difficult  and  costly. 

The  recent  construction  of  the  Brady  Street  under¬ 
pass  dealt  with  another  such  problem  situation. 

In  this  case  the  solution  was  achieved  by  under¬ 
passing  both  the  railway  and  the  adjacent  roadway 
(i.e.  Elgin  Street). 

An  earlier  underpass  on  Lome  Street  North  elimina¬ 
ted  vehicle/tram  conflicts  but  did  nothing  to 
alleviate  the  traffic  conflicts  at  the  College/ 
Lorne/Frood  intersection,  which  has  inadequate 
corner  radii  and  poor  visibility  due  to  the  struc¬ 
ture  . 

The  Elgin/Morris/Nelson/Lourdes  intersection 
requires  improvement,  but  the  possibilities  at  this 
location  are  severely  restricted  by  its  proximity 
to  the  railway.  The  Regent/Kathleen  crossing,  the 
Martindale/Ontar lo/Lorne  crossing,  and  to  a  lesser 
extent, the  Douglas/Lorne  and  the  Elm  Street  crossings 
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all  exhibit  more  or  less  similar  difficulties.  This 
report  will  recommend  means  to  alleviate  many  of 
these  problems. 

Wherever  possible,  it  is  recommended  that  the  City's 
plans  for  new  routes  allow  for  a  wide  horizontal 
separation  between  roadway  and  railway  alignments  in 
order  to  provide  adequate  area  for  at-grade  inter¬ 
sections,  and  to  permit  the  installation  of  properly 
designed  grade  separations,  as  and  when  warranted. 

During  the  course  of  this  Study,  proposals  were 
examined  which  involved  the  upgrading  of  Frood  Road 
and  Morin  Avenue.  It  became  quite  apparent  that 
these  routes  would  be  plagued  with  the  same  problems 
of  conflict  as  have  been  cited  above;  hence,  such 
proposals  have  been  given  low  priority. 

3.9  RAILWAY  CROSSING  PROBLEMS 


Section  3.7  has  drawn  attention  to  some  of  Sudbury's 
special  problems  arising  from  the  close  parallel 
alignments  of  certain  major  streets  and  the  rail¬ 
way  facilities  in  the  City.  Similar  and  closely  re¬ 
lated  problems  occur  wherever  the  railway  tracks 
cut  across  the  street  system. 

A  general  review  of  the  24-hour  Traffic  Volumes  shown 
in  Exhibit  3.D  indicates  that  much  of  the  movement 
in  the  City  of  Sudbury  occurs  along  a  south-west  to 
north-east  axis  through  Copper  Cliff,  Gatchell, 
Lockerby,  Downtown,  New  Sudbury,  Garson  and  Falcon- 
bridge.  The  corridor  is  limited  on  the  south-east 
by  Ramsey  Lake,  and  on  the  norht-west  by  the  barren 
lands  between  the  Copper  Cliff  slag  dump  and  Frood 
and  Stobie  Mines,  The  movement  along  this  axis 
amounts  to  more  than  57,000  vehicles  on  an  average 
day.  It  is  concentrated  in  and  around  the  downtown 
area  and  intersects  the  main  line  of  the  C.P.R.  which 
forms  the  south-west  boundary  of  downtown. 

The  S.W.-N.E.  movements  through  the  centre  of  Sudbury 
are  concentrated  at  five  railway  crossing  points 
along  a  1  1/2  mile  section  of  the  C.P.R.  tracks  and 
yards  as  follows: 

2  lane  at-grade  crossing  from 
Regent  Street  North  to  Katheleen 
Street  (  7,700  vehicles/day) 

2  lane  underpass  on  Lome  Street 
North  (10,600  vehicles/day) 

4  lane  at-grade  crossing  on  Elm 
Street  West 

(15,400  vehicles/day) 

4  lane  underpass  on  Brady  Street 
(12,900  vehicles/day) 

2  lane  overpass  on  Nelson  Street 
(11,142  vehicles/day) 

Traffic  movement  on  the  S.W.-N.E.  axis  will  continue 
to  grow, and  the  need  for  adequate  railway  crossings 
in  this  section  will  continue  to  be  one  of  the  major 
problems  requiring  solution.  This  report  will  re¬ 
commend  further  grade  separations  and  measures  to 
redistribute  the  traffic  loads  crossing  the  C.P.R. 
facilities . 
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The  other  important  C.P.R.  facility  in  Sudbury  is 
the  branch  line  to  Sault  Ste.  Marie  which  runs 
alongside  Lome  Street  (Highway  17)  .  At-grade 
crossings  of  this  line  occur  at  Kelley  Lake  Road, 
Martindale  Road,  Regent  Street  South  and  Douglas 
Street . 

Problems  occur  at  these  locations  as  a  result  of  a 
combination  of  factors:  poor  horizontal  alignment 
on  the  approaches;  poor  vertical  alignment  over  the 
crossing;  restricted  roadway  widths;  inadequate 
vehicle  storage  approaching  the  intersections  on 
Lome  Street  and  poor  geometries  at  the  inter¬ 
sections.  Later  in  this  report,  a  series  of 
measures  will  be  proposed  to  alleviate  the  special 
problems  at  these  crossings. 

It  appears  that  the  lands  between  Martindale  Road 
and  Kelley  Lake  Road  formerly  occupied  by  the  C.P.R. 
creosoting  plant  may  sometime  be  developed  for 
industrial  uses.  In  view  of  the  problems  already 
occurring  along  the  C.P.R.  branch  line,  it  is  most 
important  that  future  access  and  traffic  circulation 
plans  for  this  area  be  well  designed  to  avoid 
further  difficulties.  From  the  previous  discussion 
it  will  be  seen  that  direct  access  to  Lome  Street 
from  individual  sites  should  be  discouraged,  and 
points  of  access  should  be  well  spaced  and  well 
aligned. 

The  C.N.R.  facilities  conflict  with  traffic  far  less 
frequently  and  directly  than  do  the  C.P.R.  tracks 
and  yards  mentioned  above,  mainly  due  to  their  less 
extensive  penetrations  of  the  central  area.  The 
City  should  keep  the  conflicts  which  do  exist  under 
constant  review,  however,  in  order  to  develop  plans 
for  further  grade  separations  as  soon  as  these  seem 
warranted. 

There  are  several  minor  spur  lines  throughout  the 
area,  the  most  contentious  probably  being  that 
which  cuts  diagonally  through  the  downtown  area 
immediately  adjacent  to  the  Elm/Durham  intersection. 
Efforts  should  be  continued  towards  the  separation 
or  closing  of  this  and  other  such  lines  wherever 
feasible . 

The  resolution  of  the  conflicts  between  the  roadway 
network  and  the  railway  facilities  in  the  City  will 
be  a  major  requirement  of  the  transportation 
planning  process  throughout  the  20  year  period 
covered  by  this  study. 

3.10  CONCLUSIONS 


Each  of  the  specific  surveys  described  in  this 
chapter  provides  important  and  useful  information 
on  the  operation  of  the  street  network.  It  is  only 
when  all  the  data  are  analyzed  together,  however, 
that  a  composite  picture  of  the  full  nature  and 
range  of  problem  locations  can  be  evaluated,  and 
relief  measures  developed. 

The  analyses  up  to  this  stage  in  the  study  have 
indicated  several  locations,  including  Lome  Street 
South,  Elm  Street  and  Notre  Dame  Avenue,  where  major 
deficiencies  exist.  These  can  only  be  adequately 
dealt  with  in  the  framework  of  the  Recommended  20- 
year  Plan  described  later  in  this  report.  Other 
deficiencies  revealed  by  the  surveys  are  relatively 
minor  in  nature,  and  it  is  assumed  that  these  will  be 
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dealt  with  by  the  City  Engineering  Department  within 
the  context  of  their  routine  operating  and  maintenance 
procedures. 

Much  of  the  field  data  and  the  resulting  analyses 
referred  to  in  this  chapter  are  presented  in  the 
technical  appendix  to  this  report. 

Upon  completion  of  the  study,  all  relevant  field 
notes,  summaries  and  calculations  will  be  deposited 
with  the  City  of  Sudbury  Engineering  Department. 

This  data  should  be  expanded  and  kept  up-to-date  as 
part  of  a  continuing  program  by  the  Department  to 
provide  a  guide  to  changes  in  travel  patterns  and  a 
record  of  the  effects  of  street  improvements. 
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CHAPTER  4 


DOWNTOWN  TRAFFIC  MOVEMENT  AND  PARKING 


4 . 1  THE  DOWNTOWN  AREA 


For  the  purposes  of  the  Transportation  Study,  the 
Central  Business  or  Central  Traffic  District  includes 
the  area  from  Lome  Street  on  the  west  to  Carleton 
Street  on  the  east,  and  from  Fir  Street  on  the  north 
to  Elgin  Street  south  of  Drinkwater  Street  on  the 
south.  To  serve  the  requirements  of  the  Origin- 
Destination  Survey  and  the  Parking  Survey,  the  down¬ 
town  area  was  subdivided  into  22  zones  as  shown  in 
Exhibit  4. A. 

Zones  410-470  correspond  with  those  blocks  which  form 
the  core  of  the  downtown  area,  as  characterized  by 
intensive  commercial/retail  and  office  uses. 

Zones  510-580  constitute  those  areas  immediately 
adjacent  to  the  core  which  are  substantially  commer¬ 
cial,  but  which  now  contain  residential  and  other  less 
intensive,  miscellaneous  uses  which  may  be  expected 
to  yield  to  commercial  expansion  within  the  20-year 
planning  period.  Zone  540  is  expected  to  be  rede¬ 
veloped  as  part  of  Sudbury's  Urban  Renewal  Program. 

Zone  610  is  an  area  of  mixed  commercial  and  indust¬ 
rial  development  immediately  west  of  the  core  and 
the  C.P.R.  It  is  anticipated  that  the  land  uses 
in  this  zone  will  change  in  the  coming  20-year 
period  partly  due  to  the  development  of  a  business 
area  west  of  Lome  Street  in  the  vicinity  of  the 
Courthouse , and  it  will  then  become  more  closely  allied 
with  the  C.B.D. 

Zones  620-630  and  650-660  are  primarily  residential 
at  the  present  time,  and  although  they  are  contiguous 
to  the  commercial  areas  and  lie  within  the  natural 
basin  in  which  downtown  has  been  developed,  it  is 
thought  unlikely  that  they  will  be  exposed  to  strong 
pressures  for  intensive  commercial  development  during 
the  20-year  planning  period.  With  respect  to  these 
zones, it  may  be  noted  that  there  is  a  continuing 
tendency  for  residential  use  of  some  of  the  larger 
properties  to  be  displaced  by  medical  clinics ,  funeral 
homes  and  similar  community  service  uses. 

Zone  640  is  designated  for  the  development  of  a  Civic 
Centre  complex,  and  most  of  this  area  is  already  in 
public  ownership.  The  effects  of  Civic  Centre  devel¬ 
opment,  together  with  the  redevelopment  and  land 
use  changes  proposed  for  downtown  by  the  Planning 
Board,  have  been  reviewed  and  tested  within  the  con¬ 
text  of  the  1985  projections  described  later  in  this 
report. 

Zone  811,  which  represents  the  C.P.R.  station  and 
yard  f aci lities , also  forms  part  of  the  Central  Business 
District  by  virtue  of  its  position  and  the  fact 
that  access  is  via  Elgin  Street.  The  tracks  running 
through  Zone  811  form  a  barrier  which  is  the  boundary 
of  the  downtown  area  on  the  south-western  flank. 
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4 . 2  TRAFFIC  VOLUMES  IN  DOWNTOWN 


In  order  to  evaluate  the  traffic  patterns  and  street 
operation  in  the  Central  Business  District,  a  series 
of  volume  counts  was  carried  out  on  downtown  streets 
Exhibit  3.D  has  indicated  the  typical  24-hour  week¬ 
day  traffic  volumes  on  much  of  Sudbury's  major  street 
network,  which  were  derived  from  automatic  traffic 
recorders.  On  downtown  streets,  however,  the  concen¬ 
tration  of  activities  and  the  diversity  of  traffic 
movements  indicated  the  need  for  more  detailed  manual 
counting  methods.  While  automatic  traffic  counts 
were  recorded  at  a  few  key  locations ,  the  bulk  of 
the  traffic  volume  counting  in  downtown  was  carried 
out  by  means  of : 

classification  of  vehicles  according  to 
direction  of  travel  and  type  of  vehicle 
for  the  period  8:00  a.mc  -  6:00  p.m.  on 
all  major  roadways  entering/leaving  the 
area 

turning  movement  counts  from  4:00  p.m. 
to  6:00  p.m.  at  all  major  intersections. 

From  these  data,  Exhibit  4.B,  showing  Peak  Hour  Traffic 
Volumes  in  the  downtown  area,  was  compiled. 

Although  this  exhibit  represents  the  peak  period  for 
work-to-home  movements ,  it  should  be  noted  that  the 
directional  flows  are  very  nearly  balanced  on  most 
roadways,  indicating  the  effect  of  through  movements 
superimposed  on  those  generated  in  downtown  itself. 

In  total,  the  outbound  flows  are  higher  than  the 
inbound,  reflecting  the  homeward  movements  of  shoppers, 
office  employees  and  others  from  downtown.  However, 
the  effect  of  substantial  crossing  movements  -  par¬ 
ticularly  in  the  S.W.  -  N.E.  direction  -  tends  to 
obscure  the  direct  effect  of  homebound  movement  out 
of  downtown.  This  further  illustrates  one  of  the 
underlying  basic  traffic  problems  in  Sudbury:  the 
topography,  the  layout  of  the  street  system  and  the 
orientations  of  trip  desires  all  tend  to  funnel 
traffic  through  downtown,  which  in  turn  aggravates 
an  already  difficult  traffic  situation. 

While  every  effort  must  be  made  to  achieve  optimum 
circulation  efficiency  on  existing  downtown  streets 
with  the  aid  of  physical  improvements,  parking  pro¬ 
hibitions,  manipulation  of  traffic  signal  timing  and 
any  other  available  means,  it  is  clear  that  further 
traffic  growth  must  lead  to  more  ambitious  and  imagin¬ 
ative  projects.  Furthermore,  if  the  attractiveness 
of  downtown  is  to  be  enhanced  with  new  retail, 
business  and  civic  developments,  some  reduction  of 
traffic  volumes  on  the  street  system  would  be  desir¬ 
able.  Chapter  8  of  this  report  recommends  additional 
grade-separated  crossings  of  the  C.P.R.  together  with 
roadway  improvements  and  new  routes  designed  to  convey 
traffic  through  and  around  the  downtown  area  more 
effectively . 

4.3  IN  AND  OUT  MOVEMENTS  AT  THE  DOWNTOWN  CORDON 

In  order  to  analyze  traffic  movement  across  the  down¬ 
town  area,  and  to  estimate  the  daily  accumulation  of 
persons  and  vehicles  within  the  area,  a  cordon  was 
established  around  the  22  zones  mentioned  above.  At 
each  major  crossing  point,  a  directional  count  of 
person  and  vehicle  movements ,  including  data  on 
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vehicle  type  and  number  of  persons  per  vehicle,  was 
made  between  8:00  a.m.  and  6:00  p.m.  Certain  of  the 
data  collected  at  cordon  stations  are  shown  in  Exhibit 

4.C. 

The  five  most  important  entry  points  to  downtown 
were  shown  to  be:  Elm  Street  West,  Notre  Dame  Avenue, 
Brady  Street,  Elgin  Street  South  and  Elm  Street  East: 
these  are  closely  followed  in  order  of  importance  by 
Frood  Road  and  Carleton  Street,  The  daily  peak 
vehicular  movements  into  downtown  occur  between  8:00 
and  9:00  a.m.,  1:00  and  2:00  p.m.  and  4:00  and  6:00 
p.m. ,  while  the  daily  peak  outbound  movements  occur 
between  11:00  a.m.  and  Noon  and  between  4:00  and 
6:00  p.m. 

Referring  to  the  accumulation  chart  showing  persons 
and  vehicles  within  the  downtown  area,  it  is  of  inter¬ 
est  to  note  that  the  lunch  time  movement  of  persons 
is  a  smaller  proportion  of  the  a.m.  and  p.m.  accumu¬ 
lations  than  that  of  vehicles :  apparently,  that 
segment  of  the  work  force  lacking  the  facility  of 
private  automobiles  is  somewhat  less  inclined  to  go 
home  in  the  middle  of  the  day.  This  illustrates  a 
point  that  has  been  observed  frequently  in  the  analysis 
of  these  studies:  while  evaluating  the  needs  and 
desires  of  automobile  users,  it  is  apparent  that  there 
exists  a  substantial  number  of  bus  passengers  and 
pedestrians  whose  travel  characteristics  and  needs 
are  unique  and  must  be  given  suitable  consideration. 

Although  automobiles  and  light  commercial  vehicles 
make  up  91.8%  of  the  traffic  entering  and  leaving  the 
downtown  area,  it  is  significant  to  note  that  they 
convey  only  72%  of  the  persons  into  and  out  of  the  area. 
Hence,  the  relatively  greater  efficiency  of  buses  is 
illustrated,  in  that  although  they  represent  only  2.8% 
of  the  total  vehicles,  they  transport  11.8%  of  the 
total  persons.  Data  collected  appear  to  indicate  that 
bus  passengers  number  less  than  pedestrians,  but  it 
must  be  realized  that  some  distortion  is  caused  by 
the  location  of  the  downtown  cordon.  In  point  of 
fact,  many  of  those  classified  as  pedestrians  do  make 
use  of  buses,  but  the  locations  of  bus  stops,  and 
major  stores,  hotels,  offices  etc.  force  them  to  walk 
across  the  cordon  between  their  bus  stops  and  their 
actual  destinations.  This  unbalance  was  most  marked 
in  the  vicinity  of  the  schools  located  on  Mackenzie 
Street,  just  outside  the  downtown  cordon. 

As  well  as  their  passenger-carrying  efficiency,  buses 
also  offer  the  advantage  that  they  require  relatively 
little  space  in  the  downtown  area  for  vehicle  storage, 
i.e.  parking.  With  reference  to  the  bus  operation  in 
the  central  business  district,  the  location  and  oper¬ 
ation  of  the  terminals  could  be  subject  to  some  ration¬ 
alization:  this  is  dealt  with  at  greater  length  in 

Chapter  5. 

The  data  on  traffic  movement  in  the  downtown  area 
provided  important  information  on  flow  characteristics 
as  these  affect  major  streets  and  intersections. 
Furthermore  the  downtown  cordon  counts  give  an  impor¬ 
tant  indication  of  the  through  movements,  and  of 
accumulation  of  vehicles  requiring  parking  in  the 
area. 
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4.4  OBJECTIVES  AND  SCOPE  OF  THE  PARKING  STUDY 


As  outlined  in  the  Terms  of  Reference  and  the  Study 
Appraisal,  the  Parking  Study  was  undertaken  to 
investigate  current  parking  characteristics  and  to 
secure  data  essential  to  a  basic  understanding  of 
parker  desires.  It  was  designed  to  compile  infor¬ 
mation  about  on-street  and  off-street  facilities  and 
usage,  and  to  delineate  areas  of  deficiency  where  a 
comprehensive  study  might  be  warranted  to  establish 
detailed  requirements,  prior  to  the  construction  of 
high  unit-cost  parking  facilities. 

The  Parking  Study  was  carried  out  in  accordance  with 
the  procedures  recommended  for  a  "Simplified  Parking 
Study",  as  described  in  Procedure  Manual  3.D, 
prepared  by  the  National  Committee  on  Urban 
Transportation  of  the  U.S.  Public  Administration 
Service,  It  comprised  the  following  operations: 

a  detailed  inventory  of  parking  spaces  in 
the  downtown  area 

an  8-hour  (10:00  a.m,  -  6:00  p.m.)  surveillance 
of  parked  vehicles 

10-hour  directional  traffic  classification 
counts  at  each  point  of  entry  into  downtown 

A  brief  description  of  survey  methods  is  contained 
in  Chapter  2,  Section  2.4.9,  while  the  results  of 
traffic  counts  at  downtown  points  of  entry  are  shown 
in  Exhibit  4.C  and  discussed  in  Section  4.3. 

4.5  PARKING  SPACE  INEVENTORY 


The  inventory  of  parking  spaces  was  carried  out  to 
determine  the  total  number  of  spaces  available  in 
the  downtown  area,  and  to  show  how  the  parking  supply 
was  distributed  with  respect  to  type  of  parking  and 
location . 

As  indicated  in  Exhibits  4.D  and  4.E  a  total  of 
3,404  spaces  were  counted.  Of  these,  686  were 
available  at  the  curb  and  2,718  were  provided  in 
off-street  lots.  291  of  the  curb  spaces  were  con¬ 
trolled  by  parking  meters  and  1,489  of  the  off-street 
spaces  were  provided  as  paid  parking  by  the  Parking 
Authority  and  private  commercial  operators. 

Both  the  total  space  provision  and  the  proportion 
of  curb  facilities  are  less  than  the  average  of  other 
cities  of  similar  size  throughout  North  America  as 
tabulated  by  the  Eno  Foundation*.  Although  Sudbury 
has  less  than  average  parking  accommodation,  the 
usage  surveys  described  in  succeeding  sections 
indicate  that  the  supply  is  generally  adequate. 

The  below  average  total  supply  appears  to  be  adequate 
because  the  parking  demands  are  well  distributed 
throughout  the  day,  as  discussed  later  in  this  Chapter. 
The  lower  proportion  of  curb  spaces  is  an  outcome  of 
the  conditions  and  policies  which  prevail  in  Sudbury.  In 


*  See  "Parking"  by  Rovert  H.  Burrage  and  Edward  G. 
Mogren,  published  by  The  Eno  Foundation  for 
Highway  Traffic  Control  (1957) . 
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particular,  the  channeling  of  traffic  through  the 
central  area  dictates  the  elimination  of  curb  parking 
on  many  major  downtown  streets. 

It  is  most  significant  and  encouraging  to  find  that 
Sudbury  is  persuing  a  progressive  and  enlightened 
parking  policy, and  that  the  effects  of  this  are 
evident  both  in  the  surveys  of  traffic  movement  and 
in  the  study  of  parking  supply  and  demand. 

While  a  number  of  persons  and  groups,  including  com¬ 
mercial  interests  and  city  departments,  have  combined 
to  produce  the  healthy  parking  situation  in  Sudbury, 
the  greatest  impetus  has  undoubtedly  been  contributed 
by  the  operations  of  the  Sudbury  Parking  Authority. 

Their  activities,  particularily  in  the  development  of 
off-street  facilities,  are  to  be  commended. 

In  conjunction  with  the  efforts  of  the  Parking  Author¬ 
ity,  other  agencies  have  considerable  contributions 
to  make  to  the  provision  of  parking  in  downtown.  The 
Sudbury  Planning  Board  has  already  acknowledged  its 
responsibility  in  the  matter, and  has  given  effect  to  its 
policies  in  plans  for  downtown.  The  City's  zoning 
bylaw  incorporates  some  elements  of  parking  policy  by 
providing  that  only  hotels  must  make  parking  provision 
in  conjunction  with  the  development  of  downtown  floor 
space,  while  it  is  optional  for  other  types  of  develop¬ 
ment.  It  is  an  implicit  requirement, therefore, that 
the  bulk  of  the  parking  demands  must  be  catered  for 
by  a  specific, integrated  program  of  parking  develop¬ 
ment  sponsored  by  public  or  private  agencies. 

The  need  for  adequate  parking  accommodation  with  high 
standards  of  design  and  operation  will  continue  to  be 
one  of  the  most  vital  requirements  in  the  downtown 
area, and  great  diligence  will  be  required  to  ensure 
that  the  planning  and  development  of  parking  accommo¬ 
dation  keeps  pace  with  changing  conditions  and  grow¬ 
ing  demands. 

It  is  usual  in  a  parking  study  of  this  type  to  consider 
off-street  parking  lots  in  two  or  more  categories: 
this  can  be  done  most  usefully  according  to  whether 
or  not  the  space  is  paid  for  by  the  user.  During  the 
preliminary  stages  of  this  Study,  it  was  the  intention 
to  classify  Sudbury's  off-street  parking  facilities 
into  FREE  LOTS  and  PAY  LOTS ,  and  the  inventory  was 
carried  out  on  this  basis.  However,  when  the  results 
of  the  inventory  were  examined  further,  it  became 
apparent  that  the  classification  of  USERS  according 
to  whether  or  not  they  made  payment  for  space  occupied 
would  be  a  most  difficult  task,  and  moreover,  an 
exercise  of  doubtful  value  once  completed.  Difficulties 
arise  from  the  fact  that  public  lots  and  many  of  the 
private  lots  offer  special  terms  for  shoppers,  patrons 
and  employees  of  nearby  commercial/retail  and  office 
premises.  Rebates  offered  included  "1  HOUR  FREE 

PARKING  FOR  CUSTOMERS  OF. . . ..."  "10  MINUTES  FREE 

PARKING"  and  "PARKING  STAMPS  ACCEPTED".  With  so  many 
user  discount  plans  in  operation,  it  obviously  became 
impractical  to  record  parking  space  usage  on  the  basis 
of  FREE  PARKING  and  PAID  PARKING.  Hence,  all  off- 
street  facilities  are  considered  in  combination 
throughout  the  remainder  of  the  parking  usage  survey. 

One  item  of  some  interest  concerning  user  rebates  in 
downtown  is  that  subsequent  to  this  Parking  Study,  an 
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PARKING  CHARACTERISTICS 

by  TYPE  OF  PARKING  (lO'OOo.m.  -  6>00p.m.) 


Space 

Inventory 

Vehicles 

Parked 

Turnover 

Space 

Hours 

Available 

Space 

Hours 

Used 

% 

Usage 

Curb  Unrestricted 

239 

502 

2.1 

1912 

1399 

73.2 

Curb  Limited 

105 

197 

1.9 

840 

290 

34.5 

2  hr.  Meters 

56 

301 

5.4 

448 

192 

42.8 

1  hr.  Meters 

167 

1580 

9.4 

1336 

1130 

84.6 

30  min.  Meters 

56 

658 

12.0 

448 

375 

83.7 

10  min.  Meters 

12 

219 

18.2 

96 

70 

72.9 

Legal  Parking  in 
Loading  zones. 

Alleys,  etc. 

51 

200 

4.0 

408 

132 

32.3 

Illegal  parking 
Locations 

- 

735 

- 

- 

571 

- 

Free  Lots 

Paid  Lots 

1229 

1489 

6398 

2.4 

9832 

11912 

11355 

54.8 

TOTAL 

3404 

10790 

27232 

15514 

NUMBER  OF  VEHICLES  PARKED 


by  TYPE  OF  PARKING  and  by 

LENGTH 

OF  TIME  PARKED 

(IO:OOo.m.- 

6’00p.m.) 

Type  of  Parking 

1/4  hr. 

1/2  hr. 

3/4  to 

1  hr. 

1  1/4  to 

2  hrs. 

2  1/4  to 

3  hrs. 

3  1/4  to 

5  hrs. 

5  1/4  to 

7  3/4  hrs. 

8  hrs. 
and  over 

TOTAL  I 

VEHICLES 
PARKED 

Curb  unrestricted 

100 

61 

74 

52 

46 

44 

75 

50 

502 

Curb  limited 

72 

31 

37 

23 

7 

9 

10 

8 

197 

2  hr.  meters 

118 

70 

69 

42 

1  X 

- 

1  X 

- 

301 

1  hr.  meters 

651 

370 

341 

150  X 

30  X 

25  X 

9  x 

4  X 

1580 

30  min.  meters 

335 

145 

124  X 

44  X 

4  X 

2  X 

2  X 

2  X 

658 

10  min.  meters 

184 

24  x 

7  X 

4  X 

- 

- 

- 

- 

219 

Legal  Parking  in 
Loading  zones. 
Alleys  etc. 

102 

42 

30 

16 

6 

2 

2 

- 

200 

Illegal  Parking 
Locations 

460 

100 

76 

38 

21 

19 

12 

9 

735 

Off-street  Lots 

1412 

981 

1285 

1138 

516 

425 

378 

263 

6398 

TOTAL 

VEHICLES 

PARKED 

3434 

1824 

2043 

1507 

631 

526 

489 

336 

10790 

X  Figures  morked  thus  represent  vehicles  parked  overtime 


REPORTED  NUMBER  OF  AUTOMOBILES  PARKED 

by  DRIVER  DESTINATION  and  by  TYPE  OF  PARKING  (Typical  Weekdoy  24hrs.) 


EXISTING  and  FUTURE  VEHICLE  TRIPS 
ZONE  OF  DRIVER  DESTINATION 


Driver 

Destination 

Zone 

Street 

Free 

Street 

Metered 

Lot 

Free 

Lot 

Paid 

Garage 
Serv. etc. 

TOTAL  1 

VEHICLES 

(Typical  Weekday 

24hrs.) 

Zone 

1963 

1985 

410 

83 

136 

235 

199 

653 

410 

1494 

2130 

420 

82 

31 

125 

146 

384 

420 

774 

1657 

430 

47 

55 

193 

108 

41 

444 

430 

848 

1357 

440 

295 

241 

288 

48p 

1309 

440 

2431 

2675 

450 

90 

248 

116 

233 

42 

729 

450 

1322 

1183 

460 

162 

118 

197 

283 

760 

460 

1496 

1753 

470 

44 

119 

33 

81 

13 

290 

470 

533 

1064 

510 

195 

17 

412 

86 

710 

510 

1191 

3096 

520 

58 

39 

383 

61 

541 

520 

1179 

i960 

530 

11 

161 

172 

530 

261 

315 

540 

266 

204 

510 

228 

9 

1217 

540 

2465 

3208 

550 

21 

57 

453 

127 

67 

725 

550 

1426 

2789 

560 

11 

70 

133 

49 

12 

275 

560 

558 

1604 

5  7° 

84 

49 

292 

97 

61 

583 

570 

1231 

3845 

580 

46 

54 

159 

30 

9 

298 

580 

626 

758 

610 

40 

48 

834 

922 

610 

1489 

3317 

620 

32 

42 

116 

190 

620 

374 

2793 

630 

69 

158 

200 

22 

449 

630 

991 

6902 

640 

12 

32 

126 

28 

198 

640 

4l8 

5938 

650 

105 

105 

650 

224 

270 

660 

199 

241 

440 

660 

831 

5723 

TOTAL 

1836 

1729 

5312 

2263 

254 

11394 

| 

TOTAL 

22162 

54371 

VEHICLES 

1 

Doto  in  (V)  and  (vT)  compiled  from  the  Parking  Survey. 
Data  in  (vi?)  compiled  from  the  Home  Interview  O-D  Survey. 
Data  in  fviii)  taken  from  the  1963  and  1985  Trip  Tables. 


DOWNTOWN 

PARKING  CHARACTERISTICS 

SEPTEMBER  1963 
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EXHIBIT 


4-  E 


* 

inventory  of  parking  spaces 


by  ZONE  ond  by  TYPE  OF  PARKING 


Zone 

Free 

Curb 

Metered 

Curb 

Loading 

Zones 

etc. 

Free 

Lots 

Paid 

Lot  8 

TOTAL 

SPACES 

A 10 

23 

12 

22 

76 

133 

420 

_ 

- 

- 

24 

87 

in 

430 

_ 

_ 

8 

53 

_ 

61 

Mo 

_ 

13 

- 

20 

- 

33 

450 

- 

10 

7 

33 

25 

75 

460 

- 

22 

- 

57 

57 

136 

470 

- 

37 

10 

8 

- 

55 , 

510 

. 

- 

. 

40 

127 

167 

520 

20 

- 

1 

- 

54 

75 

530 

_ 

20 

4 

21 

- 

55 

540 

_ 

62* 

4 

87 

320 

473 

550 

_ 

9 

5 

11 

187 

212 

560 

570 

_ 

19 

- 

84 

40 

143 

_ 

4 

- 

121 

186 

311 

580 

6 

20 

68 

100 

194 

610 

71 

_ 

_ 

16 

• 

87 

620 

8 

2h 

- 

131 

30 

193 

630 

27 

28 

- 

50 

- 

105 

640 

_ 

_ 

246 

200 

446 

650 

66 

_ 

_ 

45 

- 

111 

660 

146 

- 

82 

- 

228 

TOTAL 

SPACES 

344 

291 

51 

1229 

1489 

3404 

•  Includes  Off-Street  meters  In  Market  Lot  +  Includes  legal  loading  *  Includes  parking  at 

zones  off  street  meters 


CD  NUMBER  OF  VEHICLES  PARKED  * 


by  ZONE  and  by  TYPE  OF  PARKING  (lO'OO  o.m.  -  6‘00 p  m.) 


Zone 

Free+ 

Curb 

Metered 

Curb 

Illegal 

Curb 

Off-Street 

Lots 

TOTAL 

VEHICIES 

Turn¬ 

over 

410 

231 

50 

330 

611 

4.6 

420 

_ 

45 

323 

368 

3.3 

430 

1 

_ 

11 

147 

159 

2.6 

440 

2 

208 

54 

8 

272 

8.2 

450 

37 

76 

23 

179 

315 

4.2 

460 

217 

53 

440 

710 

5.2 

470 

19 

366 

47 

18 

450 

9.0 

510 

_ 

_ 

16 

571 

587 

3.4 

520 

40 

89 

82 

213 

424 

5.7 

530 

34 

247 

20 

46 

347 

6.3 

540 

31 

483 

93 

819* 

1426 

2.9 

550 

9 

86 

34 

1274 

1403 

6. 6 

560 

6 

179 

19 

430 

634 

4.4 

570 

29 

35 

20 

584 

668 

2.1 

580 

5 

169 

35 

203 

412 

2.1 

610 

120 

58 

13 

8 

199 

1.9 

620 

14 

141 

3 

269 

427 

2.3 

630 

2 

179 

20 

126 

327 

3.1 

640 

_ 

_ 

477 

477 

1.1 

650 

so 

_ 

12 

16 

108 

1.0 

660 

274 

- 

85 

107 

466 

2.1 

TOTAL 

VEHICLES 

703 

2764 

735 

6588 

10790 

NUMBER  OF  VEHICLES  PARKED 


by  ZONE  and  by  LENGTH  OF  TIME  PARKED  (lO’OOa.m.  -  6‘00p.m.) 


Zone 

1/4  hr. 

1/2  hr. 

3/4  to 

1  hr. 

1  1/4  to 

2  hrs. 

2  1/4  to 

3  hrs. 

3  1/4  to 

5  hrs. 

5  1/4  to 

7  3/4  hrs. 

8  hrs. 
and  over 

TOTAL 

VEHICLES 

PARKED 

410 

148 

107 

159 

133 

32 

21 

7 

4 

611 

420 

73 

59 

87 

82 

29 

19 

9 

10 

368 

430 

36 

24 

22 

29 

12 

is 

9 

9 

159 

440 

204 

36 

15 

7 

2 

4 

2 

2 

272 

450 

101 

72 

51 

47 

14 

10 

11 

9 

315 

460 

268 

136 

154 

82 

15 

20 

4 

31 

710 

470 

213 

92 

85 

38 

8 

9 

2 

3 

450 

510 

141 

122 

128 

88 

37 

27 

19 

25 

587 

520 

180 

74 

68 

53 

24 

12 

8 

5 

424 

530 

162 

69 

56 

39 

7 

11 

2 

1 

347 

540 

410 

234 

250 

194 

87 

100 

100 

51 

1426 

550 

580 

281 

272 

174 

49 

29 

15 

3 

1403 

560 

228 

107 

145 

78 

30 

19 

is 

9 

634 

570 

87 

83 

173 

160 

78 

45 

21 

21 

668 

580 

142 

71 

72 

32 

26 

27 

21 

21 

412 

610 

47 

30 

22 

29 

17 

15 

25 

14 

199 

620 

93 

64 

70 

68 

43 

24 

35 

30 

427 

630 

115 

55 

58 

37 

12 

16 

16 

18 

327 

477 

640 

82 

31 

54 

86 

52 

46 

102 

24 

650 

25 

3 

10 

11 

20 

16 

12 

11 

108 

660 

99 

74 

92 

40 

37 

38 

51 

35 

466 

TOTAL 

VEHICLES 

PARKED 

3434 

1824 

2043 

1507 

631 

526 

489 

336 

10790 

AVAILABLE  SPACE  HOURS  and  USAGE  by  ZONE 


ALL  DAY 


MORNING  PEAK  HOUR  AFTERNOON  PEAK  HOUR 


(I0-00o.m.-6;00p.m) 


Zone 

Spaces 

Available 

Space 

Hours 

Space 

Hours 

Used 

% 

Usage 

410 

133 

1064 

658 

61.9 

420 

111 

888 

524 

59.0 

430 

61 

488 

325 

66.5 

440 

33 

264 

143 

54.3 

450 

75 

600 

397 

66.2 

460 

136 

1088 

785 

72.1 

470 

55 

440 

320 

72.8 

510 

167 

1336 

870 

65.1 

520 

75 

600 

420 

70.0 

530 

55 

440 

266 

60.5 

540 

473 

3784 

2421 

64.0 

550 

212 

1696 

1148 

67.7 

560 

143 

1144 

707 

61.8 

570 

311 

2488 

1138 

55.4 

580 

194 

1552 

661 

42.  6 

610 

87 

696 

476 

68.4 

620 

193 

1544 

910 

58.9 

630 

105 

840 

508 

60.5 

640 

446 

3568 

1443 

40.5 

650 

111 

888 

325 

36.6 

660 

228 

1824 

1070 

58.5 

TOTALS 

3404 

27232 

15515 

(IT!) 

1  IQ'I5-  IM5o.ro.)  (  2  30 -3'30p  m.) 


Available 

Space 

Space 

Space 

Hours 

% 

Hours 

% 

Zone 

Hour  8 

Used 

Usage 

Used 

Usage 

410 

133 

77 

57.9 

101 

75.9 

420 

111 

68 

61.3 

74 

67.2 

430 

61 

44 

72.1 

41 

67.2 

440 

33 

22 

66.7 

20 

60.6 

450 

75 

56 

74.7 

61 

81.3 

460 

136 

118 

86.8 

113 

83.1 

470 

55 

41 

W5 

43 

72.7 

510 

167 

122 

73.1 

123 

73.7 

520 

75 

47 

62.7 

55 

73.3 

530 

55 

36 

65.5 

32 

58.2 

540 

473 

332 

70.2 

344 

72.7 

550 

560 

212 

1^3 

181 

100 

8^_4 

7075 

156 

86 

73.6 

60. 1 

570 

311 

187 

60.1 

157 

50.5 

580 

194 

75 

38.6 

90 

46.3 

610 

87 

61 

70.1 

60 

70.0 

620 

193 

122 

63.2 

123 

63.7 

630 

105 

63 

60.0 

72 

68.6 

640 

446 

213 

47.8 

195 

43.7 

650 

111 

46 

41.4 

41 

37.0 

660 

228 

141 

61.8 

136 

59.6 

TOTALS 

3404 

2152 

C«-0 

2123 

DILLON 
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agreement  was  entered  into  between  the  Parking  Author¬ 
ity  and  private  operators  providing  for  the  universal 
acceptance  of  parking  validation  stamps;  i.e.  stores 
may  now  distribute  stamps  to  customers  for  use  at  any 
downtown  parking  lot.  Such  a  system  may  go  far  to¬ 
wards  increasing  the  competitive  position  of  down¬ 
town  with  respect  to  suburban  shopping  centres  and 
other  shopping  facilities  outside  the  downtown  area, 
providing  free  customer  parking. 

4 . 6  PARKING  TURNOVER  AND  USAGE 


This  portion  of  the  parking  study  was  undertaken  to 
determine  whether  the  available  parking  spaces  are 
fully  utilized  on  a  typical  September  weekday. 

In  the  event  that  facilities  should  prove  to  have 
inadequate  capacity  during  this  period, it  is  evident 
that  they  would  be  quite  incapable  of  accommodating 
peak  parking  demands  at  weekends  or  during  the  pre- 
Christmas  shopping  day  period. 

As  mentioned  above,  the  total  provision  of  downtown 
parking  spaces  as  well  as  the  percentage  of  curb  park¬ 
ing  within  this  total, are  substantially  below  the 
average  characteristics  based  on  city  size. 

Considerable  study  was  made  of  this  particular  point, 
and  it  appeared  that  several  different  factors  combined 
to  make  this  situation  more  understandable  than  it 
initially  appeared.  In  the  first  place,  the  hourly 
variations  of  parking  within  downtown  Sudbury,  as  shown 
by  the  accumulation  of  parked  vehicles  in  Exhibit  4.C 
indicate  that  there  are  two  peaks  (i.e.  from  10:15  to 
11:15  a.m.  and  from  2:30  to  3:30  p.m.)  Exhibit  4.E 
(vi)  shows  these  peaks  to  be  approximately  equal  in 
magnitude:  the  consequent  "sharing"  of  the  peak  demand 

between  morning  and  afternoon  periods  helps  to  reduce 
the  intensity  of  the  peak.  Of  course,  it  is  possible 
that  peak  demands  are  being  SUPPRESSED  due  to  capacity 
limitations  of  the  available  facilities;  however, 
calculations  of  per  cent  usage  discussed  later  in  this 
Chapter  do  NOT  suggest  a  significant  under-supply. 

It  is  important  to  note  that  much  of  the  employment  in 
Sudbury  involves  shift  work  in  the  mines  and  associated 
industries.  This  appears  to  spread  activity  within 
the  central  business  district  over  a  greater  portion 
of  the  day  by  allowing  more  persons  to  make  shopping 
and  business  trips  during  the  morning  hours.  Such  a 
distribution  of  activity  helps  to  dilute  peak  parking 
demands ,  and  thereby  to  improve  the  operating  character¬ 
istics  and  efficiency  of  parking  facilities. 

A  third  factor  in  analyzing  the  Parking  Study  is  that 
because  of  the  1:00  p.m.  closing  of  stores  on  Wednesdays, 
surveillance  in  the  core  area  was  confined  to  the  four 
remaining  weekdays.  On  two  of  these,  i.e.  Tuesday  and 
Friday,  stores  remain  open  in  the  evenings  until  9:00 
p.m. :  the  effect  of  this  is  to  distribute  parking 

demand  further  throughout  the  day. 

All  these  factors  tend  to  enhance  the  operation  of 
parking  facilities  by  distributing  parker  demands. 

Thus,  Sudbury  appears  to  have  a  generally  adequate 
supply  of  parking  facilities,  although  the  total  number 
of  spaces  is  somewhat  less  than  the  average  found  in 
other  cities  of  comparable  population. 
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The  tabulations  in  Exhibit  4.E  indicate  that  a  total 
of  10,790  vehicles  used  parking  facilities  during  the 
8-hour  period  from  10:00  a.m.  to  6:00  p.m.,  giving 
an  average  turnover  of  3.1  vehicles  per  space.  4,202 
vehicles,  or  39%  of  those  parked,  used  curb  spaces 
while  the  balance  (6,588  vehicles)  were  accommodated 
by  off-street  facilities. 

The  zones  surrounding  the  Durham/Elm  intersection 
exhibit  the  highest  turnovers.  These  result  from 
two  factors: 

DEMAND  exceeds  SUPPLY,  so  that  available 
spaces  are  heavily  used,  and 

the  spaces  provided  in  this  central  core  are 
largely  short-term  metered  spaces  with 
comparatively  high  parking  fees  (30-minute  and 
10-minute  meters  having  average  turnovers  of 
12.0  and  18.2  respectively  for  the  8-hour 
period . 

This  generally  indicates  the  desirable  situation 
where  operation  and  enforcement  of  meter  regulations 
permits  a  relatively  large  number  of  short-term  parkers 
to  use  a  relatively  small  number  of  metered  spaces , 
while  those  requiring  longer-term  parking  use  facil¬ 
ities  farther  from  the  centre  of  the  shopping  area. 

In  contrast  with  the  highly  developed  commercial  zones 
(e.g.  turnovers  4.6,  3.3,  8.2  in  zones  410,  420,  440 
respectively)  those  areas  on  the  fringes  of  downtown, 
where  free  curb  parking  is  permitted,  exhibit  very 
low  turnovers  (e.g.  2.1,  1.1,  1.0  in  zones  570,640, 

650  respectively) .  ^ 

The  average  turnover  at  non-metered  curb  locations  is 
2.1  vehicles  per  space  where  posted  time  limits  are 
2  hours,  and  1.9  vehicles  per  space  where  there  are 
no  time  limits.  This  indicates  very  few  daily  move¬ 
ments  amongst  those  users  who  manage  to  park  their 
cars  at  the  curb  without  payment.  This  is  lower  than 
the  average  for  off-street  facilities  (2.4  vehicles 
per  space)  where  the  imposition  of  charges  generally 
results  in  more  frequent  movement  of  parked  cars  and 
shorter  parking  durations.  Exhibit  4.F  portrays 
parking  turnover  by  zones  diagrammatically . 

Exhibit  4.G  is  a  diagrammatic  representation  of  parking 
space  usage; i.e.  the  ratio  between  the  SUPPLY  of 
parking  space  and  the  DEMAND  expressed  in  space  hours 
of  occupancy.  The  available  space  hours  are  calculated 
by  multiplying  the  total  spaces  reported  in  the 
inventory  by  the  duration  of  the  survey  (8  hours). 

The  space  hours  used  are  calculated  as  the  product  of 
the  number  of  vehicles  parked  and  the  duration  of 
parking. 

The  calculation  of  space  hours  available  and  used  in 
the  different  zones  and  facilities  further  illustrates 
those  tendencies  exhibited  by  the  turnover  tabulations. 
Over  the  survey  period,  the  parking  accommodation 
available  was  3,404  spaces  or  27,232  space  hours, 
while  during  that  period,  10,790  vehicles  used  15,514 
space  hours  for  an  overall  usage  of  57.0  per  cent. 

The  usage  is  generally  higher  than  this  figure  in  the 
core  of  the  central  area,  and  it  is  notable  that  high 
degrees  of  usage  are  attained  in  zones  550  and  560, 
which  also  have  relatively  large  numbers  of  spaces 
available . 
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EXHIBIT  4F 
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EXHIBIT 


4  •  G 


In  this  calculation,  as  in  the  parking  inventory,  the 
number  of  spaces  available  in  a  let  has  been  based  on 
the  assumption  that  customers  will  normally  park  and 
lock  their  own  car.  The  "Self  Park"  system  requires 
allowance  for  maneuver  space  at  the  front  or  rear  of 
each  row  of  vehicles;  however,  it  is  recognized  that 
several  of  the  private  parking  facilities  in  Sudbury 
operate  with  parking  attendants  acting  as  "car  jockeys". 
When  drivers  assign  their  cars  to  "car  jockeys"  ,  the 
lot  capacity  can  be  increased  by  the  elimination  of  the 
maneuvering  space. 

Except  for  the  fairly  minor  distortions  in  the  space 
usage  figures  attributable  to  "car  jockey"  operation, 
the  percentage  usage  figures  in  Exhibit  4  G  are 
representative  of  the  8  hour  demands.  In  reviewing 
the  figures,  a  usage  of  85%  is  usually  considered  a 
practical  maximum,  A  facility  catering  to  all-day 
customers  might  achieve  a  usage  higher  than  this 
without  any  undue  inconvenience  to  drivers  seeking  a 
space,  but  a  high-turnover  facility  would  not  normally 
exhibit  the  85%  usage  level. 

Table  (iv)  on  Exhibit  4.E  shows  that  usage  exceeds 
85%  in  the  morning  peak  hour  in  zones  450  and  460  and  they 
also  approach  the  same  figure  during  the  afternoon  peak. 
Table  (v)  shows  that  the  usage  of  30-minute  and  1-hour 
meters  exceeds  80%  THROUGHOUT  THE  8  HOUR  DAY. 

It  is  quite  apparent  that  much  of  the  parking  accommoda¬ 
tion  provided  in  the  blocks  corresponding  to  zones  460 
and  550  is  temporary  in  nature,  and  indeed,  some 
60  spaces  have  been  removed  from  zone  550  since  the 
time  of  the  survey,  to  make  way  for  new  buildings  on 
Cedar  Street.  It  appears  from  these  figures,  that 
there  is  some  unsatisfied  demand  for  parking  in  the 
Elm-Lisgar-Cedar  area,  and  proposals  by  private 
interests  to  develop  a  parking  garage  next  to  the 
City  Hall  would  appear  most  logical,  assuming  this 
facility  will  be  integrated  with  the  City's  requirements 
for  the  ultimate  downtown  circulation  system. 

The  high  usage  figures  at  the  30-minute  and  1-hour 
meters  indicate  the  valuable  contribution  they  are 
currently  making  to  the  parking  supply  in  downtown. 

In  spite  of  this,  it  is  doubtful  whether  these  meters 
will  continue  to  provide  useful  parking  service  in 
downtown  Sudbury.  Inevitably,  the  requirements  of 
traffic  circulation  and  movement  will  force  the 
elimination  of  most  of  the  present  curb  parking  spaces , 
and  any  which  do  remain  in  operation  will  cater  to  the 
very  short  term (10  -  15  minute)  user  in  the  same  way 
as  the  metered  spaces  which  currently  serve  customers 
of  the  Post  Office  and  L.C.BcO. 

Although  these  studies  show  no  substantial  deficiency 
in  existing  (1963)  parking  provision,  it  must  be 
constantly  emphasized  that  changing  conditions  will 
continually  increase  the  need  for  permanent,  well 
designed  public  off-street  parking  facilities. 

4.7  PARKING  DURATION 


The  tabulations  of  parking  duration  in  Exhibit  4.E 
provide  further  confirmation  of  the  basic  parking 
characteristics  described  above.  The  short-term  parker 
will  try  to  park  as  close  to  his  destination  as  pos¬ 
sible;  he  will  compete  with  other  such  parkers  for  the 
relatively  few  short-term  meters  provided  close  to  the 
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major  attractors  (10-minute  meters  are  provided  outside 
the  Post  Office  and  the  Liquor  Control  Board) ,  and 
he  is  generally  willing  to  pay  the  comparatively  high 
price  for  occupying  prime  space. 

The  more  leisurely  shopper  will  not  usually  compete 
for  the  short-term  metered  curb  space,  but  will  be 
satisfied  with  the  comparatively  cheaper  and  more 
easily  accessible  space  provided  in  a  parking  lot,  if 
it  is  not  at  too  great  a  walking  distance  from  his 
ultimate  destination 

The  downtown  employee  will  seek  free  parking  space  at 
the  curb,  or  will  make  use  of  the  comparatively  cheaper 
parking  lots  some  distance  from  the  centre  of  the  down¬ 
town  area.  Moreover,  he  will  be  willing  to  walk  some 
distance  to  his  destination. 

In  addition  to  the  general  parker  characteristics 
shown  by  the  tabulation  of  parking  duration,  some 
indication  is  given  of  the  amount  of  overtime  parking 
occurring  at  meters.  Such  overtime  parking,  taken  in 
conjunction  with  the  record  of  persons  failing  to  pay 
meter  fees,  constitutes  a  measure  of  the  adequacy  of 
parking  regulation  enforcement.  The  degree  of  enforce¬ 
ment  revealed  by  the  Sudbury  Parking  Study  was  average, 
and  Drmkwater  Street  was  the  only  area  where  somewhat 
stricter  enforcement  of  prevailing  restrictions  would 
appear  to  be  warranted. 

4.8  DATA  FROM  THE  0-D  SURVEYS 


The  External  Cordon  Interviews,  the  Truck/Taxi  Inter¬ 
views  and  the  Home  Interviews  all  produced  data  on  the 
destinations  of  vehicle  drivers.  That  portion  of  the 
trip  table  referring  to  driver  destinations  in  the 
downtown  area,  has  been  reproduced  in  Exhibit  4.E 
(vii) . 

In  addition,  the  Home  Interviews  included  a  question 
on  type  of  parking  used.  The  responses  of  drivers 
destined  to  the  downtown  area  have  been  recorded,  in 
Exhibit  4.E  (vii).  It  will  be  seen  that  the  responses 
from  the  Home  Interviews  agree  moderately  well  with 
the  tabulations  from  the  Parking  Survey,  when  allowance 
is  made  for  the  fact  that  0-D  data  cover  a  24-hour 
period,  and  exclude  Truck/Taxi  trips  and  trips  through 
the  External  Cordon,  while  Parking  Survey  data  cover 
only  the  8-hour  period  10:00  a.m.  -  6:00  p.m. 

The  Home  Interview  data  are  somewhat  similar  to  that 
which  would  be  obtained  by  interviewing  drivers  within 
the  context  of  a  Comprehensive  Parking  Study.  It 
should  be  remembered,  however,  that  the  1  in  8  sample 
used  for  the  Home  Interview  Survey  is  far  less  than  that 
which  would  be  required  to  examine  detailed  parking 
requirements  adequately  in  a  segment  of  the  downtown 
area.  Hence,  the  Home  Interview  data  should  only  be 
applied  with  caution. 

4 . 9  CONCLUSIONS  AND  RECOMMENDATIONS  FOR  DOWNTOWN  PARKING 

The  basic  characteristics  of  parking  in  downtown  Sud¬ 
bury  are  shown  in  Exhibits  4.D,  4.E,  4.F  and  4.G. 

The  Parking  Study  was  carried  out  in  September,  1963, 
and  since  records  of  the  Parking  Authority  indicate 
that  this  was  a  period  of  approximately  average  demand, 


45 


the  results  may  be  considered  fairly  typical  of  spring 
or  autumn  conditions  (i.e.  demand  somewhat  less  than 
during  the  peak  Christmas  period) .  It  is  normally 
expected  that  parking  usage  will  vary  according  to 
a  yearly  cycle  of  activity,  although  the  figures  of 
vehicles  parked  and  revenue  supplied  by  the  Parking 
Authority  for  the  years  1961-63,  do  not  give  a  very 
clear  indication  of  this.  To  evaluate  the  changes  in 
parking  demand  over  a  longer  period,  considerable 
volumes  of  monthly  and  annual  data  are  required,  and 
some  means  should  be  found  to  allow  for  the  effects 
of  specific  modifying  factors,  such  as  a  major  work 
stoppage  at  the  mines ,  additional  supply  of  parking 
space  by  competitive  private  operators,  the  diversion 
of  shoppers  to  new  shopping  centres  and  prolonged 
adverse  weather. 

From  the  results  of  the  Study,  it  appears  that  the 
private  parking  operators  and  the  Parking  Authority 
are  jointly  providing  an  adequate  supply  of  parking 
space  in  downtown  Sudbury  and  that,  with  rhe  help  of 
the  Sudbury  Police  Department,  they  are  adequately 
controlling  and  regulating  parking  practices. 

From  the  observations, it  is  clear  that  the  Sudbury 
Parking  Authority  has  made  a  most  valuable  contribu¬ 
tion  to  the  economic  health  and  prosperity  of 
downtown  Sudbury  by  its  work  in  the  parking  field 
during  the  past  few  years.  In  the  years  to  come, 
the  operations  of  the  Parking  Authority  will  be  ever 
more  vital  to  the  growth  and  development  of  the 
central  business  district, which  is  the  hub  of  an 
extensive  regional  area. 

Although  the  Parking  Authority  has  been  in  existence 
for  less  than  ten  years,  its  role  and  functions  have 
been  changing  during  that  short  period,  and  these  will 
continue  to  change  in  the  years  ahead.  The  early 
history  of  the  Parking  Authority  saw  considerable 
development  of  off-street  lotsy while  more  recently 
there  has  been  more  emphasis  on  the  operation  of  the 
established  parking  facilities.  Now  the  Parking 
Authority  must  look  forward  to  a  challenging  future: 
on  the  one  hand,  the  existing  stock  of  parking 
spaces  will  be  constantly  eroded  as  the  requirements 
of  traffic  movement  and  land  development  cause 
successive  removals  of  parking  meters  and  "temporary" 
parking  lots.  On  the  other  hand  the  increased 
traffic  movement  and  the  additional  building  will 
themselves  lead  to  greater  demands  for  parking  space, 
to  the  point  where  it  is  predicted  that  parking 
facilities  will  require  expansion  from  3,400  spaces 
to  7,000  spaces  over  the  20-year  period  covered  by 
the  Transportation  Study. 

In  this  situation,  it  becomes  a  matter  of  utmost 
importance  for  the  Parking  Authority  to  develop  a 
clear , written  statement  of  policy.  Such  a  policy 
statement  would  be  a  most  important  public  delations 
gesture , because  it  would  delineate  the  scope  and 
objectives  of  the  Parking  Authority  for  the  many 
other  persons  and  agencies  who  are  intimately 
concerned  with  parking  operations.  Indeed  it  would  go 
far  deeper  than  this ,  by  providing  rhe  guiding 
principles  for  the  development  of  comprehensive 
plans  and  programs  for  investment  and  service  in  the 
coming  years . 
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Such  a  written  policy  might  open  with  a  statement 
setting  down  the  organization  and  composition  of 
the  Authority  (what  it  is)  and  continue  with  an 
explanation  of  the  reasons  for  its  establishment 
(why  it  exists)  ,and  what  it  seeks  to  achieve  in 
terms  of  services,  standards  and  priorities.  In 
this  context  it  is  most  important  to  state  whether 
prime  service  is  to  be  given  to  shoppers  and 
"short  duration"  patrons  who  comprise  70%  of  the 
users  (see  exhibit  4.E) ;  how  it  seeks  to  attract 
and  accommodate  the  longer  term,  steady  (monthly) 
parker;  to  what  extent  it  intends  to  develop 
sources  of  revenue  for  future  expansion  of 
facilities;  and  what  balance  it  is  striving  to 
maintain  between  these  sometimes  competing  purposes. 

In  addition,  the  Parking  Authority  should  state  the 
means  by  which  it  proposes  to  achieve  these  purposes 
(how  it  works) ,in  terms  of  operating  and  regulating 
existing  facilities  and  planning  and  developing  new 
facilities  to  serve  future  requirements  ,in  terms  of 
off-street  lots  and  parking  structures  coordinated 
and  integrated  with  the  access  /Circulation  and 
development  plans  of  the  City. 

One  important  aspect  of  operating  policy  should  be 
the  development  of  a  recognized  procedure  for  the 
progressive  removal  of  curb  parking  and  on-street 
meters  in  the  downtown  area.  As  traffic  grows, 
curb  parking  must  be  eliminated,  and  the  Parking 
Authority  should  anticipate  the  removal  of  meters 
on  such  streets  as  Elgin,  Durham,  Lisgar,  Cedar  and 
Larch  Streets.  In  certain  cases  , it  may  be  adequate 
to  proceed  with  meter  removal  and  leave  the  users 
to  find  accommodation  in  nearby  facilities f but  ob¬ 
viously  a  better  procedure  would  be  to  develop  off- 
street  facilities  and  schedule  meter  removal  in 
conjunction  with  the  opening  of  the  new  facilities, 
so  that  a  changeover  is  properly  programmed  IN  ADVANCE 
of  the  other  traffic  requirements. 

Various  basic  requirements  for  parking  policy  and 
parking  facilities  were  set  forth  by  Mr,  W.  E,  Ewens , 
Consulting  Engineer,  in  his  report  dated  November  20, 
1956, and  although  Sudbury  has  seen  far  reaching 
changes  in  the  intervening  years  since  this  report 
was  presented,  many  of  those  original  precepts  are 
still  valid  and  are  reinforced  by  the  specific  find¬ 
ings  of  the  present  Parking  Study. 

All  the  survey  and  analysis  data  presented  in  this 
report  are  intended  to  assist  the  Parking  Authority 
and  other  interested  agencies  in  reviewing  the 
existing  situation  while  preparing  and  achieving  their 
future  plans  and  programs.  In  addition  to  the  data 
already  presented,  certain  further  information  may 
be  derived  from  the  results  of  the  home  interview 
survey,  but  such  additional  work  should  only  be 
undertaken  in  response  to  specific  questions  by  the 
agencies  concerned. 

Referring  to  some  of  the  details  of  the  Study,  heavy 
parking  usage  is  shown  to  occur  around  the  Lisgar/ 
Cedar  intersections  and  at  the  30  minute  and  1  hour 
meters.  While  the  situation  was  not  such  as  to 
warrant  any  immediate  action,  the  changes  in  parking 
supply  and  demand  should  be  the  subject  of  continuing 
study  so  that  plans  may  be  developed  to  offset  either 
increased  demand  or  loss  of  parking  space. 
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While  the  Simplified  Parking  Study  undertaken  as 
described  herein  gives  a  good  indication  of  parking 
practices  which  relate  to  the  overall  transportation 
study,  it  does  not  provide  a  detailed  picture  of 
the  amount  and  type  of  parking  DEMAND. 

As  the  growth  and  development  of  downtown  reduces 
the  number  of  available  parking  spaces  to  the  point 
where  existing  facilities  become  seriously  overloaded 
or  otherwise  inadequate,  then  a  Comprehensive  Parking 
Study  of  the  7-block  core  area,  including  the 
frontages  of  Beech  Street,  Elm  Street,  Cedar  Street, 
Larch  Street,  Frood  Road,  Elgin  Street,  Durham  Street 
and  Lisgar  Street,  should  be  undertaken  to  determine 
the  desirable  location  and  economical  size  for  one 
or  more  parking  garages. 

The  development  of  the  downtown  area  to  the  extent 
indicated  by  the  Planning  Board  m  their  projections 
of  floor  space  may  require  the  provision  of  DOUBLE 
the  present  number  of  parking  spaces.  Any  plan  of 
this  scale,  however,  must  include  multi-use 
development  where  parking  and  other  facilities 
form  part  of  an  integrated  design.  If  development 
of  the  magnitude  suggested  by  the  land  use  figures 
occurs  during  the  next  20  years,  it  is  clear  that 
an  immense  parking  program  will  have  to  be  launched, 
and  that  substantial  emphasis  will  have  to  be  given 
to  public  transportation  as  an  integral  element  of 
the  overall  design  concept. 
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CHAPTER  5 


PUBLIC  TRANSPORTATION  IN  SUDBURY 


5.1  PURPOSE  AND  SCOPE  OF  THE  TRANSIT  STUDY 


When  the  Terms  of  Reference  for  the  overall  traffic 
study  were  being  drawn  up,  it  was  apparent  that 
certain  phases  of  the  study,  particularly  the  Home 
Interview  survey,  would  yield  considerable  useful 
data  concerning  person  trips  on  the  bus  system. 

At  about  this  ame  time,  a  difficult  competitive 
situation  was  developing  between  the  various  bus 
operations  in  the  City,  and  it  was  generally  agreed 
that  data  pertinent  to  public  transportation  should 
be  extracted  and  tabulated  together  with  such  other 
useful  information  as  the  consultant  could  assemble 
during  the  course  of  the  study. 

Under  the  terms  of  the  study  appraisal,  the  consul¬ 
tant  undertook  to  hold  discussions  with  management 
officials  of  the  transit  companies,  to  collect 
speed  and  delay  data  on  bus  routes  and  to  determine 
transit  service  areas.  The  appraisal  stated  that 
home  interview  data  would  be  analyzed  and  presented 
as  a  separate  chapter  of  the  report,  together  with 
discussion  and  any  pertinent  recommendations. 

While  it  was  recognized  that  this  data,  by  itself, 
without  recourse  to  policy  decisions  and  economic 
information,  could  not  solve  the  jurisdictional 
and  operational  problems  confronting  the  City  and 
the  bus  companies,  nevertheless  it  was  felt  that  the 
assembly  of  factual  bus  travel  data  would  provide 
a  background  against  which  to  evaluate  future 
decisions . 

The  following  discussions,  together  with  the 
attached  exhibits ,  and  the  data  contained  in  the 
appendix  to  this  report,  show  the  passenger 
characteristics  and  the  operation  of  buses  within 
the  City  of  Sudbury  as  they  existed  at  the  time  of 
the  study  (September/October  1963) .  Further  data 
of  a  more  detailed  nature  is  contained  both  in  the 
punched  cards  representing  the  home  interview  records 
and  in  a  series  of  tabulations  prepared  from  the 
punched  cards.  All  this  information  will  be 
deposited  with  the  City  at  the  completion  of  the 
study  assignment  for  their  continuing  use. 

5.2  ORGANIZATION  OF  THE  TRANSIT  SYSTEM 


Prior  to  Sudbury's  amalgamation  in  1960,  Sudbury  Bus 
Lines  Limited  had  a  franchise  to  operate  within  the 
City  Boundaries.  Two  other  companies  operated  from 
bus  stations  within  the  downtown  area:  Local  Lines 
Limited,  on  comparatively  long-distance  routes  serv¬ 
ing  Copper  Cliff,  Azilda/Chelmsford/Levack ,  Hammer/ 
Capreol  and  Garson/Falconbridge ;  and  Nickel  Belt 
Coach  Lines  Limited  serving  the  Minnow  Lake  area  and 
Coniston.  In  addition  to  the  above,  a  special  bus 
route  to  Frood  Mine  was  operated  by  Delongchamp 
Cartage  Company  Limited.  The  Sudbury  Bus  Lines' 
franchise  appears  to  have  expired  when  major  revi¬ 
sions  were  applied  to  the  City  Boundaries  in 
1960,  but  the  various  companies  continued  to 
operate  their  previously  designated  routes  without 
any  major  modification  in  either  territory  or 
organization. 
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In  1962,  another  company,  Yellow  Coach  Lines  Limited, 
began  operations  with  a  partly  subsidized  route  to 
the  Benvenuto  Apartments  on  Regent  Street  South,  and 
certain  school  bus  commitments.  Yellow  Coach  Lines 
Limited  also  duplicated  some  existing  routes  of  other 
companies,  and  established  certain  new  routes,  e.g. 
the  connection  from  Minnow  Lake  to  the  New  Sudbury 
Shopping  Centre.  Consequently,  the  older  established 
companies  undertook  some  re-routing  and  re-scheduling 
to  better  compete  with  the  operations  of  the  newcomer, 
all  of  which  tended  to  create  instability  in  bus 
operation  throughout  the  entire  area.  Indeed,  this 
was  quite  apparent  at  the  time  of  the  traffic  surveys 
in  1963. 

Since  1963,  yet  another  company,  Laurentian  Bus  Lines 
Limited,  has  commenced  operation  with  services  to  the 
Laurentian  University  campus  and  elsewhere:  the 
effects  of  these  latter  operations  will  not,  of  course, 
be  reflected  in  any  of  the  data  or  analysis  presented 
in  this  report. 

5.3  COLLECTION  OF  TRANSIT  DATA 


Management  officials  of  the  bus  companies  were  con¬ 
tacted  prior  to  the  commencement  of  field  studies. 
While  all  of  those  contacted  expressed  willingness  to 
assist  the  study,  the  instability  of  operations  at 
that  time  prevented  them  from  furnishing  pertinent 
operational  data  on  passenger  trends ,  or  even  up-to- 
date  schedules  of  their  services  within  the  City. 

The  bus  route  information  supplied  by  at  least  one 
company  had  to  be  revised  during  the  course  of  the 
field  studies  to  reflect  the  almost  constant  adjust¬ 
ments  to  the  services  being  provided. 

The  procedures  used  in  the  Home  Interview  survey  are 
described  in  Section  2.4.1.  This  survey  recorded 
household  characteristics,  together  with  origin  and 
destination  information  on  every  trip  made  by  each 
member  of  the  household.  The  trips  by  automobile 
drivers  are  presented  and  discussed  elsewhere  in  this 
report.  The  information  on  bus  passenger  trips  has 
been  used  in  the  preparation  of  Exhibit  5.C  (i) 

"Bus  Trip  Desires"  as  well  as  the  various  tabulations 
in  Exhibit  A.K. 

The  procedures  used  for  the  Transit  loading  and  speed 
survey  are  described  in  Section  2.4.10,  and  the 
information  collected  by  this  method  has  been  used 
in  the  compilation  of  Exhibits  5. A,  5.B(i) ,  5.B(ii) , 
and  5.C (ii) . 

5. 4  SERVICE  AND  COVERAGE  BY  BUS  ROUTES 


Exhibit  5. A  shows  bus  services  operating  within  the 
Sudbury  City  Limits  in  October  1963.  The  informa¬ 
tion  is  plotted  on  a  population  dot  map,  each  dot 
representing  50  persons:  the  shaded  area  indicates 
the  approximate  proportion  of  the  population  living 
within  1/4  mile  of  a  bus  route  (it  is  customary  to 
assume  that  1/4  mile  represents  a  reasonable  walking 
distance  for  the  majority  of  persons) .  From  these 
data,  it  has  been  calculated  that  bus  routes  serve 
94%  of  the  developed  area  of  the  City,  and  97%  of 
the  residential  population:  obviously,  bus  routes 
operating  at  the  time  of  the  survey  were  giving 
remarkably  good  coverage  to  the  City's  residents. 
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BUS  SERVICE  COVERAGE 

OCTOBER  1363 


EXHIBIT  5-A 


The  extensive  public  transportation  service  provided 
by  the  buses  is  even  more  commendable  when  it  is 
remembered  that  topographical  features  of  the  area  cause 
discontinuities  in  the  street  system,  and  therefore 
physical  difficulties  in  establishing  coherent  bus 
routings:  at  the  same  time,  development  is  quite  sparse 

in  some  areas  of  the  City,  making  them  costly  to  serve. 
In  this  context  it  should  be  noted  that  both  the  extent 
of  the  area  served  and  the  level  of  service  provided, 
are  normally  dependent  upon  economic  considerations , 
and  it  is  evident  that  these  were  distorted  at  the  time 
of  this  study  due  to  intense  competition  between  the 
companies . 

It  is  normal  to  compare  the  quality  of  transit  service 
being  provided  at  a  given  location  with  certain  service 
standards  recommended  by  authorities  in  the  field.  One 
such  standard,  the  "Load  Factor" ,  is  expressed  as  the 
ratio  of  the  number  of  passengers  carried  to  the  number 
of  seats  provided  and  the  recommended  standard  states 
that  the  load  factor  measured  over  a  30-minute  period 
should  not  exceed  100%  at  off-peak  periods  or  150%  at 
peak  hours.  Thus  there  would  normally  be  an  average  of 
one  seat  per  passenger  in  daytime  hours  and  two  seats 
for  every  three  passengers  at  peak  hours. 

Although  considerable  effort  was  directed  to  the  task 
of  evaluating  load  factors  for  Sudbury's  bus  routes 
it  proved  to  be  an.  exercise  of  little  value  for  two 
major  reasons: 

the  diversity  of  vehicles  operated  by  the  various 
companies  made  it  impractical  for  the  field  staff 
to  record  aggregate  seating  capacity  along  a  route, 
the  duplication  of  routes  by  competing  companies 
resulted  in  a  great  oversupply  of  seating  capacity 
to  the  point  where  many  vehicles  carried  only  one 
or  two  passengers  in  off-peak  periods. 

A  further  measure  of  transit  service,  related  to  the 
load  factor,  is  the  frequency  of  buses  along  any 
given  route.  Average  daily  service  frequencies  for 
Sudbury's  bus  routes  are  presented  in  Exhibit  5.B(i). 
This  indicates  that  most  of  the  developed  area  is 
well  served  with  hourly,  half  hourly  or  quarter  hourly 
service,  while  parts  of  Lome  Street  and  Notre  Dame 
Avenue  have  five  or  more  buses  per  hour  due  to  the 
overlap  of  routes.  On  some  streets  the  service  fre¬ 
quency  is  abnormally  high  due  to  the  competitive 
efforts  of  different  companies :  this  is  particularly 
noticeable  at  various  points  east  of  Minnor  Lake, 
where  the  density  of  development  cannot  adequately 
support  the  high  frequency  being  provided.  In  areas 
where  large  volumes  of  passengers  are  generated,  the 
frequency  should  be  sufficient  to  ensure  that  the 
load  factors  mentioned  above  are  not  exceeded. 

Where  passenger  volumes  are  low,  it  becomes  impor¬ 
tant  to  ensure  that  individual  bus  schedules  are 
keyed  to  the  specific  work,  school  and  shopping 
requirements  of  the  passengers. 

5.5  BUS  TRAVEL  TIMES 

Exhibit  5.B  (ii)  shows  the  average  time  required  to 
travel  by  bus  from  the  intersection  of  Durham  and  Elm 
Streets  to  all  points  within  the  City.  For  purposes 
of  comparison,  the  travel  times  of  automobile  drivers 
(extracted  from  Exhibit  3.F  (ii) )  have  been  super¬ 
imposed.  While  certain  minor  distortions  occur  in 
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this  presentation  due  to  the  different  locations  of 
various  bus  terminals,  it.  is  readily  apparent  that 
for  many  journeys,  bus  travel  times  are  DOUBLE  the 
corresponding  automobile  travel  times.  For  example: 
the  trip  from  downtown  Sudbury  to  the  New  Sudbury 
Shopping  Centre  (Barrydowne/La  Salle)  takes  approxi¬ 
mately  18  minutes,  while  the  same  trip  by  automobile 
takes  only  9  minutes.  For  trips  to  points  a  little 
removed  from  the  bus  routes  the  differences  are 
greater  because  of  the  walking  times  involved,  and 
further  penalties  are  applied  to  bus  travel  times 
when  some  allowance  for  passenger  waiting  time  is 
added  to  these  figures. 

From  these  results,  it  is  clear  that  there  is  no  real 
competition  between  bus  services  and  automobile 
travel.  The  automobile  is  speedier  and  more  convenient 
and  will  be  the  chosen  method  of  travel  for  anyone  to 
whom  it  is  readily  available.  There  are  several  fac¬ 
tors  which  may  affect  this  choice  to  a  minor  extent 
(the  availability  and  cost  of  parking  facilities  will 
probably  be  a  consideration) ,but  other  studies  have 
shown  that  the  time  differential  is  likely  to  be  the 
most  important  determinant  for  the  individual 
traveler. 

These  effects  should  be  borne  in  mind  when  modifying 
existing  bus  services  or  planning  future  services. 

The  time  differential  can  be  diminished  by  providing 
efficiently  designed,  well-located  passenger  loading 
facilities,  and  express  services  to  the  more  distant 
areas.  The  ideal  facility  would  take  the  form  of  an 
exclusive  transit  right-of-way,  where  frictions  and 
interference  among  travel  modes  and  individual 
vehicles  would  be  virtually  eliminated.  In  general, 
however,  buses  would  not  be  expected  to  equal  the 
speeds  of  private  automobiles.  The  work  of  various 
authorities  indicates  that  overall  operating  speeds 
of  an  efficiently  designed  and  operated  transit 
system  can  approach  70  or  even  80  per  cent  of  auto¬ 
mobile  speeds. 

5.6  BUS  PASSENGER  TRAVEL  DESIRES  AND  ROUTE  VOLUMES 


Exhibit  5.C  shows  the  travel  desires  of  bus  passengers 
and  the  approximate  daily  route  volumes  resulting  from 
bus  trips.  Both  of  these  may  be  compared  with  equiva¬ 
lent  information  for  the  private  automobile  mode, 
presented  elsewhere  in  this  report:  such  a  comparison 
clearly  indicates  underlying  differences  in  the  two 
types  of  travel.  These  differences  stem  from  the 
basically  divergent  requirements  and  destinations  of 
persons  served  by  the  two  modes,  and  although  it  is 
sometimes  thought  that  buses  compete  with  the  auto¬ 
mobile  for  passengers,  deeper  consideration  reveals 
that  they  are  not  truly  alternatives ,  for  each  mode 
fulfills  a  necessary  role  with  respect  to  overall 
urban  transportation. 

Analysis  of  the  home  interview  data  supports  obser¬ 
vations  from  elsewhere  to  the  effect  that  bus 
patrons  represent  three  important  groups  of  people: 

those  who  do  not  have  access  to  an  automobile, 
either  because  the  household  does  not  own  one  or 
because  the  individual  concerned  does  not  drive. 
Older  or  disabled  citizens,  wives  and  mothers 
who  do  not  drive  or  whose  husbands  consistently 
use  the  family  car  in  their  daily  work,  and  young 
adults  unable  to  make  the  required  investment  in 
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a  car,  largely  constitute  this  group 
school  children,  particularly  those  attending 
secondary  schools  at  some  distance  from  their 
homes . 

persons  destined  for  the  highly  developed  core 
of  the  city,  where  the  frequency  of  bus  service 
and  the  expense  of  parking  an  automobile  make 
the  bus  the  more  attractive  mode  of  travel. 

The  journeys  of  all  the  above  qroups  tend  to  converge 
upon  the  downtown  area  of  the  City  either  for  work, 
school  or  shopping  purposes,  and  hence,  it  is  no 
surprise  to  observe  that  the  greatest  concentration 
of  bus  trips  occurs  in  and  around  the  downtown  area. 

It  cannot  be  too  strongly  emphasized  that  these  groups 
of  people  and  their  associated  travel  needs  represent 
absolutely  essential  elements  of  the  traffic  pattern 
throughout  the  city.  Admittedly,  the  volume  of 
trips  thus  represented  is  but  a  small  component  with¬ 
in  the  overall  transportation  picture,  and  it  may 
also  be  suggested  that  eduction  authorities  can  and 
do  take  responsibility  for  many  student  trips  by 
means  of  special  school  buses.  Nevertheless,  there 
remains  the  vital  job  of  providing  public  transport¬ 
ation  for  that  quite  substantial  group  of  citizens 
who  remain  wholly  dependent  upon  it. 

5. 7  THE  POSSIBLE  EFFECT  OF  ELIMINATING  BUSES 

It  has  been  stated  above  that  the  most  marked  effect 
of  bus  service  upon  personal  travel  is  noted  in  and 
around  the  downtown  area.  In  order  to  illustrate 
this,  portions  of  the  cordon  classification  counts 
taken  around  the  downtown  area  have  been  extracted 
as  follows: 

In  the  morning  peak  hour  (8:00  -  9:00  a.m.) 

1,668  inbound  bus  passengers  crossed  the  cordon 
line  in  92  buses,  giving  an  average  occupancy 
of  18  passengers  per  bus. 

In  the  evening  peak  period  (4:00  -  6:00  p.m.) 

3,365  outbound  bus  passengers  crossed  the  cordon 
in  153  buses  giving  an  average  occupancy  of  22 
passengers  per  bus. 

If  the  3,365  persons  leaving  the  C.B.D.  in  the  evening 
peak  period  had  to  be  carried  in  automobiles  at  an 
average  occupancy  of  2  persons  per  vehicle,  (the 
average  occupancy  in  1963)  some  1,700  vehicles  over 
and  above  existing  volumes  would  have  to  be  accommo¬ 
dated.  Using  figures  presented  elsewhere  in  this 
report  (1,000  vehicles/11'  lane/hour , and  50%  green 
signal  time) ,  some  four  outbound  traffic  lanes  would 
be  required  to  handle  the  additional  volume.  Thus, 
the  withdrawal  of  bus  service,  as  operated  in  1963, 
would  result  in  an  immediate  additional  demand  for 
one  8-lane  or  two  4-lane  roads,  in  order  to  provide 
equivalent  SINGLE  MODE  service  to  the  downtown  area, 
not  to  mention  increased  requirements  for  downtown 
parking  facilities. 

It  is  clear  that  the  provision  of  public  transportation 
is  vital  to  the  purposes  and  operational  requirements 
of  the  Central  Business  District.  Elimination  of 
bus  service  would  disrupt  the  travel  patterns  of 
several  thousand  people / and  cause  a  serious  physical 
capacity  problem  on  the  street  system  in  and  around 
downtown. 
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5.8  CONCLUSIONS  OF  THE  TRANSIT  STUDY 


Data  for  the  transit  study  were  collected  at  a  time 
when  the  bus  system  was  operating  in  an  unstable  manner. 
While  the  information  on  passenger  trip  desires  is 
reliable  within  the  limits  of  accuracy  of  the  home 
interview  survey,  the  data  concerning  bus  routes  and 
services  may  be  subject  to  later  revision. 

Although  the  citizens  of  Sudbury  were  enjoying  a  high 
level  of  service  in  October  1963,  this  situation  is 
unlikely  to  continue.  Over  the  longer  period,  no 
City  can  be  properly  served  by  a  fragmented  public 
transportation  system  and  Sudbury  will  need  to 
exercise  a  greater  measure  of  control  if  it  is  to 
obtain  full  value  from  its  transit  facilities. 

It  is  recommended  that  the  City  set  up  a  Public  Trans¬ 
portation  Committee  or  a  Transit  Commission  to  study 
the  bus  services  of  the  area  and  develop  policies  to 
guide,  regulate  and  coordinate  the  provision  of  public 
transportation  according  to  the  requirements  of  the 
City. 

The  development  of  a  unified  and  integrated  system  will 
contribute  to  the  ultimate  benefit  of  all  citizens  of 
Sudbury.  The  development  of  a  city-wide  system  will 
automatically  eliminate  conflicting  route  layouts , 
and  operating  idiosyncrasies  presently  existing,  and 
permit  rationalization  and  coordination  of  routes, 
schedules  and  fare  structures.  At  the  same  time  it 
is  to  be  hoped  that  means  will  be  found  to  retain  the 
valuable  features  attributable  to  the  present  opera¬ 
tions:  in  particular,  the  overlapping  of  express 

routes  (of  Local  Lines  Limited)  with  the  local  routes 
(of  Sudbury  Bus  Lines  Limited)  appears  to  be  a  feature 
worthy  of  preservation  wherever  feasible. 

In  addition  to  the  general  conclusion  that  Sudbury's 
bus  system  requires  overall  coordination  and  control, 
several  further  suggestions  arise  from  the  analysis 
of  transit  data  as  follows: 

Certain  individual  routes  are  very  lightly 
traveled.  These  should  be  eliminated  or  con¬ 
solidated  with  adjacent  services. 

Some  services  contain  one-way  loops  through 
residential  areas.  It  would  be  desirable  to 
make  all  services  two  directional  by  dispatching 
alternate  buses  in  either  direction  (e.g.  similar 
to  route  no.  4  "Pine"  and  "Eyre"  buses  of  Sudbury 
Bus  Lines  Limited) . 

The  possibility  of  serving  major  industrial  areas 
with  "part  time"  or  "rush  hour"  services  should 
be  further  investigated. 

The  possibility  of  establishing  a  unified  system 
of  local  and  express  services  should  be  examined. 
"Local"  services  would  constitute  most  routes 
currently  operated  by  Sudbury  Bus  Lines  Limited 
plus  New  Sudbury  services  of  Local  Lines  Limited 
and  the  Minnow  Lake  and  Bancrof t/Coniston 
services  of  Nickel  Belt  Coach  Lines  Limited. 

"Express"  services  would  constitute  all  current 
Local  Lines  Limited  routes  extending  beyond  the 
City  Limits,  as  well  as  the  Highway  17/Coniston 
service  of  Nickel  Belt  Coach  Lines  Limited. 

Such  a  two-level  system  of  operation  would  require 


-  56  - 


strategically-located  transfer  points  between 
"express"  and  "local"  services.  Outlying  transfer 
points  and  other  convenient  locations  could  be 
used  as  fare  zone  limits,  depending  upon  the  fare 
structure  established  for  the  entire  service  area. 
A  new  bus  terminal  might  be  established  in  down¬ 
town  Sudbury  to  accommodate  all  major  "express" 
and  "local"  bus  services.  Since  virtually  all 
routes  converge  on  the  Central  Business  District, 
the  opportunity  exists  to  develop  a  consolidated 
transportation  terminal,  perhaps  integrated  with 
prestige  high-rise  office  and  merchandising 
facilities:  such  high-density  developments  would 

in  themselves  generate  a  demand  for  public 
transit  service.  The  new  terminal  could  most 
logically  be  located  within  the  area  bounded  by 
Elm,  Elgin,  Larch  and  Lisgar  Streets. 

In  recognition  of  the  problems  involved  in 
bringing  ever-increasing  numbers  of  people  into 
the  downtown  core,  and  in  parking  ever-increasing 
number  of  shoppers'  and  employees'  cars,  the  City, 
the  merchants  and  the  employers  concerned  might 
well  find  it  worthwhile  to  embark  upon  a  promo¬ 
tional  campaign  which  would  demonstrate  the  value 
and  convenience  of  buses  as  a  means  of  travel 
into  and  out  of  the  Central  Business  District. 

With  respect  to  parking  lot  operation,  the 
Sudbury  Parking  Authority  has  already  entered 
into  arrangements  with  merchants  and  private 
parking  lot  operators  for  the  use  of  parking 
stamps ,  which  represent  some  degree  of  parking 
facility  subsidization.  Would  it  not  also  be 
logical  for  promotional  efforts  along  these  lines 
to  be  directed  toward  greater  usage  of  the  bus 
system! 

5.9  THE  FUTURE  OF  PUBLIC  TRANSPORTATION  IN  SUDBURY 

The  transit  study  was  not  designed  to  provide  a 
framework  for  future  transit  operations  in  Sudbury, 
but  it  is  quite  evident  from  a  general  review  of 
the  existing  (1963)  situation  that  regulation  and 
coordination  of  services  is  the  primary  requirement. 
Control  of  the  public  transportation  system  must  be 
exercised  within  a  framework  of  a  series  of  policy 
decisions  which  define  the  public  interest  in  the 
subject,  and  City  Council  has  given  considerable 
study  to  the  matter  over  the  past  few  years.  In 
July  1965,  the  City  publicly  advertised  for 
proposals  to  operate  a  unified  bus  system  under  a 
franchise  agreement. 

Considerable  useful  data  on  transit  travel  has  been 
assembled  during  the  present  study.  The  origin  and 
destination  information,  in  particular,  will  provide 
a  substantial  background  against  which  route  modifi¬ 
cations  and  new  route  proposals  may  be  evaluated. 

The  household  data  will  provide  considerable 
information  on  the  social  and  economic  status  of 
the  present  and  potential  bus  passengers.  All 
the  available  data  will  be  deposited  with  the  City 
for  their  reference  and  further  analysis. 

The  volumes  of  person-trips  which  will  be  served  by 
the  transit  system  in  the  future  are  a  matter  of 
some  conjecture;  they  will  depend  to  a  considerable 
degree  upon  the  future  extent  of  the  system  and  upon 
the  service  offered.  The  growth  of  Sudbury,  the 


57 


increase  in  population,  the  development  of  new 
residential  and  industrial  areas  and  the  redevelop¬ 
ment  of  the  downtown  core  will  all  affect  the  demand 
for  public  transportation  facilities. 

Experience  in  other  cities  indicates  that  buses  will 
probably  continue  to  lose  some  passengers  to  the 
private  automobile.  However,  with  competent  and 
imaginative  management,  the  losses  will  be  minimized 
and  an  efficient  service  maintained  for  that 
important  segment  of  the  population  to  whom  such 
service  is  essential. 
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CHAPTER  6 


PROJECTION  OF  1985  TRAFFIC 


6 . 1  OBJECTIVES  OF  THE  PROJECTION  TECHNIQUE 

Major  objectives  of  the  transportation  study, as 
specified  by  the  Terms  of  Ref erence , are  the  form¬ 
ulation  of  a  major  road  and  street  plan  and  the 
presentation  of  a  construction  programme  designed  to 
meet  the  projected  future  needs  of  the  City  of  Sudbury. 
The  existing  traffic  conditions  were  surveyed  as 
discussed  in  Chapter  3, and  some  of  the  existing  needs 
of  the  street  system  have  been  indicated  by  this  work. 

In  this  and  following  chapters  of  the  report,  data 
on  existing  travel  patterns  will  be  projected  to 
show  the  nature  and  size  of  future  traffic  demands, 
and  the  effects  of  future  traffic  volumes  will  be 
evaluated  according  to  agreed  standards  of  street 
service . 

Exhibit  l.D  has  indicated  the  anticipated  growth  in 
Sudbury's  population  during  the  20  year  period  to 
1985/ and  the  projected  increases  in  vehicle  owner¬ 
ship  and  travel  mileage  associated  with  this  population 
growth.  The  Sudbury  Planning  Board  has  devoted 
considerable  study  to  the  population  projections  and 
to  the  many  other  factors  which  will  affect  the 
future  development  of  the  area.  Their  projections 
of  land  use  and  floor  space  are  represented  by  the 
1985  Land  Use  Plan  (Exhibit  6. A)  and  the  zone-by¬ 
zone  tabulations  in  Exhibit  A.E.  These  data  indicate 
that  the  population  is  expected  to  increase  from 
some  81,00.0  persons  (1963)  to  approximately  118,000 
persons  in  1985.  Some  infilling  of  existing  resident¬ 
ial  areas  will  occur/but  additional  residential  deve¬ 
lopment  will  take  place  in  New  Sudbury,  in  areas 
east  of  Minnow  Lake  and  around  the  Laurentian  University. 
Industrial  employment  in  the  City  is  expected  to 
increase  from  less  than  6,000  jobs  to  more  than  15,000, 
and  new  industrial  development  will  take  place  east¬ 
ward  and  westward  from  existing  developed  areas.  In 
the  same  period,  expansion  and  consolidation  of 
commercial  areas  will  occur  and  the  floor  space  in 
the  downtown  area  is  expected  to  grow  from  2.7  million 
square  feet  to  6.4  million  square  feet. 

In  order  to  translate  the  land  use  projections  into 
estimates  of  future  traffic, a  relationship  must  be 
established  between  them, and  the  key  to  this  process 
is  provided  by  the  data  on  travel  patterns  derived 
from  the  origin-destination  surveys  (Home  Interview 
Survey,  External  Cordon  Roadside  Interviews  and  Truck/ 
Taxi  Reports) .  For  the  purposes  of  this  study  a 
direct  relationship  was  obtained  between  travel 
desires  and  reported  land  uses.  Thereafter  traffic 
projections  were  made  by  application  of  the  land 
use  growth  factors  to  the  data  on  existing  trip  pat¬ 
terns  . 

Having  estimated  the  volume  of  future  travel  and  the 
distribution  of  trips  throughout  the  city, a  relatively 
straight-forward  computer  technique  was  used  to 
determine  the  traffic  demands  on  each  route  in  the 
street  network. 
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6.2  EXPANSION  VALIDATION  AND  ADJUSTMENT  OF  O-D  INTERVIEW  DATA 


The  procedures  used  to  examine  the  interview  data  and 
prepare  it  for  projection  are  explained  in  some 
detail  in  Section  A. 2  of  the  Appendix,  and  this  work 
forms  the  basis  for  the  1963  Trip  Tables  (Exhibit  A.D) 

6 . 3  INVESTIGATION  OF  TRIP  CHARACTERISTICS 

A  considerable  amount  of  analysis  work  was  devoted 
to  identifying  of  the  underlying  motivations  which 
affect  the  generation  and  dispersal  of  person  and 
vehicle-trips  throughout  the  urban  area.  Some  rele¬ 
vant  material  is  presented  in  Section  A. 3  of  the 
Appendix,  and  further  data  was  obtained  from  a  series 
of  tabulations  derived  from  the  punched  cards 
representing  the  trip  interviews.  This  work  provided 
an  understanding  of  the  trip  patterns  in  Sudbury  and 
established  criteria  for  the  process  of  projecting 
the  1985  traffic  volumes. 

6c 4  PROJECTION  OF  1985  VEHICLE  TRIPS 


The  procedure  used  for  projection  of  the  1985  vehicle 
trips  is  described  in  greater  length  in  Section  A. 4 
of  the  Appendix,  and  the  results  of  this  process  are 
presented  in  Exhibits  A.E  and  A.F„ 

In  1963,  a  total  of  more  than  124,000  trips  occurred 
daily  in  the  City  of  Sudbury,  and  the  projections 
indicate  that  nearly  twice  this  number  (246,600)  may 
be  expected  to  occur  on  a  typical  weekday  by  the  year 
1985. 

Internal  trips  will  increase  from  89,000  to  187,000 
per  day  over  the  20  year  period.  Internal/External 
and  External/Internal  trips  (i.e.  those  having  one 
terminus  inside  the  City  of  Sudbury)  will  increase 
from  30,600  to  51,600  per  day  and  External/External 
(through)  trips  will  increase  from  4,100  to  8,100 
per  day  over  the  same  period. 

Probably  the  most  significant  result  of  these  projec¬ 
tions  is  the  indication  that  growth  of  downtown  floor 
space  will  produce  an  increase  in  the  number  of  trips 
destined  into  the  Central  Business  District  from 
22,100  (1963)  to  54,400  per  day  (1985).  Such  a 
substantial  increase  in  traffic  volume  will  generate 
design  and  operational  problems  in  and  around  the 
central  area,  where  possibilities  of  physical 
improvement  are  already  severely  limited  by  natural 
(topographic)  features  and  the  barrier  effect  of 
the  railway  facilities. 

6 . 5  PRESENT  AND  FUTURE  TRAVEL  IN  THE  REGION 

Exhibits  6.B  and  6.C  represent  1963  and  1985  trips 
respectively.  The  1963  desire  lines  and  composite 
desire  lines  show  trips  interviewed  at  the  external 
cordon, and  exclude  the  internal  trips  obtained 
from  the  Home  Interview  Survey.  The  1985  exhibit 
shows  the  effect  of  applying  calculated  growth 
factors  to  1963  trips. 

Comparison  of  these  two  exhibits  shows  that  trips 
following  Highway  No.  544  northward  are  expected 
to  increase  substantially.  The  construction  of  a 
new  highway  link  with  Timmins  will  engender  new 
traffic  in  the  Sudbury  area  which  is  not  represented 
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EXHIBIT  6  •  C 


by  any  existing  movement.  Certain  assumptions  as  to 
the  probable  distribution  of  traffic  assigned  to  the 
new  Timmins  Highway  are  implicit  in  the  1985  desire 
line  presentation. 

The  location  of  the  external  cordon  with  respect  to 
the  highway  network  is  such  that  the  only  trips 
occurring  within  the  region  and  NOT  intercepted  for 
interview  would  be  those  passing  through  the  Blezard 
Valley  corridor,  (say)  between  Azilda  and  Hanmer  or 
Val  Caron  and  the  Garson/Falconbndge  area. 

On  the  assumption  that  most  of  the  important  traffic 
movements  in  the  area  were  observed  and  analyzed 
within  the  context  of  the  Transportation  Study,  the 
general  conclusion  to  be  drawn  from  the  desire  lines 
is  that  there  are  very  few  existing  or  projected 
traffic  movements  in  the  area  which  would  benefit 
from  a  large-scale  system  of  bypasses  beyond  the 
boundaries  of  the  present  City. 

As  stated  elsewhere  in  the  report,  most  of  the  high¬ 
ways  radiate  from  the  centre  of  Sudbury,  and  major 
highway  routes  are  generally  closely  aligned  with 
major  travel  desires.  From  the  diagrams,  the  heaviest 
circumferential  movement  appears  to  be  that  between 
Highway  69  South  and  Highway  17  West.  This  would 
represent  mainly  work  trips  between  the  Lockerby 
district  and  the  Town  of  Copper  Cliff.  Suggestions 
have  been  made  to  bypass  Sudbury  on  the  west  and 
south  with  new  roads  connecting  Highway  544,  Highway 
17  and  Highway  69.  While  these  would  probably 
represent  the  most  useful  of  any  bypass  contemplated, 
such  a  route  would  have  to  provide  good  connections 
with  the  Town  of  Copper  Cliff  before  any  substantial 
traffic  volumes  could  be  attracted. 

6 . 6  PRESENT  AND  FUTURE  TRAVEL  WITHIN  THE  CITY 

Exhibit  6.D  shows  1963  and  1985  desire  lines.  For 
the  purpose  of  this  presentation,  the  districts 
comprising  the  downtown  area  have  been  combined, 
and  trips  to  and  from  downtown  have  been  consolida¬ 
ted  along  the  six  major  approach  corridors. 

Each  of  these  diagrams  shows  the  marked  concentration 
of  trips  along  a  generally  S.W.  -  N.E.  axis,  and  the 
comparative  scarcity  of  trips  in  the  N.W.  quadrant 
(due  to  irregular,  barren  terrain  and  meagre  develop¬ 
ment)  and  in  the  S.E.  quadrant  (due  to  Lake  Ramsey) . 

The  most  significant  factor  indicated  by  the  two 
desire  line  diagrams  presented  here  is  the  substan¬ 
tial  expansion  in  trips  to  and  from  downtown.  The 
reason  for  this  very  large  projected  increase  is  the 
anticipated  growth  in  downtown  retail  and  office 
floor  space  from  the  existing  2.7  million  square  feet 
to  6.4  million  square  feet  in  1985.  This  is  expected 
to  result  in  an  increase  of  trips  to  downtown  desti¬ 
nations  from  22,100  to  54,400  inbound  (one  way) 
movements.  Although  these  volumes  include  some  intra¬ 
downtown  trips,  it  is  likely  that  the  "to  and  from" 
movements  generated  by  the  C.B.D.  will  increase  from 
40,000  to  90,000  (two  way)  trips  per  day  by  1985. 

Furthermore,  in  addition  to  those  movements  associated 
with  the  commercial  attractiveness  of  downtown,  there 
is  considerable  THROUGH  traffic  to  be  accommodated, 
due  to  the  effect  of  the  radial  route  network  centering 
upon  the  C.B.D. 
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Discussion  put  forward  earlier  in  this  report  has  drawn 
attention  to  the  rather  burdensome  pressure  of  traffic 
in  the  downtown  area,  and  the  desire  lines  presented  in 
Exhibit  6.D  indicate  that  a  great  intensification  of 
this  pressure  may  be  anticipated  between  1963  and  1985. 

Exhibit  6.E  shows  1963  composite  desire  lines  and  1985 
composite  desire  lines  superimposed.  The  general 
pattern  of  S.W.  -  N-E.  movements  is  quite  clearly 
indicated  by  this  diagram,  and  the  growth  of  trip 
volumes  can  be  gauged  by  comparing  the  1963  and  1985 
components.  As  expected  from  the  land  use  projec¬ 
tions,  some  of  the  most  substantial  growth  is  evident 
in  the  New  Sudbury  area  of  the  City.  Once  again, 
however,  it  must  be  noted  that  the  most  significant 
volume  increases  are  expected  to  occur  in  and  around 
the  downtown  area,  attributable  to  the  substantial 
growth  of  the  C.B.D.  itself,  in  combination  with  the 
growth  in  S.W.  -  N.E.  movements  crossing  downtown. 

6.7  PRESENT  AND  FUTURE  TRAVEL  IN  THE  CENTRAL  AREA 


From  composite  desire  line  diagrams  based  upon  the 
83-zone  trip  table,  the  central  area  has  been 
extracted  and  redrawn  at  an  enlarged  scale  for  more 
detailed  analysis.  Also,  the  trip  table  has  been 
separated  into  two  sections. 

(i)  containing  all  trips  having  either  origin 
or  destination  in  the  downtown  area,  and 

(ii)  containing  all  other  trips  occurring  in 
the  City. 

Exhibits  6.F  and  6.G  show  the  results  of  these  analy¬ 
ses  . 

Comparing  Exhibits  6.F  and  6.G  gives  some  idea  of 
the  increased  trip  volumes  which  must  be  accommodated 
in  the  coming  20  years. 

Referring  to  Exhibit  6.G  (i) ,  traffic  is  seen  to 
converge  upon  the  downtown  area  from  five  major 
directions,  and  all  vehicle  trips  represented  in 
this  diagram  have  one  terminus  inside  the  C.B.D.  A 
ring  road  concept  has  been  introduced  into  this 
diagram,  and  it  is  apparent  that  such  a  facility 
would  carry  substantial  traffic  loads.  It  has  been 
determined  that  a  ring  road  would  become  HIGHLY 
SIGNIFICANT  as  a  DISTRIBUTOR  of  traffic  to  the  down¬ 
town  core.  In  contrast,  Exhibit  6.G  (ii)  shows  that 
the  same  ring  road  would  be  much  LESS  ATTRACTIVE  as 
a  BYPASS  for  non  C.B.D.  trips,  assuming  that  various 
other  conditions  implicit  in  this  diagram  are  valid. 

The  principal  assumptions  illustrated  in  this  latter 
exhibit  are  that  the  two  heaviest  movements  on  the 
S.W.  -  N.E.  axis,  (one  oriented  toward  Regent  and 
Kathleen  Streets;  the  other  oriented  generally 
toward  Edmund  Street,  Howey  Drive  and  the  Kingsway) 
can  be  accommodated  beyond  the  confines  of  the  down¬ 
town  area,  or  on  routes  operating  independently  from 
the  downtown  circulatory  system. 
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6.8  ASSIGNMENT  OF  1985  TRIPS  TO  THE  EXISTING  STREET  SYSTEM 


While  the  various  desire  line  diagrams  presented  in 
this  chapter  serve  to  indicate  the  main  orientation 
of  trips  throughout  the  City  of  Sudbury  for  the  years 
1963  and  1985,  specific  conclusions  regarding  street 
deficiencies  can  only  be  derived  when  these  traffic 
volumes  are  related  to  the  capacity  of  the  available 
routes ,i.e.  by  assignment  of  traffic  to  the  street 
system  and  analysis  of  volume/capacity  ratios. 

In  the  exhibit  6.H  the  existing  street  system  is 
represented  as  a  "capacity  plan",  with  the  width  of 
each  section  of  street  being  drawn  to  represent  the 
calculated  1963  street  capacity.  An  assignment  of 
1985  traffic  volumes  has  been  made  to  the  existing 
street  network,  and  these  are  indicated  by  the  red 
overlay. 

The  assignment  process  used  here  was  the  "all  or 
nothing"  technique,  so  called  because  all  trips 
between  a  given  pair  of  origin  and  destination  zones 
are  loaded  onto  the  shortest  available  route  between 
the  zones.  No  traffic  is  assigned  to  alternate 
route  and  no  regard  is  given  to  the  apparent  over¬ 
loading  and  resulting  capacity  restraints  which  may 
occur  along  the  so  called  shortest  route.  This 
technique  appears  suitable  in  this  case  to  demon¬ 
strate  the  substantial  excess  of  demand  occurring 
on  many  of  the  existing  streets,  and  it  is  quite 
apparent  from  the  exhibit  that  many  streets  would  be 
substantially  overloaded. 

6.9  CONCLUSIONS  AFFECTING  FUTURE  PLANNING 


Chapter  3  has  presented  the  results  of  various  sur¬ 
veys  which  indicate  the  characteristics  of  existing 
traffic, and  the  analyses  in  this  chapter  have 
demonstrated  the  trip  desires  for  the  years  1963  and 
1985,  together  with  the  future  effects  which  might 
result  from  the  imposition  of  1985  traffic  on  the 
present  street  system.  While  these  data  provide 
part  of  the  foundation  for  the  preparation  and 
evaluation  of  alternative  traffic  plans  ,  two  other 
bodies  of  data  must  be  set  forth  before  the 
transportation  planning  process  can  proceed. 

The  first  ingredient  vital  to  the  planning  process 
is:  "THE  DEFINITION  OF  GOALS  AND  OBJECTIVES": 
certain  of  these  are  set  out  in  the  Terms  of 
Reference  for  this  Study  (see  Section  2.2),  others 
appear  in  the  Major  Thoroughfares  Study  (1961)  by 
the  Sudbury  Planning  Board  and  still  others  have 
been  both  stated  and  assumed  in  various  parts  of 
this  report.  In  essence,  the  objectives  are  to 
prepare  a  transportation  plan  which  complements 
the  land  use  and  encourages  sound  economic  growth , 
while  providing  safe  and  efficient  movement  of 
persons  and  goods  throughout  the  area. 

The  other  necessary  ingredient  is  "THE  DEFINITION  OF 
STANDARDS  OF  SERVICE".  The  standards  set  out  by  the 
Technical  Coordinating  Committee  for  the  purposes 
of  this  Study  are  contained  mainly  in  Appendix 
Exhibits  A.G  (Sheet  4)  and  A.J.  These  standards 
refer  to  such  items  as  minimum  roadway  widths  for 
each  class  of  street,  design  speeds,  critical 
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horizontal  and  vertical  alignment  criteria  and  the 
calculated  capacity  to  be  ascribed  to  various  road¬ 
ways.  No  standard  for  accident  frequency  is 
presented  in  this  context,  because  it  is  generally 
assumed  that  every  effort  should  be  made  to 
eliminate  accidents  to  the  greatest  extent  that 
economic  considerations  will  permit. 

When  all  the  work  so  far  described  in  this  report 
is  analyzed  and  related  to  the  above  objectives 
and  standards ,  a  whole  series  of  problems  and 
requirements  emerge,  and  it  is  toward  the  solution 
and  satisfaction  of  these  that  the  subsequent 
Transportation  Plan  must  be  directed. 

6.9.1  Route  Capacity  and  other  Problems  between 
Downtown  and  the  North-East  Segment  of 
the  City 


The  existing  traffic  volumes  (Exhibit  3.D) 
indicate  that  some  33,000  vehicles  per  day 
use  the  three  routes :  Notre  Dame  Avenue 
to  La  Salle  Boulevard,  Kingsway  to  Barry- 
downe  Road  and  Kingsway  to  Falconbridge 
Highway.  1985  traffic  in  this  direction  is 
expected  to  amount  to  73,000  vehicles  per 
day  (Exhibit  6.H) ,  and  the  Composite  Desire 
Lines  (Exhibit  6.E)  show  that  the  major  axis 
of  this  movement  is  the  longer  diagonal  of 
the  quadrilateral  formed  by  Notre  Dame 
Avenue,  Barrydowne  Road,  La  Salle  Boulevard 
and  Kingsway. 

The  present  pavement  on  Notre  Dame  Avenue 
is  somewhat  restricted  in  width  (36  feet) , 
and  the  concentrated  frontage  development 
north  of  Kathleen  Street  makes  it  difficult 
to  achieve  even  an  effective  2  lane  capa¬ 
city  (7,550  vehicles/day) .  Kingsway,  at 
the  time  of  the  Study,  was  2  lanes  wide, 
but  it  has  now  been  widened  to  4  lanes 
(capacity  15,100  vehicles).  Both  streets 
are  currently  carrying  substantially  more 
than  their  theoretical  capacities  by  virtue 
of  fortuitous  circumstances  (preferential 
signal  timing  on  Notre  Dame  Avenue,  absence 
of  major  intersections  on  Kingsway) ,  but 
even  if  these  favourable  conditions  could 
be  retained  and  maximum  physical  improve¬ 
ments  made  to  both  routes,  they  could  not 
adequately  handle  future  volumes.  Hence, 
additional  measure;  i.e.  one  or  more 
relief  routes,  will  be  required. 

6.9.2  Physical  Intersection  and  Alignment  Problems 
South  and  West  of  Downtown 


The  most  urgent  problem  in  this  area  is  the 
very  difficult  and  intricate  railway  cross¬ 
ing  and  intersection  problem  existing  at 
the  intersection  of  Regent  Street  and  Lome 
Street.  In  addition  to  the  four  major 
approaches  to  the  area,  Riverside  Drive, 
Ontario  Street  and  Haig  Street  intersect  at 
various  oblique  angles  with  the  major 
streets,  creating  an  operational  and  control 
problem  which  is  practically  insoluble 
except  by  the  introduction  of  subways  or 
overpass  structures  combined  with  street 
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closures  and  general  physical  rearrangement. 

The  volume  of  15,700  vehicles/day  on  Lome  Street 
east  of  the  intersection  would  undoubtedly  be  far 
higher  but  for  the  capacity  limitations  imposed 
by  the  intersection.  In  practice,  substantial 
volumes  of  traffic  are  now  using  minor  streets 
including  Ontario  Street,  Riverside  Drive,  Cross 
Street  and  Perreault  Street  to  detour  around  the 
problem  intersection,  and  filter  through  a  resi¬ 
dential  area  to  approach  downtown  via  Brady 
Street.  Lome  Street  and  Brady  Street  presently 
carry  some  27,000  vehicles  daily  to  and  from  the 
downtown  area  and  the  volume  will  increase  to 
45,000  vehicles/day  by  1985.  While  these  two 
streets  can  theoretically  each  provide  4  lanes 
of  capacity  (15,100  vehicles/day),  their  total 
capacity  is  effectively  reduced  by  the  difficult 
intersection  conditions. 

Solution  of  the  intersection  problem,  increased 
capacity,  and  provisions  for  re-routing  at  least 
some  of  the  "less  essential"  traffic  are 
required  in  this  area. 

6.9.3  Access  and  Circulation  Capacity  Problems 
related  to  the  Central  Business  District 

Downtown  has  problems  which  result  from  two 
conditions : 

the  radial  route  characteristics  of  the 

area  street  system 

the  topographical  and  railway  barriers 

around  downtown 

The  radial  route  system  tends  to  funnel  vehicles 
through  the  downtown  area.  29,000  trips/day 
enter  via  Lloyd  Street  and  Notre  Dame  Avenue, 
and  a  further  26,000  enter  via  Elm  and  Brady 
Streets.  These  figures  are  expected  to  be 
65,000  and  45,000  respectively  by  1985.  The 
connections  across  Downtown  (Elm  Street,  Lisgar 
Street,  Minto  Street  etc.)  are  not  well  placed 
to  accommodate  these  volumes.  Interaction 
between  heavy  traffic  volumes  and  downtown 
business  uses  as  detrimental  effects  upon  both, 
and  every  effort  should  be  made  to  re-route  as 
many  as  possible  of  the  "non  C.B.D."  trips. 

The  barriers  surrounding  downtown  severely 
limit  the  number  of  points  of  entry,  as  shown 
in  Exhibit  4.B,  and  it  should  be  a  requirement 
of  future  plans  to  increase  the  number  of  entry 
points  -  particularly  from  the  south  and  east  - 
while  at  the  same  time  developing  effective 
"distributor"  roads  around  the  Central  Business 
District . 

6.9.4  Diverse  Problems  m  all  Parts  of  the  City 

Many  specific  problems  are  referred  to  in  the 
tabulation  of  Major  Route  Characteristics 
(Exhibit  A.H)  and  others  are  indicated  by  the 
capacity  calculations  in  Exhibit  A.G. 
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The  solution  to  some  of  these  is  implied  by 
the  statements  made  (e.g.  reference  to  poor 
horizontal  or  vertical  alignment  on  a  section 
would  indicate  that  any  work  in  this  area 
should  include  realignment  to  bring  it  closer 
to  the  established  standards).  In  addition, 
the  imposition  of  1985  traffic  volumes  will 
result  in  further  capacity  deficiencies  on 
many  routes.  The  major  physical  improvements 
required  throughout  the  area  will  form  part 
of  the  transportation  plan  and  construction 
program  to  be  developed  later  in  this  report/ 
but  there  are  various  minor  problems  referred 
to  in  Exhibit  A.H  which  can  and  should  be 
dealt  with  by  the  City  Engineering  Department 
as  part  of  their  routine  operations. 

**************** 

It  seems  appropriate  at  this  point  to  interject  a 
cautionary  note.  The  plans  and  programs  which  will 
be  developed  and  discussed  in  succeeding  chapters 
will  be  generally  formulated  to  meet  the  requirements 
of  the  system  as  indicated  by  the  above  mentioned 
analyses.  Detailed  FUNCTIONAL  DESIGN  will  NOT, 
however,  be  part  of  this  report.  That  is,  when 
details  of  a  project  are  developed  for  the  purposes  of 
this  report, an  alignment  will  be  chosen  and  studied 
to  determine  whether  the  project  is  feasible  from 
the  engineering  viewpoint,  to  show  that  it  can 
generally  meet  the  standards  cited  above  and  to 
prepare  a  preliminary  cost  estimate.  The  detailed 
positioning  of  the  project  on  the  ground,  the  design 
of  geometric  features  and  intersections,  the  designa¬ 
tion  of  property  requirements  etc.  as  they  relate  to 
a  specific  project  will  NOT  form  part  of  the  present 
Study,  but  will  be  the  subject  of  preliminary  engineer¬ 
ing  studies  which  can  proceed  only  when  the  general 
concepts  have  received  approval.  When  authorization 
is  given  to  proceed  with  the  design  and  construction 
of  a  facility  to  perform  a  specified  function  within 
the  overall  plan  framework ,,  then  all  the  necessary 
detailed  considerations  relating  to  that  facility 
will  be  subject  to  a  thorough  review. 
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CHAPTER  7 


EVALUATION  OF  PREVIOUS  PROPOSALS 


7.1  FIRST  SELECTION  OF  NEW  ROUTES 

The  data  and  analyses  presented  in  the  first  six 
chapters  of  this  report  have  demonstrated  that 
there  are  a  variety  of  deficiencies  in  the  exist¬ 
ing  street  system, and  that  the  future  growth  of 
traffic  will  accentuate  and  aggravate  current 
problems  and  create  a  number  of  new  ones.  Many 
problems  can  be  alleviated  by  physical ; i . e. opera¬ 
tional  improvements  to  existing  routes,  widening, 
intersection  improvements,  more  sophisticated 
signal  controls  etc.  However, any  attempt  to  accom¬ 
modate  the  total  future  traffic  demands  on 
existing  streets  alone  would  be  highly  costly, and 
distructive  of  existing  buildings  and  property  to 
the  point  of  impracticality .  Even  with  every 
possible  improvement,  it  is  quite  likely  that 
basic  deficiencies  in  the  layout  of  the  street 
system  would  continue  to  render  it  incapable  of 
handling  the  total  1985  traffic  volumes, and  for 
this  reason, every  effort  must  be  made  to  discover 
new  routes  which  could  be  developed  to  integrate 
with  the  existing  street  system  and  provide  relief 
to  problem  areas. 

A  number  of  new  route  proposals  have  been  put 
forward  in  recent  years  in  the  Major  Thorough¬ 
fares  Studies  and  Plan,  in  the  Sudbury  Official 
Plan  and  in  other  documents  listed  in  Chapter  2, 
Section  2.5. 

Data  provided  by  the  various  traffic  surveys 
undertaken  in  connection  with  this  Transportation 
Study  have  indicated  approximately  where  new 
routes  might  be  warranted.  Using  the  traffic 
analyses  and  the  desire  line  diagrams,  a 
preliminary  selection  of  routes  was  made,  from 
previously  proposed  projects  (see  Exhibit  7. A). 

These  were  evaluated  in  terms  of  overall  engineer¬ 
ing  feasibility  and  traffic  carrying  capability. 
Where  appropriate,  it  was  assumed  that  all  zone- 
to-zone  movements  in  a  given  area  of  the  desire  line 
diagrams  could  be  assigned  to  the  selected  route  r 
to  give  a  gross  estimate  of  vehicles  served  by 
that  route.  For  routes  nearer  the  centre  of 
Sudbury,  the  selected  facilities  were  added  to  the 
link  diagram  representing  the  existing  street 
system  and  new  computer  assignments  were  made  of 
1985  traffic  to  the  modified  street  system.  This 
procedure  led  to  the  determination  of  (a) 
anticipated  traffic  volumes  on  the  new  routes, 
and  (b)  the  effectiveness  of  such  routes  in 
relieving  critical  portions  of  the  present  system. 

In  general,  NONE  of  the  new  routes  thus  tested 
were  found  to  be  wholly  effective  in  diverting 
traffic  from  overloaded  segments  of  the  street 
network.  This  is  not  to  say  that  they  would  not 
contribute  to  the  improvement  of  the  existing 
system,  but  rather  that  their  effects  would  not 
represent  the  optimum  obtainable,  in  terms  of 
traffic  service. 
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There  follows  a  very  brief  outline  of  the  prospec¬ 
tive  new  routes  studied  in  this  context.  While  these 
proposals  are  not  in  themselves  recommended  for  con¬ 
struction  as  part  of  the  Recommended  Transportation 
Plan,  certain  modifications  thereof  and  certain  other 
projects  serving  similar  functions  may  be  identified 
among  those  comprising  the  plan  described  in 
Chapter  8. 

7.2  CRITERIA  FOR  EVALUATION  OF  NEW  ROUTES 


While  every  effort  has  been  made  throughout  this 
study  to  recognize  and  give  full  weight  to  all 
possible  effects  of  new  route  proposals,  the  clear 
intent  of  the  terms  of  reference  is  to  seek  ways 
and  means  of  providing  for  EFFICIENT  MOVEMENT  OF 
VEHICULAR  TRAFFIC  throughout  the  area  for  the  coming 
20-year  period. 

Certain  of  the  proposals  studied  may  be  most  bene¬ 
ficial  in  a  planning  sense  or  for  aesthetic  purposes, 
in  that  they  provide  communication  or  access  in  areas 
where  these  are  necessary  or  desirable  (the  route  23C 
south  east  of  Ramsey  Lake  would  be  in  this  category) . 
Other  proposals  could  form  very  important  elements  of 
the  transportation  plan  over  a  longer  period  of  time 
(Route  11B  from  Clarabelle  to  La  Salle  Boulevard  and 
Route  22C  via  Ramsey  Creek  would  exemplify  this) . 

For  the  purposes  of  the  20-year  Transportation  Plan, 
however,  the  effectiveness  and  efficiency  of  a 
facility  as  a  traffic  carrier  were  deemed  to  be  the 
most  important  criteria.  It  is  on  this  basis  that 
projects  mentioned  in  this  chapter  have  been  dis¬ 
carded  from  the  plan,  but  it  should  be  continually 
emphasized  that  there  MAY  be  good  and  sufficient 
reason  for  these  to  form  part  of  land  use  or 
recreational  plans  both  during  and  beyond  the  20- 
year  period. 

7. 3  DISCUSSION  OF  DISCARDED  PROPOSALS 

ROUTE  3T  BRADY  STREET  EXTENSION 

From:  Brady/Drinkwater  (Exhibit  7. A 

To:  Kingsway/Bancrof t  Ref.  10E  7N) 

This  route  was  proposed  in  the  Highway  17  Connecting 
Link  report  (December  1959) :  it  would  serve  to 
relieve  Kingsway  between  Carleton  Street  and  Bancroft 
Drive.  Considerable  widening  of  the  Kingsway  between 
Bancroft  Drive  and  Falconbridge  Road  would  be 
required  to  complement  the  combined  capacity  of  the 
two  almost  parallel  routes  west  of  Bancroft  Drive, 
and  a  fairly  elaborate  interchange  would  be  required 
to  accommodate  the  various  movements  at  Bancroft 
Drive.  This  project  would  give  only  partial  relief 
to  the  Kingsway  route,  and  is  therefore  less  favour¬ 
able  than  projects  which  could  either  relieve 
Kingsway  over  a  greater  length  (e.g.  Route  2T-1 
discussed  in  Chapter  9) ,  or  offer  relief  to  the 
congested  connections  with  downtown  Sudbury  via 
Lloyd  and  Carleton  Streets,  (as  Route  IT- 3  of 
the  Recommended  Plan,  Chapter  8) . 
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EXHIBIT  7  A 


ROUTE  4A 


SOUTH-WEST  BYPASS 


From:  Hwy.  17/Kelley  Lake  Rd.  (Exhibit  7A 

To:  Hwy.  69/Paris  St.  Ref.  5E  IN) 

This  route  has  been  the  subject  of  discussion  over 
a  period  of  years ,  and  an  alignment  has  been 
studied  south  of  Kelley  Lake.  Such  a  routing 
would  serve  only  the  longer  distance  bypassable 
traffic  between  Highway  69  and  Highway  17,  amounting 
to  some  1,500  trips  per  day  in  1985,  and  conversely, 
would  serve  very  few  of  the  peak  daily  work  trips 
associated  with  MacFarlane  Lake,  Rheault,  Lockerby 
and  Copper  Cliff.  The  actual  relief  afforded  to 
other  vital  routes  in  the  Sudbury  Area  would  not 
be  significant,  and  the  trip  assignment  does  not 
warrant  a  high  construction  priority  within  the 
context  of  other  urban  roadway  requirements. 

Evidently,  this  route  would  not  make  a  major 
contribution  toward  meeting  the  needs  of  the  Sud¬ 
bury  urban  area.  Nevertheless,  within  the 
framework  of  the  PROVINCIAL  highway  network  serv¬ 
ing  the  region,  it  might  well  be  considered  as  a 
useful  bypass  route  for  traffic  not  wishing  to 
penetrate  the  urban  area.  For  example,  heavy 
trucks  (which, in  accordance  with  the  Recommended 
Plan  presented  in  Chapter  8,  would  otherwise  use 
McLeod  Street  to  travel  between  Highway  69  and 
Highway  17) ,  could  be  conveniently  rerouted  via 
such  a  bypass,  and  could  thus  benefit  from  a 
saving  of  travel  time. 

ROUTE  9B  NEW  ROUTE  VIA  FIR  STREET, 

LOUIS  STREET,  etc. 


From:  Frood/Lorne  (Exhibit  7A 

To:  Notre  Dame/Louis  Ref.  7E  7N) 

This  route  was  suggested  in  the  Urban  Renewal 
Study,  and  elsewhere.  It  could  be  a  most  useful 
route  around  the  north  side  of  the  downtown  area, 
but  traffic  assignments  show  that  a  well  aligned, 
4-lane  arterial  route  would  be  required.  Several 
factors  could  make  this  quite  difficult  and  costly 
to  develop:  the  improvement  of  the  existing 
Lome  Street  underpass  to  accommodate  4  lanes 
adequately  would  be  a  considerable  task  in  itself. 
In  addition,  a  horizontal  alignment  developed  to 
arterial  street  standards  would  probably  result 
in  damage  to  the  Sudbury  Star  building,  or  to  the 
Sudbury  Public  Library  (or  to  both) ,  to  say 
nothing  of  potential  demolition  and  property 
requirements  north  of  the  three  existing  churches. 
The  accommodation  of  traffic  movements  in  the 
vicinity  of  Mackenzie  Street,  Fir  Street,  Elgin 
Street  and  Hospital  Crescent  would  be  a  difficult 
matter  to  resolve,  and  very  little  relief  would  be 
afforded  those  problems  existing  at  the  Lome/ 
Frood/College  intersection,  unless  some  form  of 
grade-separated  interchange  could  be  provided. 

The  development  of  a  new  underpass  connection 
between  Pine  Street  and  Beech  Street  is  recommended 
in  Chapter  8  (Route  5B) .  This  would  seem  to  be  a 
superior  alternative,  in  that  such  a  route  would 
accommodate  east-west  movement  simply  and  expedi¬ 
tiously,  and  would  provide  major  connections  to 
north-south  routes  at  Lorne/Pine,  Elgin/Beech  and 
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and  Lisgar/Beech .  Furthermore,  the  development  of  an 
additional  underpass  of  the  C.P.Ro  between  Pine  and 
Beech  Streets  offers  some  prospect  of  relief  to  the 
existing  Lorne/Frood/College  intersection,  and  to  the 
grade  crossing  on  Elm  Street  West. 

ROUTE  11B  NEW  ROUTE 

From:  Clarabelle/Levack  Hwy.  (Exhibit  7A 

To:  Notre  Dame/La  Salle  Ref.  4E  9N) 

This  route  is  shown  in  the  Sudbury  Official  Plan.  It 
could  prove  to  be  a  most  useful  long-term  project,  and 
possibly  some  right-of-way  should  be  reserved.  Although 
it  would  serve  Levack,  Copper  Cliff,  New  Sudbury  and 
Garson,  traffic  assignments  indicate  a  volume  of  only 
2,600  vehicles  per  day  by  the  year  1985.  It  would, 
therefore,  seem  to  be  far  less  urgent  than  many  of 
the  other  projects  recommended.  Moreover,  this 
project  would  involve  some  3  miles  of  new  roadway, 
costing  between  $800,000  and  $1,000,000:  it  is  felt 
that  this  money  might  be  more  effectively  utilized  for 
other  projects  during  the  20-year  period  to  1985. 

ROUTE  22C  NEW  ROUTE  VIA  RAMSEY  CREEK 

From:  Lorne/Kelley  Lake  Rd.  (Exhibit  7A 

To:  Paris  St.  Ref.  5E  3N) 

This  route  appears  in  the  (1959)  Highway  17  Connecting 
Link  report  as  a  north-south  link  acting  in  conjunction 
with  Notre  Dame  Avenue.  1985  traffic  assignments  indi¬ 
cate  that  some  4,300  vehicles  per  day  would  use  this 
route,  but  that  no  significant  relief  of  traffic 
problems  on  Lome  Street,  York  Street,  Martindale 
Road,  Kelley  Lake  Road  etc.  would  be  provided.  Thus, 
it  cannot  be  recommended  as  part  of  the  present 
transportation  plan. 

ROUTE  23C  NEW  ROUTE  SOUTH-EAST  OF  LAKE  RAMSEY 

From:  Hwy.  69/Hunter  (Exhibit  7A 

To:  Hwy.  17/Moonlight  Ref.  10E  IN) 

This  route  was  included  as  an  outer  ring  road  in  the 
Official  Plan,  and  preliminary  appraisal  suggests  that 
some  roadway  in  this  area  would  be  a  valuable  asset  to 
the  Sudbury  Area  street  network.  Some  6  miles  of 
construction  or  reconstruction  would  be  involved,  while 
traffic  assignments  indicate  that  only  some  600  vehicles 
per  day  would  be  served.  The  development  of  a  scenic 
route  could  well  attract  additional  volumes  of  recrea¬ 
tional  trips,  however,  and  as  with  other  projects 
mentioned,  the  reservation  of  a  roadway  allowance,  and 
the  development  of  a  local  service  or  recreational 
route  might  prove  to  be  desirable  for  considerations 
other  than  traffic. 


************** 


It  seems  relevant  to  emphasize  one  again  that  the 
evaluation  of  all  project  proposals  has  been  carried 
out  on  the  basis  of  traffic  service  and  the  objective 
has  been  to  recommend  a  transportation  network  to  serve 
the  area  efficiently  with  particular  reference  to  peak 
hour  and  normal  weekday  trips.  The  rejection  of  the 
above-mentioned  projects  or  others  which  have  been  put 
forward  from  time  to  time,  is  not  intended  to  detract 
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from  their  merits  or  significance  for  purposes 
other  than  normal  daily  traffic  service.  Hence, 
some  of  these  at  least  should  certainly  remain 
as  part  of  the  Official  Plan,  to  indicate  the 
direction  of  development  beyond  the  period  of 
this  report. 

7.4  DEVELOPMENT  AND  ANALYSIS  OF  FURTHER  PROPOSALS 


The  above  evaluations  of  previous  proposals  were 
presented  to  the  Study  Technical  Coordinating 
Committee  and  discussed  at  some  length.  As  a 
result  of  the  Committee  meetings ,  it  was  decided 
to  proceed  with  the  development  and  analysis  of 
two  principal  alternative  schemes  towards  the 
definition  of  a  20-year  plan. 

One  of  these  schemes  (initially  designated 
Scheme  "A")  contained  a  proposal  to  extend 
Brady  Street  eastward  to  the  Falconbridge/Kingsway 
intersection.  After  considerable  analysis  and 
testing,  it  was  found  that  this  scheme  raised 
several  basic  problems  which  eventually  led  to 
its  rejection.  Discussions  of  some  of  the  major 
features  of  this  scheme  are  contained  in 
Chapter  9  "Alternatives  to  the  Recommended  Plan" . 

The  other  Scheme  (formerly  designated  Scheme  "B") 
included  the  new  route  from  Notre  Dame/Kathleen 
to  Barrydowne  Road.  This  scheme  was  analyzed 
and  tested  in  considerable  detail,  and  after 
careful  examination  and  further  development,  it 
became  the  basis  for  the  Recommended  Transporta¬ 
tion  Plan  presented  in  Chapter  8. 


83 


CO 


in*1  \ P 


Uj 

Qr 

o 


>- 

o 

CD 
-  H- 

<  GO 
UJ 

ce  ^ 

<  o 

>-  < 
QC  h- 
ID  QC 
QQ  o 
CD  Q- 
ID  GO 
GO  2: 
< 
QC 


UJ 

CD 


m 


CHAPTER  8 


THE  RECOMMENDED  TRANSPORTATION  PLAN 


8.1  PLAN  REQUIREMENTS 


Various  surveys  of  existing  traffic  conditions  have 
been  presented  and  discussed  in  Chapter  3. 

These  surveys  have  revealed  a  number  of  deficiencies 
in  the  existing  street  network,  including  locations 
with  high  accident  incidence,  intersections  where 
calculated  capacities  are  exceeded,  poor  alignment, 
awkward  at-grade  railway  crossings,  important  streets 
lacking  sidewalks  and  other  items  which  are  detri¬ 
mental  to  the  operation  of  the  Street  System.  While 
certain  of  these  problems  can  only  be  tackled  within 
the  framework  of  a  large  scale,  long  term  plan,  many 
of  the  items  referred  to,  once  they  have  been 
identified,  can  be  corrected  at  modest  expense 
within  the  context  of  operation  and  maintenance 
routines  of  regular  City  forces.  It  is  confidently 
expected  that  the  Roads  and  Traffic  Engineering 
Divisions  of  the  City  Engineer's  Department  will 
competently  deal  with  these  matters  without  the  need 
for  any  further  mention  in  this  report  and,  indeed, 
it  is  more  than  likely  that  some  of  the  items  have 
already  received  attention  during  the  period  between 
the  date  of  the  surveys  and  the  publication  of  this 
report. 

Some  of  the  deficiencies  referred  to  in  Chapter  3 
have  deeper  significance,  however,  because  they 
can  only  be  satisfactorily  eliminated  within  the 
framework  of  a  comprehensive,  long  range  plan. 

In  addition,  the  traffic  forecasts  presented  in 
Chapter  6  indicate  that  there  will  be  future 
problems  which  can  only  be  solved  within  the  con¬ 
text  of  an  integrated  program.  It  is  these  larger 
scale  proposals  that  will  be  the  major  concern  of 
this  report,  and  such  items  as  signal  re-timing, 
minor  regrading,  detailed  intersectional  layouts 
and  sidewalk  reconstruction  plans  will  only  be 
included  in  the  work  descriptions  and  cost  esti¬ 
mates  incidentally,  where  they  form  a  part  of  the 
plan  for  a  route  in  the  future  major  street  system. 

The  plan  for  the  major  street  system  has  been  con¬ 
ceived  to  provide  solutions  for  the  major  existing 
and  forecast  problems,  including  those  dealing  with: 

Route  capacity  north-eastward  from  downtown 
towards  the  New  Sudbury  area 

Intersection  and  route  capacity  in  the  south 
west  portion  of  the  City,  particularly  around 
the  Lorne-Regent  intersection 

Circulation  and  access  capacity  in  and  around 
downtown,  particularly  the  provision  of 
distributor  and  bypass  routes. 
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8.2  INTEGRATION  OF  ROUTE  PROPOSALS 


The  projects  discussed  later  in  this  chapter  and  shown 
on  the  accompanying  exhibits  represent  a  comprehensive 
20-year  plan  to  serve  vehicular  traffic  needs  in  Sud¬ 
bury.  It  must  be  very  strongly  emphasized  that,  while 
each  of  the  projects  shown  has  merit  in  itself,  this 
plan  is  essentially  a  series  of  INTERDEPENDENT 
facilities,  wherein  each  makes  an  integral  contribu¬ 
tion  to  the  system. 

The  projects  shown  have  been  evaluated  on  a  CONCEPTUAL 
basis:  that  is,  the  need  for  a  given  project  as  part 

of  the  whole  system  has  been  determined,  and  any  basic 
change  in  the  plan  (particularly  the  omission  or  the 
insertion  of  a  route)  should  be  thoroughly  evaluated 
to  determine  the  repercussions  upon  all  other  elements 
of  the  proposed  system,  before  the  plan  is  changed. 

The  projects  have  NOT  been  subjected  to  complete 
FUNCTIONAL  DESIGN.  The  precise  location  of  a  given 
project  has  not  been  finally  determined,  and  hence, 
there  is  scope  for  analysis  of  alternative  alignments 
or  revisions  to  the  details  of  a  given  route  prior  to 
final  engineering  design.  It  must  be  emphasized  that 
any  alternatives  which  may  be  examined  at  the 
functional  design  stage  should  serve  a  similar  traffic 
function  to  the  currently  proposed  project,  and  should 
make  the  same  basic  connections.  Any  changes  which 
might  be  made  in  the  specific  service  of  a  facility 
should  be  evaluated  and  tested  within  the  context  of 
overall  NETWORK  function. 

Only  when  the  CONCEPTUAL  PLAN  for  the  WHOLE  STREET 
SYSTEM  has  been  approved  and  adopted  can  FUNCTIONAL 
DESIGN  for  one  or  more  SPECIFIED  ROUTES  or  projects 
be  carried  out.  In  the  functional  design  phase 
alternate  routings  and  detailed  property  requirements 
would  be  examined  and  costs  estimated,  in  preparation 
for  actual  construction. 

8 . 3  RELATIONSHIP  WITH  OTHER  CONSTRUCTION  PLANS 

The  project  descriptions  and  cost  estimates  in  this 
report  are  generally  concerned  with  the  factors  of 
right-of-way,  pavement,  curbs  etc.  as  required  to 
provide  vehicular  service. 

In  certain  cases  where  it  is  especially  relevant,  the 
costs  of  ancillary  works,  particularly  the  provision 
of  adequate  culverts  and  sidewalks,  are  included. 

There  are,  however,  a  number  of  other  related  policies 
and  construction  programs  which  should  be  integrated 
with  the  transportation  plan.  One  such  major  program 
is  the  provision  of  adequate  storm  sewers  throughout 
the  area.  The  layout  and  estimated  costs  of  these  are 
contained  in  the  "Storm  Drainage  Report  for  the  City 
of  Sudbury" ,  and  it  is  assumed  that  storm  sewers  will 
be  developed  concurrently  with  roadways  in  order  to 
take  advantage  of  any  construction  and  cost  benefits 
accruing  from  their  proper  integration. 
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As  well  as  roadway  construction,  sidewalks,  storm 
sewers,  street  lighting,  and  intersection  signaliza- 
tion  which  would  proceed  concurrently  with  the 
transportation  plan,  there  are  a  number  of  policies 
that  should  also  be  pursued  simultaneously.  In 
particular,  the  control  of  access  to  major  arterial 
streets  should  be  carefully  regulated  as  suggested 
for  Notre  Dame  Avenue  in  Section  3.4.  Within  the 
context  of  zoning  bylaws  and  other  regulatory  powers, 
the  City  should  control  the  number  of  accesses  and 
driveways  that  connect  with  an  arterial  street, 
specify  minimum  driveway  design  standards,  and  ensure 
that  facilities  for  car  washing  and  parking  have 
adequate  entrance  and  exit  capacities. 

8 . 4  ELEMENTS  OF  THE  RECOMMENDED  PLAN 

The  following  descriptions  listed  in  sequence,  accord¬ 
ing  to  Route  and  Section  Numbers,  briefly  outline  the 
proposals  included  in  the  Recommended  Transportation 
Plan  for  the  20-year  period  1965  to  1985. 

Exhibit  8. A  shows  the  proposals  which  constitute  the 
Recommended  Plan,  and  the  same  information  is  presen¬ 
ted  at  a  larger  scale  on  the  Exhibit  O.A  to  be  found 
in  the  pocket  at  the  back  of  this  report. 

Exhibit  8.B  shows  the  traffic  volumes  assigned  to 
the  recommended  routes  and  provides  a  comparison  with 
the  future  daily  route  capacities.  Exhibits  8.C  to 
8.L  show  portions  of  the  recommended  plan  in  greater 
detail. 

**************** 


SECTION  IT- 1  LORNE  STREET  -  BRADY  STREET 

From:  Horobin  St.  (Exhibits  8.0,8.C,8.G 

To:  Douglas  St.  Grid  Ref.  7E  5N) 

Both  the  north-south  route  (Regent/Lorne)  and  the 
east-west  route  (Lorne/Brady )  should  be  separated 
from  the  C.P.R.  tracks  and  from  one  another.  The 
recommended  plan  (Exhibit  8.G)  provides  for  all  inter¬ 
change  movements  except  the  northbound  to  westbound 
and  the  eastbound  to  southbound,  which  would  use 
McLeod  Street.  Two  major  structures  are  proposed  to 
take  Lorne/Brady  and  Regent/Lorne  respectively  over 
and  under  the  C.P.R. ,  and  interchange  movements  would 
require  two  additional  structures.  Extensive  revisions 
to  the  existing  street  pattern  would  also  be  required 
as  well  as  the  relocation  of  Junction  Creek  and  the 
construction  of  two  culverts  west  of  this  project. 

Lome  Street  would  be  developed  to  6  lanes,  and  4  of 
these  would  be  carried  over  the  structure  and 
continued  as  a  controlled  access  facility,  to  meet 
the  existing  4-l.ane  section  of  Brady  Street.  South 
of  the  project,  Regent  Street  would  be  developed  to 
6  lanes ,  and  4  of  these  would  be  carried  northward 
under  the  structures  to  Lome  Street  and  the  proposed 
Alder/Kathleen  Route. 
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EXHIBIT  8  •  G 


SECTION  IT-2 


BRADY  STREET 


From:  Douglas  St.  (Exhibits  8.D,8.H 

To:  Drinkwater  St.  Grid  Ref.  8E  6N) 

The  existing  Brady  Street  Throughway  will  require 
some  improvement,  including  the  provision  of  a 
median.  Present  connections  at  Grey  Street  and 
Minto  Street  should  be  deleted,  while  both  right- 
of-way  and  pavement  should  be  widened  between 
the  existing  C.P.R.  underpass  and  Drinkwater 
Street,  to  provide  a  fully  controlled  access 
facility . 

An  off-ramp  should  be  provided  for  eastbound  to 
northbound  movements  from  Brady  to  Elgin  Street. 
Eastbound-northbound  and  eastbound-southbound 
off  movements,  and  southbound-westbound  and 
northbound-westbound  on  movements  would  be 
accommodated  at  the  Brady/Dnnkwater  interchange. 
Movements  between  Drinkwater  Street  and  points 
eastward  would  not  be  provided  for  at  this  loca¬ 
tion  because  inherent  capacity  and  property 
restrictions  make  additional  interchange  move¬ 
ments  impractical.  Thus,  trips  from  Paris  Street 
and  downtown  Sudbury  destined  eastward,  together 
with  trips  from  the  east  to  these  locations  would 
use  Lloyd  Street. 

SECTION  IT- 3  BRADY  STREET  EXTENSION 


From  Drinkwater  St.  (Exhibits  8.D,8.J 

To:  Kingsway/Argyle  Grid  Ref.  9E  6N) 

From  the  Brady /Drinkwater  interchange  it  is 
proposed  to  project  Brady  Street  north-eastward 
as  a  4-lane  facility  to  meet  Kingsway  at  Argyle 
Street,  thus  helping  to  relieve  the  downtown 
circulation  system  by  providing  an  independent 
route  for  through  trips.  Alternative  routes, 
eastward  from  the  Brady /Drinkwater  interchange, 
to  meet  the  Kingsway  at  Bancroft  Drive  or  at 
Falconbridge  Road  are  discussed  as  Sections  3T-1 
and  2T-1  in  Chapters  7  and  9  respectively. 


**************** 

SECTION  1A-1  HIGHWAY  17 ,  LORNE  STREET  SOUTH 

From:  W.  City  Limits  (Exhibit  8. A 

To:  Kelley  Lake  Rd.  Grid  Ref.  3E  4N) 

The  existing  4-lane  pavement  should  be  maintained 
with  resurfacing  or  minor  improvements  as  and 
when  required. 

SECTION  1A-2/4  LORNE  STREET  SOUTH 

From:  Kelley  Lake  Rd.  (Exhibits  8.A,8.C 

To:  Horobin  St.  Grid  Ref.  5E  4N) 

This  section  will  require  widening  to  6  lanes,  and 
the  existing  roadway  will  need  reconstruction 
within  the  20-year  period.  The  timing  of  the 
widening  will  depend  on  the  growth  of  traffic,  and 
will  be  considerably  affected  by  any  re-use  or 
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redevelopment  of  the  C.P.R,  lands  fronting  the 
street:  it  has  been  assumed  that  some  land  for 

street  widening  will  be  available  from  the  C.P.R. 
The  existing  Martindale  Road  at-grade  crossing  of 
the  C.P.R.  tracks  has  a  poor  angle  of  approach  at 
Lome  Street , which  combines  with  difficult 
signalized  intersections  at  Lorne/'Martindale  and 
Ontario/Mar tmdale , and  results  in  a  high  accident 
frequency  and  excessive  delays.  It  is  proposed 
that  this  at-grade  crossing  be  closed, and  that 
two  alternative  crossings  be  developed  to 
connect  the  realigned  Martindale  Road  and  the 
improved  McLeod  Street  with  the  Lorne/Gutcher 
and  Lorne/Byng  intersections  respectively. 

SECTION  1A-5/6  LORNE  STREET  SOUTH: 

BRADY  STREET  EXTENSION 

From:  Horobin  St.  (Exhibits  8.0,8.C,8.G 
To:  Douglas  St.  Grid  Ref.  7E  5N) 

This  section  of  roadway  forms  part  of  the 
proposed  Regent/Lorne/Brady  interchange  described 
under  Section  IT-1. 

SECTION  1A-7  LORNE  STREET  SOUTH 

From:  Douglas  St.  (Exhibits  8.C,8.E 
To:  Alder  St.  Grid  Ref.  7E  6N) 

This  section  of  Lome  Street  would  become  part 
of  the  major  north-south  route  by  connecting 
with  Regent  Street  South  through  the  new  Lorne- 
Brady-Regent  interchange  IT-1.  6  lanes  would  be 

required  between  the  interchange  ramps  and  the 
Alder-Lorne  intersection,  and  it  has  been 
assumed  that  the  necessary  property  would  be 
acquired  on  the  north-west  side  of  Lome  Street, 
since  the  C.P.R.  property  may  not  be  available 
in  this  area.  Some  improvement  of  the  Lome/ 
Douglas  intersection  would  be  required,  and 
Hazel  Street  should  be  closed  west  of  the  new 
Lorne/Alder  route. 

SECTION  1A-8/10  LORNE  STREET  SOUTH 

From:  Alder  St.  (Exhibit  8.E 

To:  Elm  St.  W.  Grid  Ref.  7E  6N) 

Although  this  section  of  Lome  Street  will  per¬ 
form  a  less  vital  function  within  the  context 
of  the  future  street  network,  due  to  the 
provision  of  the  other  important  facilities  via 
Alder/Kathleen  and  Brady  Street,  it  will  be 
important  to  maintain  4-lane  capacity.  This 
will  involve  acquisition  of  property  in  the 
vicinity  of  Spruce  Street  for  the  improvement  of 
horizontal  alignment,  as  well  as  the  replacement 
of  existing  pavement  within  10-20  years. 
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SECTION  1A-11/13  ELM  STREET  WEST  AND  EAST 


From:  Lome  St„ 
To:  Lisgar  St. 


(Exhibits  8.D,8.E 
Grid  Ref.  8E  7N) 


The  precise  function  and  status  of  this  route  wiii 
depend  upon  the  circulatory  system  adopted  for  the 
downtown  area.  With  the  proper  development  of 
various  other  proposals  , it  may  be  feasible  to 
reduce  traffic  on  this  section  of  roadway  or  to 
close  it  completely  to  traffic. 

The  very  built-up  nature  of  this  section  tends  to 
preclude  substantial  improvements  of  its  traffic 
carrying  capabilities  * 

To  some  extent , the  proposed  development  of  the 
Pine-Beech  connection  and  the  improvement  of  the 
Brady  Street  Throughway  should  reduce  the  impor¬ 
tance  of  Elm  Street  and  provide  relief  from  the 
present  heavy  traffic  volumes. 

SECTION  1A-14/16  ELM  STREET  EAST  , LLOYD  STREET 

From:  Lisgar  St.  (Exhibit  8.D 

To:  Carleton  St.  Grid  Ref.  8E  7N) 

A  4-lane  cross-section  will  be  required  on  this 
section  at  an  early  date,  with  appropriate 
improvements  in  horizontal  and  vertical  alignment 
over  the  hill  between  Young  and  Carleton  Streets. 

A  new  intersection  should  be  developed  with  the 
proposed  Drinkwater/Notre  Dame  Avenue  connection, 
and  some  widening  on  the  approaches  to  this 
intersection  as  well  as  at  the  Lisgar/Elm  and 
Lloyd/Carleton  intersections  should  be  provided. 

The  Pearl/Eim  intersection  poses  a  most  difficult 
situation  which  may  hamper  the  proper  development 
of  Elm  Street.  It  is  recommended  that  some  other 
connection  to  Pearl  Street  be  developed  to  permit 
its  closure  north  of  Elm. 

Depending  upon  the  rate  of  growth  of  downtown, 
and  upon  the  effect  of  other  routes,  it  is  likely 
that  6  lanes  will  be  required  toward  the  end  of 
the  20-year  planning  period. 

SECTION  1A-17  LLOYD  STREET  -  KINGSWAY 

From:  Carleton  St.  (Exhibits  8.D,8.J 

To:  Argyle  St.  Grid  Ref.  9E  7N) 

This  section  should  be  widened  to  4  lanes  prior 
to,  or  in  conjunction  with,  the  construction  of 
the  Lloyd/Brady/Kmgsway  interchange  (IT-3)  , 
with  additional  widening  at  the  Lloyd/Carleton 
intersection . 
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SECTION  1A-18 


KINGSWAY 


From:  Argyle  St, 

To:  Old  City  Limits 


(Exhibit  8. A 
Grid  Ref.  9E  7N) 


The  widening  of  this  section  to  4  lanes 
will  be  required  at  an  early  date;  certainly 
not  later  than  the  construction  of  the  Lloyd/ 
Brady/Kingsway  interchange  IT-3.  Further 
widening  to  6  lanes  will  be  required  before  the 
end  of  the  20-year  planning  period,  and  this  will 
involve  considerable  property  acquisition  on  one 
side  of  the  street.  In  order  to  prepare  cost 
estimates,  it  has  been  assumed  that  property  will 
be  acquired  on  the  south  side  of  the  roadway. 

SECTION  1A-19/21  KINGS WAY 

From:  Old  City  Limits  (Exhibit  8. A 
To:  Falconbridge  Rd.  Grid  Ref.  HE  8N) 

This  section  has  recently  been  improved  to 
4  lanes,  and  will  require  further  widening  to 
6  lanes  during  the  next  20  years.  The  schedul¬ 
ing  of  this  additional  widening  will  depend 
upon  traffic  growth  and  upon  the  construction  of 
various  other  facilities.  Some  improvement  to 
the  Bancrof t/Kingsway  intersection  will  also  be 
necessary „ 

SECTION  1A-22/25  KINGSWAY 

From:  Falconbridge  Rd.  (Exhibit  8. A 
To:  Moonlight  Ave.  Grid  Ref.  15E  7N) 

4  lanes  will  be  required  on  this  section  within 
the  next  15  to  20  years,  with  appropriate 
additional  widening  in  advance  of  the  Kingsway/ 
Falconbridge  intersection.  Some  improvement  of 
the  Second  Avenue  approach  to  the  Kingsway  is 
required,  and  this  could  be  achieved  by  the 
realignment  of  Second  Avenue  for  an  improved 
angle  of  intersection.  In  the  event  that  the 
alternate  plan  (incorporating  Route  2T-1  or  some 
similar  facility)  is  adopted,  then  the  Kingsway/ 
Second  Avenue  intersection  should  be  relocated 
some  1,000  feet  to  the  east  of  Falconbridge  Road, to 
avoid  a  complicated  5-legged  situation. 

SECTION  1A-26/27  KINGSWAY , HIGHWAY  17 

From:  Moonlight  Ave.  (Exhibit  8. A 

To:  E.  City  Limits  Grid  Ref.  17E  7N) 

Highway  17  east  of  Moonlight  Avenue  and  beyond 
the  City  will  require  widening  to  4  lanes  before 
the  end  of  the  planning  period.  Any  construction 
between  Moonlight  Avenue  and  the  City  Boundary 
should  only  proceed,  however,  when  widening  of 
the  highway  is  undertaken  to  Coniston  or  beyond. 


***************** 
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SECTION  2A-1 


HIGHWAY  69, REGENT  STREET  SOUTH 


From:  S „  City  Limits 
To:  Paris  Street 


(Exhibit  8oA 
Grid  Ref.  7E  IN) 


The  impact:  of  Highway  traffic  combined  with  that 
from  the  residential  and  commercial  developments 
around  Loach's  Road  and  McFarlane  Lake  will  make 
four  traffic  lanes  necessary  within  10  to  15 
years.  Considerable  improvement  of  the  Highway 
69/Algonquin/Loach ! s  intersection  will  be 
required  also:  such  improvement  should  include 
further  widening  for  turning  lanes,  channelizing 
islands,  easing  of  approach  grades  and  signaliza- 
tion . 

SECTION  2A-2/3  REGENT  STREET  SOUTH 

From:  Paris  St.  (Exhibit  8. A 

To:  Walford  Rd.  Grid  Ref.  6E  2N) 

Considerable  improvement  of  the  Paris/Regent 
intersection  is  required:  this  should  include 
widening  of  approaches  and  further  channelization 
within  the  intersection.  Improvement  at  Bouchard/ 
Regent  should  include  rock  removal  and  curbed 
corner  radii  in  order  to  gain  improved  sight  dis¬ 
tance.  Improvements  at  Waif ord/Martindale/Regent 
will  include  property  acquisition  to  allow  for 
relocation  of  the  intersection  northward  and 
achieve  better  horizontal  and  vertical  alignments. 
This  roadway  should  be  brought  to  4-lane  arterial 
standard  with  curbs,  gutters  and  sidewalk  as  soon 
as  practicable. 

SECTION  2 A- 4  REGENT  STREET  SOUTH 


(Exhibits  8.A,8.C 
Grid  Ref.  7E  3N) 


From:  Walford  Rd 
To:  York  St. 


It  is  understood  that  this  section  will  be 
improved  to  4-lane  arterial  standards  during 
1965.  It  has,  therefore,  been  omitted  from 
present  considerations  although,  depending  upon 
traffic  growth  and  the  future  improvement  of  the 
Paris  Street  route,  it  is  anticipated  that 
6  lanes  will  be  warranted  before  the  end  of  the 
20-year  planning  period. 

SECTION  2A-5/6  REGENT  STREET  SOUTH 

From:  York  St.  (Exhibit  8.C 

To:  Wembley  Dr.  Grid  Ref,  7E.  4N) 

Six  lanes  will  be  required  on  this  section  of  road¬ 
way,  probably  within  the  next  10  years.  Property 
for  additional  right-of-way  will  be  needed  and  it 
is  proposed  that  this  should  be  acquired  on  the 
east  side  between  York  and  McLeod  Streets,  and  on 
the  west  side  between  McLeod  and  Wembley  Streets. 
Some  additional  widening  of  approaches  and  general 
intersection  improvement  will  be  required  at  York/ 
Regent  and  McLeod/Regent c 


**************** 
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SECTION  3A-1 


ONTARIO  STREET 


From:  Martindale  Rd.  (Exhibit  8.C 

To:  McLeod  St.  Grid  Ref.  6E  4N) 

With  the  proposed  closing  of  the  existing  C.P.R./ 
Martindale  Road  at-grade  crossing  (see 
Section  1A-2/4)  and  the  opening  of  a  new  railway 
crossing  at  McLeod/ Byng/Lorne ,  this  section  of 
Ontario  Street  will  revert  to  local  street 
classification , and  will  be  closed  immediately 
west  of  McLeod  Street. 

SECTION  3A-2  McLEOD  STREET 

From:  Ontario  St.  (Exhibit  8.C 

To:  Regent  St.  S.  Grid  Ref.  6E  5N) 

McLeod  Street  should  be  widened  to  46  feet  and 
improved  as  soon  as  possible.  It  is  proposed 
to  extend  McLeod  Street  westward,  with  an  at- 
grade  crossing  of  the  C.P.R.  tracks  to 
intersect  with  Lome  Street  (Section  1A-2/4) 
opposite  Byng  Street,  and  the  new  intersection 
would  require  approach  widening  and  signalization . 
With  the  construction  of  the  new  interchange  at 
Lorne/Regent/Brady ,  McLeod  Street  would  become 
the  main  route  for  northbound  to  westbound,  and 
eastbound  to  southbound  traffic  between 
Highway  69  and  Highway  17. 

In  the  event  that  a  decision  is  made  to  proceed 
with  the  South-West  Bypass  (New  Route  4A  dis¬ 
cussed  in  Chapter  7), then  an  estimated  1,500 
trips  per  day  would  be  diverted  from  McLeod 
Street  to  the  new  route  by  the  year  1985.  While 
the  benefit  from  this  transfer  of  trips  would 
be  significant , it  is  nevertheless  anticipated 
that  the  proposed  4-lane  capacity  of  McLeod 
Street  would  continue  to  be  utilized. 


************** 

SECTION  IB-1/2  HIGHWAY  544,LEVACK  ROAD 

From:  W.  City  Limits  (Exhibit  8. A 

To:  Clarabelle  Rd.  Grid  Ref.  2E  ION) 

It  is  anticipated  that  this  section  will  be 
maintained  at  its  present  width  until  such 
time  as  Highway  544  is  improved  and  widened 
beyond  the  City  Limits  to  a  4-lane  cross- 
section.  Such  widening  would  be  done  by 
the  Department  of  Highways ,  and  would  not 
likely  be  contemplated  until  development 
intensifies  in  the  Azilda-Levack  areas,  or 
until  traffic  volumes  on  the  new  route  connect¬ 
ing  to  Timmins  increases  substantially. 
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SECTION  1B-3/5 


LEVACK  ROAD 


From:  Clarabelle  Rd. 
To:  Fisher  Plant 


(Exhibit  8. A 
Grid  Ref.  3E  7N) 


This  portion  of  roadway  will  require  widening 
and  improvement  to  achieve  a  well-aligned 
48  ft.  wide  pavement  some  time  toward  the  end 
of  the  20-year  planning  period. 

The  existing  C.P.R,  underpass  structure  is  very 
poorly  aligned, with  poor  angles  of  approach, 
inadequate  sight  distances  and  only  12  feet  of 
headroom.  In  view  of  these  physical  deficien¬ 
cies,  an  early  replacement  with  an  adequate 
4  lane  structure  appears  desirable.  The  work 
to  be  done  on  this  section  of  roadway  would 
include  a  moderate  amount  of  rock  cut, 
ancillary  drainage  works  and  channel  improve¬ 
ments  . 

SECTION  IB- 6/9  LEVACK  ROAD  ,ELM  STREET  WEST 

From:  Fisher  Plant  (Exhibit  8. A 

To:  Elm/'Albinson  Grid  Ref.  5E  6N) 

Two  alternative  projects  for  improving  the 
entry  of  Highway  No.  544  into  the  City  were 
explored.  The  recommended  project  involves 
the  construction  of  a  new  roadway  through  a 
rock  outcrop,  extending  the  existing  Elm  Street 
West  alignment  westerly  to  meet  the  Levack 
Highway.  This  project  would  affect  a  minimum 
of  property,  as  compared  with  the  alternative 
route  using  Spruce  Street. 

SECTION  IB- 10/11  ELM  STREET  WEST 

From:  Albinson  St.  (Exhibits  8. A,  8.E 

To:  Alder  St.  Grid  Ref.  6E  6N) 

This  section  of  Elm  Street  West  should  be 
improved  and  upgraded  to  permit  four  lanes 
of  moving  traffic  on  a  48  ft.  wide  pavement, 
with  adjustments  to  the  vertical  alignment 
where  necessary,  with  minor  improvements  to 
the  intersection  at  Regent  Street, and  with 
more  extensive  improvement  of  the  intersection 
at  the  proposed  north-south  route  via  Alder 
Street. 

SECTION  IB-12/13  ELM  STREET  WEST 

From:  Alder  St.  (Exhibit  8.E 

To:  Lome  St.  Grid  Ref.  7E  6N) 

This  section  should  be  maintained  and  improved 
to  accommodate  four  lanes  of  moving  traffic  on 
a  44  ft.  wide  pavement.  The  existing  parking 
meters  will  eventually  have  to  be  removed,  and 
the  Elm/Lorne  intersection  should  be  improved. 
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SECTION  IB-14 


LORNE  STREET  NORTH 


From:  Elm  St.  W.  (Exhibit  8.E 

To:  Frood  Rd.  Grid  Ref.  7E  7N) 

It  is  anticipated  that  this  section  will  continue 
to  provide  essential  service  in  the  north-south 
direction, connecting  with  College  Street.  The 
underpass  of  the  C.P.R.  will  require  widening  to 
accommodate  four  lanes  of  traffic.  With  the 
proposed  improvement  of  Pine  Street  and  its 
connection  to  Beech  Street  by  way  of  a  new 
underpass  at  the  C.P.R.  tracks,  the  Lorne/Pine 
intersection  will  undoubtedly  require  improve¬ 
ment.  The  Elm/Lorne  intersection  should  be 
improved  to  handle  existing  traffic  volumes, 
which  will  not  be  greatly  reduced  by  the  con¬ 
struction  of  the  various  new  proposals  suggested 
herein,  and  both  the  horizontal  and  vertical 
alignment  of  Lome  Street  should  be  improved. 


************** 

SECTION  2B-1/4  ELGIN  STREET  NORTH  AND  SOUTH 

From:  Beech  St.  (Exhibits  8.D,  8.E 

To:  Van  Horne/Minto  Grid  Ref.  8E  6N) 

The  status  of  this  section  is  difficult  to 
determine,  except  within  the  context  of  a  down¬ 
town  circulation  plan.  The  possibility  of 
developing  a  new  connection  by  extending  Frood 
Road  to  meet  Elgin  Street  near  Cedar  Street 
should  not  be  disregarded,  although  it  was 
NOT  found  to  be  essential  under  present  con¬ 
ditions.  In  any  case,  this  street  should  be 
maintained  as  a  four  lane  facility  with  such 
general  improvements  as  appear  warranted  or 
feasible . 

SECTION  2B-5/6  ELGIN  STREET  SOUTH 


From:  Van  Horne/Minto  (Exhibits  8.D,  8.K 

To:  Nelson/Lourdes/  Grid  Ref.  8E  6N) 

Morris 

The  importance  of  this  section  will  decrease 
when  the  proposed  overpass  of  the  C.P.R. 
yards  joining  Drinkwater  Street  and  Pans 
Street  is  constructed.  It  is  recommended  that 
Elgin  Street  be  depressed  to  underpass  the  new 
facility,  and  that  it  be  developed  and  main¬ 
tained  as  a  4-lane  roadway  44  ft.  in  width. 

It  is  assumed  that  the  existing  Nelson  Street 
bridge  will  continue  in  operation  to  serve  the 
needs  of  the  local  area,  and  that  a  certain 
amount  of  traffic  from  Howey  Drive  will  con¬ 
tinue  to  use  Elgin  Street. 
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SECTION  2B-7/12  MORRIS  STREET, HOWEY  DRIVE 

From:  Nelson/Lourdes/  (Exhibit  8. A 

Elgin  Grid  Ref.  10E  6N) 

To:  Bellevue  Ave . 

These  roadways  will  require  improvements  and 
widening  to  carry  four  lanes  of  traffic.  The 
sharp  corner  at  Howey  Drive  and  Bellevue  Ave. 
will  require  improvement; involving  property 
acquisition, 

SECTION  2B-13  BELLEVUE  AVENUE 

From:  Howey  Dr.  (Exhibit  8. A 

To:  Bancroft  Dr.  Grid  Ref.  12E  6N) 

This  section  should  be  improved  and  widened  to 
accommodate  four  lanes  of  traffic ,  and  the 
intersection  with  Bancroft  Drive  should  be 
redesigned  to  better  serve  major  traffic  move¬ 
ments  in  the  east-west  direction.  Greater 
definition  and  possibly  channelization  is 
needed.  Proper  accommodation  of  bus  stops  , and 
adjustments  to  horizontal  and  vertical  align¬ 
ments  should  be  included  in  the  improvement  scheme. 

SECTION  2B-14/15  BANCROFT  DRIVE 

From:  Bellevue  Ave.  (Exhibit  8. A 

To:  Second  Ave.  Grid  Ref.  13E  6N) 

This  section  will  eventually  require  widening 
to  accommodate  four  lanes  of  traffic. 

Consideration  should  be  given  to  minor  hori¬ 
zontal  alignment  improvements  when  pavement 
is  rebuilt. 

SECTION  2B-16/21  BANCROFT  DRIVE 

From:  Second  Ave.  (Exhibit  8. A 

To:  E.  City  Limits  Grid  Ref.  17E  5N) 

It  is  anticipated  chat  this  section  will  be 
maintained  and  upgraded  to  2-lane  arterial 
standards ,and  be  adequate  to  handle  traffic 
volumes  over  the  20-year  period. 


**************** 

SECTION  3B-1  FALCONBRIDGE  ROAD 


From:  Kingsway  (Exhibit  8. A 

To:  Churchill  Ave.  Grid  Ref.  13E  8N) 

This  section  of  roadway  requires  widening  to 
48  ft.  (4  lanes)  at  an  early  date.  Such 
widening  should  incorporate  additional  lanes 
and  channelization  approaching  Kingsway,  and 
additional  pavement  at  the  Churchill  Ave. 
intersection.  At  the  latter,  some  channeliza¬ 
tion  is  warranted,  to  protect  vehicles  waiting 
to  make  a  left  hand  turn.  The  approach  grade 
on  Churchill  Ave.  and  the  angle  of  approach 
should  also  be  improved. 
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SECTION  3B-2/5 


FALCONBRIDGE  ROAD 


From:  Churchill  Ave.  (Exhibit  8. A 

To:  La  Salle  Blvd.  Grid  Ref.  14E  9N) 

This  section  will  require  widening  and  improvement 
to  provide  four  lanes  of  traffic  in  10  to  15  years. 
Also,  some  additional  widening  approaching  the 
La  Salle  Blvd.  intersection  will  be  necessary. 

One  or  more  additional  collector  street  connec¬ 
tions  should  be  provided  between  Churchill  Ave. 
and  La  Salle  Blvd.  during  this  period. 

SECTION  3B-5/8  FALCONBRIDGE  ROAD,  HIGHWAY  541 

From:  La  Salle  Blvd.  (Exhibit  8. A 

To:  Maley  Dr.  (N.  City  Limits)  Grid  Ref.  15E  11N) 

This  section  will  require  widening  to  four  lanes 
before  the  end  of  the  planning  period.  Some 
additional  improvements  should  be  undertaken  at 
the  intersections  with  collector  streets , 
particularly  at  Carmello  Ave.  and  Madison  Ave. 

************* 

SECTION  4B-1/2  DURHAM  STREET 


From:  Elgin  St.  (Exhibits  8.D,8.E 

To:  Beech  St.  Grid  Ref.  8E  6N) 

The  status  of  this  section  will  depend  entirely 
upon  the  ultimate  plan  for  downtown  circulation. 

************* 

SECTION  5B-0  PINE  STREET 


From:  Alder  St.  (Exhibits  8.E,8.L,8.K 

To:  Lome  St.  Grid  Ref.  7E  7N) 

This  section  should  be  upgraded  to  provide  for 
4-lane  operation  by  widening  the  pavement  to 
46  feet  and  eliminating  curb  parking.  Inter¬ 
section  improvements  at  Alder  St.  and  Lome  St. 
should  also  be  undertaken.  This  work  should  be 
coordinated  with  the  provision  of  a  new  under¬ 
pass  connection  with  Beech  Street.  Pine  Street 
west  of  Alder  should  become  a  one-way  westbound 
street . 

SECTION  5B- 1  PINE  STREET,  BEECH  STREET 


From:  Lome  St.  (Exhibits  8.C,8.K 

To:  Notre  Dame  Ave.  Grid  Ref.  8E  7N) 

It  is  proposed  that  a  new  underpass  be  constructed 
to  connect  Pine  St.  with  Beech  St.  under  the 
C.P.R.  tracks  and  under  Frood  Road.  In  conjunction 
with  this  4-lane  facility,  Beech  St.  should  be 
provided  with  a  48  ft.  wide  pavement.  The  design 
of  intersections  on  this  section  should  be  reviewed 
within  the  context  of  a  downtown  circulation  plan. 


105 


SUDBURY  AREA 
TRANSPORTATION  STUDY 


PARIS -DRINKWATER  CONNECTION 

(11C-0/1) 


DILLON 
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EXHIBIT 


SECTION  5B-2/4 


NOTRE  DAME  AVENUE 


From:  Beech  St.  (Exhibit  8.F 

To:  Kathleen  St.  Grid  Ref.  8E  7N) 

It  is  recommended  that  Notre  Dame  Avenue  be 
widened  and  improved  at  an  early  date  to  provide 
for  six  lanes  of  traffic.  This  facility  will 
require  access  control  and  the  provision  of  turn¬ 
ing  lanes  and  a  median,  in  order  to  accommodate 
anticipated  traffic  volumes.  Additional  widening 
should  be  provided  on  approaches  to  the  major 
intersections  at  Beech/Notre  Dame  and  Notre  Dame/ 
Kathleen,  and  consideration  should  also  be  given 
to  the  construction  of  left  hand  turn  lanes 
where  collector  streets  meet  the  major  route. 

SECTION  5B-4/5  NOTRE  DAME  AVENUE 

From:  Kathleen  St.  (Exhibit  8.F 

To:  Wilma  St.  Grid  Ref.  8E  8N) 

Four  traffic  lanes  with  a  central  median  should 
be  provided  on  this  section, and  some  of  the  less 
important  side  streets  should  be  closed.  It  is 
recommended  that  intersection  improvements ,  with 
the  provision  of  left  hand  turn  lanes ,  be  made 
at  King  St. ,  at  Dell  St.  and  at  Wilma  St. ,  and 
that  approach  widening  should  be  provided  at 
Kathleen  St.  All  of  this  work  is  required  at  an 
early  stage. 

Every  effort  should  be  made  through  zoning  bylaws , 
agreements  or  other  means,  to  limit  the  number  of 
driveways  and  access  points  serving  fronting 
property  on  this  street.  Where  feasible,  access 
should  be  made  from  the  rear  of  buildings  and 
where  driveways  are  essential  their  layout  and 
geometric  characteristics  should  be  strictly 
controlled. 

SECTION  5B-6/7  NOTRE  DAME  AVENUE 

From:  Wilma  St.  (Exhibit  8. A 

To:  La  Salle  Blvd.  Grid  Ref.  9E  ION) 

This  section  has  recently  been  reconstructed  to 
provide  four  lanes  with  a  median,  and  it  is 
anticipated  that  this  will  be  adequate  for  the 
duration  of  the  planning  period.  However,  any 
substantial  increase  in  train  movements  at  the 
C.N.R.  crossing  might  require  the  provision  of 
a  grade  separation  immediately  north  of  Wilma 
Street. 

SECTION  5B-8/9  NOTRE  DAME  AVENUE,  HIGHWAY  69 

From:  La  Salle  Blvd.  (Exhibit  8. A 

To:  N.  City  Limits  Grid  Ref.  9E  11N) 

It  is  anticipated  that  this  highway  will  require 
widening  to  four  lanes  before  the  end  of  the 
planning  period.  The  widening  of  that  portion 
within  the  City  Limits  should  be  carried  out  to 
coincide  with  work  undertaken  beyond  the  City 
Limits . 


**x*x*xx***x****x 
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SECTION  6B-0 


FROOD  ROAD 


From:  Elgin  St. 
To:  Elm  St. 


(Exhibit  8.E 
Grid  Ref.  7E  6N) 


A  new  connection  between  the  south  end  of  Frood  Road 
and  Elgin  Street,  utilizing  the  C.P.R.  property,  should 
be  considered  whenever  the  necessary  land  becomes 
available.  No  urgent  need  for  this  project  was  deter¬ 
mined  within  the  context  of  the  transportation  study, 
but  it  could  nevertheless  form,  an  important  part  of 
the  ultimate  downtown  circulation  plan.  It  would  be 
of  particular  interest  if  some  redevelopment  were  to 
take  place  in  this  portion  of  the  downtown  area. 

SECTION  6B- 1  FROOD  ROAD 

From:  Elm  St.  (Exhibit  8.E 

To:  College  St.  Grid  Ref.  7E  7N) 

It  is  recommended  that  this  section  of  Frood  Road 
be  reconstructed  when  the  Pme/Beech  underpass  is 
built,  so  that  Frood  Road  is  grade  separated  from  the 
east-west  movement.  At  this  time,  some  improvement 
of  the  Frood/Elm  intersection  would  be  required  to 
permit  more  movements  at  this  location.  The  develop¬ 
ment  of  the  Pine/Beech  route, with  consequent  relief 
to  Elm  Street,  and  the  prospective  extension  of 
Frood  Road  south  of  Elm  Street  would  further  increase 
the  possibility,  and  indeed,  the  need  for  improvement 
of  the  Frood/Elm  intersection.  Improvements  at  the 
Lorne/Frood/College  intersection  should  also  be 
undertaken,  and  these  should  include  the  closing  of 
the  Fir  Street  approach  which  currently  causes 
conflicts . 

SECTION  6B-2/6  FROOD  ROAD 

From:  College  St.  (Exhibits  8.A,8.E 

To:  Frood  Mine  Grid  Ref.  7E  9N) 

Frood  Road  will  continue  to  be  an  important  route  and 
the  principal  connection  to  Frood  Mine.  As  such,  it 
should  be  maintained  and  upgraded  by  means  of  inter¬ 
section  improvements.  The  Alder/Kathleen  route 
proposed  elsewhere  would  overpass  Frood  Road,  and 
interconnection  between  these  routes  would  occur 
via  Bloor  and  Lansdowne  Streets,  necessitating 
improvement  to  the  Bloor/Frood  and  the  Lansdowne/ 

Frood  intersections. 

The  Regent  St.  at-grade  crossing  of  the  C.P.R.  should 
eventually  be  eliminated  by  the  construction  of  a 
grade  separated  crossing  at  this  location,  or  in  the 
vicinity.  The  approaches  to  the  intersection  at 
Burton/Frood  require  some  improvement  to  provide 
improved  sight  distances. 

SECTION  6B-7/8  TURNER  AVENUE 

From:  Frood  Mine  (Exhibit  8. A 

To:  Notre  Dame  Ave .  Grid  Ref.  8E  11N) 

It  is  anticipated  that  the  provision  of  a  good  paved 
two-lane  roadway  will  be  adequate  to  handle  future 
traffic  generated  by  Frood  Mine. 


************** 
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SECTION  7B- 1 


NEW  ROUTE  VIA  AGNES 


From:  Notre  Dame/Kathleen 
To:  Queen  St. 


(Exhibits  8.A,8.F 
Grid  Ref.  9E  8N) 


It  is  intended  that  this  section  should  form  part 
of  a  new  major  arterial  connection  between  Notre 
Dame  Avenue  and  the  New  Sudbury  area.  Four  lanes 
should  be  developed,  with  careful  attention  to 
the  design  and  spacing  of  intersections. 

SECTION  7B-2  NEW  ROUTE  SOUTH  OF  C.N.R. 

From:  Queen  St.  (Exhibit  8. A 

To:  Extended  Attlee  St.  Grid  Ref.  10E  9N) 

This  section  would  be  built  across  previously 
undeveloped  land,  and  may  be  developed  in  the 
first  instance  with  two  lanes  (i.e.  24  ft.  of 
pavement  plus  shoulders  and  ditches) .  Before 
the  end  of  the  planning  period,  this  section 
will  require  four  lanes:  when  these  are  con¬ 
structed,  an  urban  cross-section  should  be 
provided.  Certain  north-south  routes  will 
connect  with  this  new  route;  e.g.  a  new  collec¬ 
tor  street  is  proposed  which  would  be 
approximately  in  line  with  Montrose  Avenue, 
serving  future  development  south  of  La  Salle 
Boulevard;  in  addition,  Attlee  Street  would  be 
extended  southward  to  meet  the  new  route. 

SECTION  7B- 3  GEMMELL  STREET 

From:  Extended  Attlee  St.  (Exhibit  8. A 

To:  Barrydowne  Rd.  Grid  Ref.  12E  9N) 

This  section  of  Gemmell  Street  should  be  widened 
and  improved  to  carry  four  lanes  of  traffic,  and 
provision  should  be  made  for  curbs ,  gutters  and 
sidewalks  on  both  sides  of  the  street. 

At  some  future  date  it  may  be  desirable  to  extend 
either  Gemmell  Street  or  Hawthorne  Drive  eastward 
to  intersect  with  Falconbridge  Road.  The  assign¬ 
ment  of  traffic  to  this  route,  however,  was  not 
sufficiently  high  to  justify  the  inclusion  of 
this  proposal  in  the  plan  currently  recommended. 


************ 


SECTION  10B-1 


ALDER  STREET 


(Exhibit  8.E 
Grid  Ref.  7E  6N) 


From:  Lome  St 
To:  Ash  St. 


It  is  recommended  that  Alder  Street  be  developed 
as  an  alternate  to  Regent  Street  between  Lome 
Street  and  Frood  Road.  The  superior  vertical 
alignment  of  Alder  Street,  combined  with  the 
possibilities  for  improved  connections  at  both 
north  and  south  ends ,  led  to  its  adoption  in 
preference  to  the  Regent  Street  route.  It  would 
require  pavement  widening  to  46  ft. ,  sidewalks 
and  intersection  improvements  at  Alder/Lorne, 
Alder/Elm  and  Alder/Pine. 
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SECTION  10B-2 


NEW  ROUTE 


(Exhibit  8.L 
Grid  Ref.  7E  7N) 


From:  Ash  St. 

To:  Kathleen/College 

It  is  proposed  that  Alder  Street  be  connected  to 
Kathleen  Street  by  means  of  a  viaduct  which  would 
overpass  Nolin's  Creek,  the  C.P.R.  tracks  and  Frood 
Road.  Certain  modifications  to  the  existing  street 
pattern  would  be  involved,  as  shown  in  Exhibit  8.L. 

This  extension  of  Alder  Street  to  Kathleen  Street 
provides  an  essential  route  by-passing  the  downtown 
area  and  serving  the  high  demand  for  movement  between 
the  northeast  and  southwest  areas  of  the  City.  The 
Alder  Street  extension  is  more  logical  than  similar 
work  would  be  on  the  Regent  Street  route,  as  property 
damage  would  be  less,  and  a  railway-roadway  crossing 
would  be  avoided.  (See  discussion  in  Chapter  9) 

SECTION  14C-3/4  KATHLEEN  STREET 


From:  College  St.  (Exhibits  8.E,8.F 

To:  Notre  Dame  Ave.  Grid  Ref.  8E  8N) 

This  section  should  be  improved  to  carry  4  lanes  of 
arterial  traffic,  with  additional  widening  in  advance 
of  the  Kathleen/Notre  Dame  intersection.  A  jog 
elimination  between  MacKenzie  Street  and  Melvin  Avenue 
should  be  undertaken,  together  with  curve  improvements 
and  adjustments  to  the  vertical  alignment  on  Kathleen 
Street  itself. 


************* 

SECTION  1C- 1/5  REGENT  STREET  SOUTH  AND  NORTH 

From:  Lome  St.  (Exhibit  8.E 

To:  Kathleen  St.  Grid  Ref.  6E  7N) 

With  the  development  of  Alder  Street  as  the  major 
arterial  route,  it  is  anticipated  that  Regent  Street 
would  revert  to  the  function  of  a  collector  or  local 
street . 

************* 

SECTION  2C-1/3  MARTINDALE  ROAD 

From:  Regent  St.  South  (Exhibit  8. A 

To:  Copper  St.  Grid  Ref.  6E  3N) 

The  improvement  of  the  Martindale/'Regent/Walford 
intersection  is  described  under  Regent  Street  South 
(Route  2A) .  This  section  of  roadway  should  be 
improved  and  widened  to  provide  a  34  ft.  wide  pave¬ 
ment.  There  is  also  a  need  for  sidewalks  along 
this  street. 
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SECTION  2C-4 


MART INDALE  ROAD 


(Exhibit  8.C 
Grid  Ref.  6E  4N) 


From:  Copper  St. 

To:  Lome  St. 

It  is  recommended  that  the  existing  section 
between  Copper  St.  and  Lome  St.  revert  to  a 
local  street  status,  and  that  the  existing  at- 
grade  crossing  of  the  C.P.R.  tracks  be  closed. 
Martmdale  Rd.  would  then  be  extended  west  of 
the  Martindale  Road  public  school  across  C.P.R. 
property,  with  an  at-grade  crossing  of  the 
C.P.R.  tracks, and  would  intersect  with  Lome  St.  at 
the  Gutcher/Lorne  intersection. 


************** 

SECTION  3C-1/5  KELLEY  LAKE  ROAD,  SOUTHVIEW  DRIVE 

BOUCHARD  STREET 


From:  Lome  St.  (Exhibit  8. A 

To:  Regent  St.  Grid  Ref.  5E  2N) 

This  section  should  be  widened  and  otherwise 
improved  to  accommodate  the  moderate  to  heavy 
traffic  it  will  handle  in  connection  with  the 
industrial  area, and  possible  future  development 
on  Kelley  Lake  Road.  In  addition  to  these  road¬ 
way  improvements  considerable  work  is  required 
at  the  C.P.R.  at-grade  crossing. 


************** 

SECTION  4C-1/3  PARIS  STREET 

From:  Regent  St.  (Exhibit  8. A 

To:  Walford  Rd.  Grid  Ref.  7E  2N) 

With  the  proposed  improvement  of  the  Regent  St. 
South  route,  the  traffic  assigned  to  this  section 
will  not  increase  substantially.  It  is  apparent, 
however,  that  widening  and  other  improvements 
should  be  undertaken  to  bring  it  to  City  arterial 
street  standards  ,and  enable  it  to  properly  accom¬ 
modate  existing  traffic. 

SECTION  4C-4/9  PARIS  STREET 


From:  Walford  Rd.  (Exhibits  8.A,8.D 

To:  John  St.  Grid  Ref.  8E  4N) 

This  section  will  require  four  lanes  during  the 
20-year  planning  period.  some  realignment  of 

the  existing  2-lane  facility  will  be  warranted 
at  an  early  date,  particularly  alongside  Ramsey 
Lake,  adjacent  to  the  General  Hospital fand  at 
Facer  Street. 


112 


SECTION  4C-10/11 


JOHN  STREET ,  NELSON  STREET 


From:  Paris  St. 

To:  Elgin/Morris/ Lourdes 


^Exhibit  8„D 
Grid  Ref.  8E  5N) 


With  the  provision  of  a  new  overpass  between 
Paris  St.  and  Dnnkwater  St.  ,  this  section  of 
John  St.  and  the  existing  Nelson  St.  Bridge  will 
perform  a  less  vital  function  in  the  street  system. 
It  is  anticipated,  however,  that  this  will  con¬ 
tinue  to  be  useful  as  a  local  or  collector  route. 

SECTION  llC-0/1  PARIS  STREET,  DRINKWATER  STREET 

From:  John  St.  (Exhibit  8.K 

To:  Van  Horne  St.  Grid  Ref.  8E  6N) 

It  is  proposed  that  a  new  overpass  be  constructed 
between  Paris  and  Drinkwater  Streets  over  the 
C.P.R.  yards.  This  new  facility  would  provide 
four  traffic  lanes,  and  would  be  integrated  with 
the  existing  street  system  and  with  the  widened 
and  extended  Drinkwater  Street.  In  connection 
with  this  work,  it  is  proposed  that  the  existing 
Elgin  St.  be  depressed  to  underpass  the  new 
facility . 

SECTION  11C-2  DRINKWATER  STREET 

From:  Van  Horne  St.  (Exhibit  8.H 

To:  Larch  St.  Grid  Ref,  8E  6N) 

This  section  would  be  widened  to  six  lanes  with 
suitable  channelization  to  form  part  of  the 
Brady/Drinkwater  interchange  referred  to  in 
Section  IT-2, 

SECTION  11C-3  NEW  ROAD,  DRINKWATER  STREET 

From:  Larch  St.  (Exhibit  8.D 

To:  Notre  Dame/Beech  Grid  Ref.  8E  6N) 

It  is  proposed  that  a  major  six-lane  facility  be 
constructed  to  connect  the  existing  Drinkwater 
Street  with  the  proposed  new  and  improved 
facilities  in  the  vicinity  of  Beech  Street  and 
Notre  Dame  Avenue.  In  conjunction  with  the  road 
works  involved  in  this  project,  some  diversion 
of  Junction  Creek  will  be  necessary,  according 
to  plans  previously  prepared.  Intersection 
design  and  spacing  will  be  a  critical  factor  m 
the  operation  of  this  route, and  the  closure  of 
Cedar  Street  would  be  desirable. 


**************** 


SECTION  5C-1 


RAMSES  LAKE  ROAD 


(Exhibit  8. A 
Grid  Ref.  9E  3N) 


From:  Pans  St. 

To:  Southbay  Rd. 


In  connection  with  the  development  of  Laurentian 
University,  this  section  of  roadway  will  require 
considerable  realignment  and  improvement  to  serve 
adequately  as  a  collector  roadway.  The  design 
might  well  take  advantage  of  the  location  along 
the  shore  of  Ramsey  Lake  to  provide  an  alignment 
of  scenic  significance. 
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SECTION  5C-2 


RAMSEY  LAKE  ROAD 


(Exhibit  8. A 
Grid  Ref.  HE  4N) 


From:  Southbay  Rd. 

To:  End 

At  the  present  time,  this  section  performs  mainly 
a  local  service  function  for  the  sanitorium  and 
for  the  summer  and  year-round  residences  on  the 
south  shore  of  Ramsey  Lake.  As  and  when  more 
substantial  residential  development  occurs  in 
this  area,  some  improvements  of  this  roadway 
will  be  required. 


*********** 


SECTION  6C-1/2  YORK  STREET 


From:  Regent  St.  (Exhibits  8.A,8.C 

To:  Paris  St.  Grid  Ref.  7E  4N) 

Normal  maintenance  with  some  minor  improvements 
should  be  all  that  is  required  during  the 
20-year  planning  period. 

The  possibility  of  extending  York  Street  west¬ 
ward  to  an  intersection  with  Lome  Street  is 
discussed  under  Route  5A-1  in  Chapter  9. 


*********** 


SECTION  7C-1  ONTARIO  STREET 

From:  McLeod  St.  (Exhibits  8.C,8.G 

To:  Regent  St.  Grid  Ref.  6E  5N) 

With  the  development  of  the  Regent/Lorne/Brady 
interchange,  and  with  the  extension  of  McLeod 
Street  across  the  C.P.R.  to  meet  Lome  Street, 
this  section  of  roadway  would  be  detached  from 
both  McLeod  and  Regent  Streets ,  and  would  thus 
revert  to  perform  to  a  local  service  function. 


*********** 


SECTION  8C-1/2  RIVERSIDE  DRIVE 

From:  Regent  St.  (Exhibit  8.G 

To:  End  Grid  Ref.  7E  5N) 

With  the  development  of  the  Regent/Lorne/Brady 
interchange,  Riverside  Drive  would  be  detached 
from  Regent  Street.  It  should  be  incorporated 
into  the  collector  street  pattern  of  the  Lake- 
view  area  (Wembley  Drive,  Edmund  Street,  etc.). 


*********** 
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SECTION  9C-1  DOUGLAS  STREET 

From:  Regent  St.  (Exhibit  8C 

To:  Brady  St.  Grid  Ref.  7E  6N) 

With  the  development  of  the  Regent/Lorne/'Brady  inter¬ 
change,  and  with  the  extension  of  Lome  Street 
to  meet  the  Brady  Street  Throughway,  Douglas 
Street  would  cease  to  be  a  feeder  to  Brady  Street. 

It  is  proposed,  therefore,  that  this  section 
should  be  detached  and  revert  to  a  local 
service  function,  providing  access  to  the  C.P.R. 
industrial  area. 


************* 

SECTION  10C-1  MINTO  STREET 


From:  Elgin  St.  (Exhibits  8.D,8.H 

To:  Larch  St.  Grid  Ref.  8E  6N) 

With  the  proposed  development  of  the  Brady  Street 
Throughway,  Minto  Street  would  become  detached 
from  Brady  Street,  and  would  cease  to  exist  as 
a  link  in  the  downtown  street  pattern.  A 
further  usage  of  the  street  allowance  would 
depend  upon  the  requirements  of  the  Arena  and 
the  new  civic  centre  complex. 

************* 

SECTION  11C-1  DRINKWATER  STREET 

From:  Elgin  St.  (Exhibit  8.H 

To:  Larch  St.  Grid  Ref.  8E  6N) 

Proposals  for  Dnnkwater  Street  are  discussed  in 
conjunction  with  those  for  Paris  Street  (Route  4.C) 

************* 

SECTION  12C-1  CEDAR  STREET 


From:  Elgin  St.  (Exhibit  8.D 

To:  Carleton  St.  Grid  Ref.  8E  6N) 

The  future  status  of  this  section  will  depend 
upon  the  ultimate  circulation  plan  for  the 
downtown  area.  It  is  possible  that  this  street 
could  become  part  of  a  one-way  pair  with 
Larch  Street,  but  proposals  for  the  development 
of  a  Drinkwater/Notre  Dame  connection  indicate 
that  the  system  would  function  better  if 
Cedar  Street  were  closed,  and  the  Larch/ 
Dnnkwater  intersection  developed  to  handle  all 
important  turning  movements. 

************* 

SECTION  13C-1  LISGAR  STREET 

From:  Larch  St.  (Exhibit  8.D 

To:  Beech  St.  Grid  Ref.  8E  6N) 

The  status  of  Lisgar  Street  is  governed  mainly 
by  the  requirements  for  an  ultimate  downtown 
circulation  plan.  Indications  are  that  Lisgar 
Street  could  become  an  important  north-south 
collector  route  serving  the  downtown  area. 

************* 
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SECTION  14C-1/2 


KATHLEEN  STREET 


(Exhibits  8E,8L 
Grid  Ref.  7E  7N) 


From:  Frood  Rd. 

To:  College  St. 

The  development  of  the  proposed  new  Alder/ 

Kathleen  route  would  divert  traffic  away  from 
this  section  of  Kathleen  Street,,  and  its  status 
would  then  depend  upon  the  circulation  plan  for 
the  Donovan  area. 

SECTION  14C-3/4  KATHLEEN  STREET 

From:  College  St.  (Exhibits  8.E,8.F 

To:  Notre  Dame  Ave.  Grid  Ref.  8E  8N) 

This  section  is  described  in  conjunction  with 
the  Alder  Street  improvement  and  the  proposed 
Alder/Kathleen  connection  under  Route  10B. 

************* 

SECTION  15C-1/2  BANCROFT  DRIVE 

From:  Bellevue  Ave.  (Exhibit  8. A 

To:  Kmgsway  Grid  Ref.  HE  7N) 

Improvement  of  the  Bancrof t/Kmgsway  intersection 
is  required,  and  this  section  should  be  maintained 
and  improved  to  provide  four  lanes  of  pavement  and 
adequate  sidewalks.  The  horizontal  alignment  at 
Lonsdale  Avenue  should  receive  particular  atten¬ 
tion  in  any  future  work  on  this  street. 

************* 

SECTION  16C-1/3  SECOND  AVENUE 


From:  Bancroft  Dr.  (Exhibit  8. A 

To:  Kingsway  Grid  Ref.  13E  7N) 

The  Second  Avenue/Kingsway  intersection  requires 
improvement  as  referred  to  under  Section  1A-22, 
and  the  roadway  should  be  widened  at  least  to 
collector  street  standards.  It  will  be  required 
to  accommodate  4  lanes  of  arterial  traffic  near 
the  end  of  the  planning  period. 

************* 

SECTION  17C-1  MOONLIGHT  AVENUE 

From:  Bancroft  Dr.  (Exhibit  8. A 

To:  Kingsway  Grid  Ref.  16E  6N) 

This  section  should  be  paved  and  improved  to 
collector  street  standards , with  special  attention 
being  afforded  visibility  and  grade  at  the  Kingsway/ 
Moonlight  intersection. 

************** 
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SECTION  18C- 1/4 


LA  SALLE  BOULEVARD 


From:  Notre  Dame  Ave .  (Exhibit  8. A 

To:  Barrydowne  Rd.  Grid  Ref*  iOE  11N) 

This  section  should  be  widened  and  improved  to 
provide  4  lanes,  with  associated  work  including 
storm  sewers;  sidewalks,  etc.,  and  medians  and 
turning  lanes  (i.e.  channelization)  in  the 
vicinity  of  the  New  Sudbury  Shopping  Centre  and 
the  La  Salle/ Barrydowne  intersection. 

SECTION  18C-5/6  LA  SALLE  BOULEVARD 

From:  Barrydowne  Rd.  (Exhibit  8. A 

To:  Falconbndge  Rd.  Grid  Ref.  14E  11N) 

This  section  should  be  widened  and  improved  to 
provide  4  lanes,  with  associated  work  including 
storm  sewers,  sidewalks,  etc.,  and  channeliza¬ 
tion  in  the  vicinity  of  Falcon  Plaza  and  the 
La  Salle/Falconbridge  intersection. 

SECTION  18C-7/8  LA  SALLE  BOULEVARD 

From:  Falconbridge  Rd.  (Exhibit  8. A 

To:  C.N.Rc  Station  Grid  Ref.  16E  11N) 

Some  improvements  to  this  section  of  roadway  may 
be  required  if  residential  and  industrial 
development  in  this  area,  coupled  with  increased 
usage  of  the  C.N.R.  Station,  should  give  rise 
to  substantial  traffic  growth.  The  poor  vertical 
alignment  east  of  Elisabella  Street  warrants  some 
improvement  at  an  early  date. 


************* 


SECTION  19C-1  NORTHWAY  AVENUE 

From:  La  Salle  Blvd.  (Exhibit  8. A 

To:  End  Grid  Ref.  10E  11N) 

This  street  is  too  short  to  provide  an  adequate 
collector  function  in  this  area, and  it  is 
recommended  that  it  revert  to  a  local  street 
classification.  Consequently,  Rideau  Street  and 
Montrose  Avenue  should  be  developed  to  provide 
collector  service. 


************* 


SECTION  20C-1/2  BARRYDOWNE  ROAD 

From:  Kingsway  (Exhibit  8. A 

To:  La  Salle  Blvd.  Grid  Ref.  13E  9N) 

This  section  requires  widening  to  4  lanes  at  an 
early  date,  with  channelization  provided  at 
the  Barrydowne/La  Salle  intersection,  adjacent 
to  the  New  Sudbury  Shopping  Centre ,  and  at  the 
intersection  with  the  proposed  new  east/west 
arterial  route  (i.e.  at  Gemmell  Street). 
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SECTION  20C-3 


BARRY DOWNE  ROAD 


From:  La  Salle  Blvd.  (Exhibit  8. A 

To:  Woodbine  Ave.  Grid  Ref.,  13E  11N) 

This  section  will  require  widening  before  the 
end  of  the  20-year  planning  period. 

SECTION  20C-4  BARRYDOWNE  ROAD ,  MALEY  DRIVE 


The  future  of  this  section  will  depend  upon 
development  around  the  present  urban  area 
boundaries,  and  beyond  the  existing  City  Limits. 

************* 


SECTION  21C-1  LANSING  AVENUE 


From:  La  Salle  Blvd.  (Exhibit  8. A 

To:  Madison  Ave.  Grid  Ref.  14E  11N) 

This  route  may  form  part  of  the  future  collec¬ 
tor  system  serving  the  New  Sudbury  area.  In 
that  event,  it  should  be  constructed  to 
collector  street  standards,, 

************* 


DISCUSSION  OF  MISCELLANEOUS  NEIGHBOURHOOD 
STREET  REQUIREMENTS 


NEIGHBOURHOOD  1  PIKE  LAKE 

S.  of  Ramsey  Lake  (Exhibit  8. A 

N.  and  E.  of  Nepahwin  Lake  Grid  Ref.  HE  5N) 

The  portion  of  Ramsey  Lake  Road  between  Paris 
Street  and  the  new  Laurentian  University 
campus  should  be  brought  to  collector  street 
standards  at  an  early  date  (see  Route  5C) .  The 
balance  of  Ramsey  Lake  Road,  together  with 
Southbay  Road  and  Kirkwood  Drive  will  require 
some  improvement  and  widening,  as  and  when  the 
area  develops  more  fully.  The  scenic  possibili¬ 
ties  in  the  Pike  Lake  area  should  be  considered, 
incorporated  as  a  feature  in  any  roadway  design. 

NEIGHBOURHOODS  2  &  3  LOCKERBY  EAST 

E.  of  Regent  St.  South  (Exhibit  8. A 

S.  of  Ramsey  Creek  Grid  Ref.  7E  3N) 

Loach's  Road  will  require  some  widening  and 
improvement.  Intersection  improvements  at 
Loach's/Highway  69  are  included  under  Route  2A. 

If  Loach's  Road  is  extended  north  eastward  to 
serve  Laurentian  University,  additional 
improvements  and  widening  will  be  required. 
Walford  Road  will  require  general  maintenance t and 
the  Waif ord/Martindale/Regent  and  Walford/Paris 
intersections  will  require  widening,  channeliza¬ 
tion  and  other  improvements  as  mentioned 
earlier. 


and 
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NEIGHBOURHOODS  4  &  5 


LOCKERBY  WEST 


W.  of  Regent  St.  South  (Exhibit  8. A 

S.  of  Lome  St.  West  Grid  Ref.  6E  2N) 

The  major  collector  street  in  this  area  will  be 
Martindale  Road,  which  will  function  in  conjunc¬ 
tion  with  Charlotte  Street.  The  extension  of 
Martindale  Road  to  the  Lorne/Gutcher  intersection 
and  the  improvement  of  the  Martindale/Regent/ 
Walford  intersection  are  discussed  under  Routes 
1A  and  2A  respectively.  Kelley  Lake  Road, 
Southview  Drive  and  Bouchard  Street  have  been 
discussed  under  Route  3C.  These  streets  will 
continue  to  provide  service  to  the  immediate  area, 
but  should  be  improved  to  arterial  standards  to 
accommodate  traffic  movements  generated  by  the 
adjacent  industrial  area. 

NEIGHBOURHOODS  6  &  7  LAKEVIEW,  KINGSMOUNT 


N.  of  Ramsey  Creek  (Exhibits  8.C,8.D 

S.  of  C.P.R.  facilities  Grid  Ref.  7E  5N) 

E.  of  Regent  St.  South 

York  Street,  Hyland  Drive,  Wembley  Drive, 

Edmund  Street  etc.  currently  provide  collector 
street  service.  It  is  proposed  that  Riverside 
Drive  be  diverted  in  conjunction  with  the 
Lorne/Regent  interchange  construction  (IT-1)  to 
serve  as  an  additional  collector  street.  Also, 
John  Street  should  be  connected  with  Marion 
Street,  west  of  Paris  Street,  and  the  entire 
route  developed  to  collector  street  standards. 

NEIGHBOURHOOD  8  GATCHELL 


N.  of  Lome  St.  West  (Exhibit  8. A 

W.  of  Byng  Ave.  Grid  Ref.  5E  4N) 

Access  to  this  area  should  be  concentrated  at 
designated  intersections  along  Lome  Street, 
including  the  proposed  Lorne/Gutcher/Martindale 
intersection.  Selected  collector  streets  should 
be  physically  improved  and  controlled  with 
traffic  signals  at  their  intersections  with 
Lome  Street  South:  this  will  enable  local 
streets  north  of  Lome  Street  South  to  be  closed. 

NEIGHBOURHOODS  9 ,  10 ,  11  &  12  WEST  END 

N.  of  Lome  St.  West  (Exhibits  8.C,8.E 

S.  of  C.P.R.  Tracks  Grid  Ref.  6E  6N) 

It  is  proposed  that  Elm  Street,  Alder  Street  and 
Pine  Street  should  become  arterial  streets  in 
this  area,  and  that  Spruce  Street  and  Regent 
Street  should  revert  to  perform  collector  or 
local  service  functions.  With  the  development 
of  the  proposed  Lorne/Byng/McLeod  intersection, 
Byng  Avenue  would  become  a  collector.  Some 
improvements  to  the  existing  collector  streets , 
including  Victoria  Street,  Simcoe  Street,  McNeill 
Boulevard  and  Ethelbert  Street,  are  needed  to 
bring  them  to  City  standards. 
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NEIGHBOURHOODS  13,  14  &  15 


DONOVAN 


N.  of  C.P.R.  and  Beech  St. 
W.  of  Notre  Dame  Ave. 


(Exhibits  8.E,8.F 
Grid  Ref.  7E  8N) 


Construction  of  the  Alder/Kathleen  route  will 
make  necessary  certain  revisions  to  the  collector 
street  pattern  in  this  area.  The  Mackenzie/ 

Melvin  route  and  the  College/Eva  route  will 
require  intersection  improvements  at  Kathleen 
Street.  A  jog  elimination  at  the  Bessie/Kathleen 
intersection  is  warranted,  together  with  a  gene¬ 
ral  up-grading  of  the  entire  collector  system. 

NEIGHBOURHOOD  16  FLOUR  MILL 

E.  of  Notre  Dame  Ave.  (Exhibit  8.E 

N.  of  Louis  St.  Grid  Ref.  9E  8N) 

S.  of  C.N.R.  Tracks 

This  area  is  poorly  served  with  collector  streets 
at  the  present  time,  and  certain  arterial  route 
proposals  would  further  restrict  access.  It  is 
proposed,  therefore,  that  Clinton  Street  be 
established  as  the  basis  of  a  collector  system  by 
extending  it  northward  to  the  Notre  Dame/Wilma 
intersection,  and  by  developing  an  adequate 
intersection  with  the  new  east-west  (Kathleen) 
route.  General  improvements  in  the  area  south  of 
the  new  east-west  route,  including  a  new  connec¬ 
tion  across  Junction  Creek,  are  also  warranted. 

NEIGHBOURHOODS  17  &  18  NORTHERN  HEIGHTS 

E.  of  Frood  Rd.  (Exhibit  8. A 

W.  of  Notre  Dame  Ave.  Grid  Ref.  7E  9N) 

N.  of  Donovan  Area 

Much  of  the  development  here  is  comparatively 
recent,  and  collector  streets  are  generally 
adequate.  However,  some  minor  improvements  are 
warranted  (e.g.  sight  distances  at  Snowdon/Dell 
intersection),  along  with  routine  maintenance. 

NEIGHBOURHOODS  19,  20  &  21  NEW  SUDBURY  WEST 

N.  of  C.N.R.  (Exhibit  8. A 

E.  of  Notre  Dame  Ave.  Grid  Ref.  HE  11N) 

W.  of  Barrydowne  Ave. 
and  Shopping  Centre 

None  of  the  streets  in  this  area  currently  func¬ 
tion  as  collectors,  in  spite  of  the  fact  that 
some  have  been  so  designated.  As  this  area 
develops,  collector  streets  should  be  planned 
which  will  intersect  with  arterial  streets  at 
appropriate  intervals,  and  which  will  serve  to 
carry  traffic  from  the  local  streets  safely  and 
speedily  to  the  arterial  facilities.  The  designa¬ 
tion  of  collector  streets  should  enable  certain 
local  streets  to  be  closed  at  La  Salle  Boulevard, 
thus  greatly  improving  traffic  flow  characteri¬ 
stics  on  that  major  route. 
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NEIGHBOURHOODS  22  &  23 


NEW  SUDBURY  EAST 


N.  of  La  Salle  Blvd.  (Exhibit  8. A 

E.  of  Barrydowne  Ave  Grid  Ref.  15E  11N) 

As  the  population  of  this  area  grows ,  streets 
should  be  selected  and  developed  to  provide  a 
collector  service  as  mentioned  above  in 
connection  with  New  Sudbury  West. 

NEIGHBOURHOODS  24  &  25  NEW  SUDBURY  SOUTH 

S.  of  C  N.R.  (Exhibit  8. A 

Grid  Ref.  13E  9N) 

The  construction  of  a  new  route  from  Kathleen/ 
Notre  Dame  (Route  7B)  will  have  a  substantial 
impact  upon  this  area, and  the  collector  street 
system  should  be  adequate  to  serve  this  new 
facility.  As  development  occurs  eastward 
towards  Falconbndge  Road,  one  or  more 
properly  placed  collector  street  connections 
should  be  provided  to  give  adequate  access  to 
this  arterial  facility. 

NEIGHBOURHOODS  26,  27  &  28  HOWEY ,  KINGSWAY 

E.  of  Downtown  (Exhibit  8. A 

Grid  Ref.  10E  6N) 

Van  Horne  Street  is  a  moderately  important 
collector  serving  this  area,  and  some  effort 
should  be  made  to  improve  the  route.  Much  of 
the  development  in  this  area  is  "ribbon" 
development  along  Kingsway,  Morris  Street  and 
Howey  Drive,  and  appropriate  collector  streets 
cannot  be  readily  delineated. 

NEIGHBOURHOODS  29,  30  &  31  MINNOW  LAKE  WEST 

E.  of  Somerset  St.  (Exhibit  8. A 

W.  of  First  Ave.  Grid  Ref.  12E  7N) 

The  pattern  of  development  around  Minnow  Lake 
does  not  permit  the  meaningful  designation  of 
a  collector  street  system,  but  every  effort 
should  be  made  to  ensure  that  future  sub¬ 
division  in  this  area  is  coordinated  with  a 
plan  for  local  and  collector  streets. 

NEIGHBOURHOODS  32,  33  &  34  MINNOW  LAKE  EAST 

MOONLIGHT 


E.  of  First  Ave.  (Exhibit  8. A 

Grid  Ref.  15E  6N) 

Second  Avenue  currently  serves  this  area  as  a 
collector,  but  will  develop  an  arterial  func¬ 
tion  as  development  progresses.  Moonlight 
Avenue  should  be  developed  to  collector  street 
standards,  and  a  new  collector  route  will  be 
required  as  and  when  residential  development 
is  intensified  on  the  north  shore  of  Ramsey 
Lake . 


121 


THE  DOWNTOWN  AREA 


(Exhibits  8.D,8.E 
Grid  Ref.  8E  6N) 

The  designation  of  a  major  street  system,  includ¬ 
ing  arterial  and  collector  streets,  is  an  exercise 
of  dubious  merit  when  applied  to  the  downtown  area, 
because  the  characteristics  of  land  use  and  the 
historical  development  of  roadways  are  not 
compatible  with  functional  street  classifications 
mentioned  previously.  Furthermore,  the  intensity 
of  existing  and  future  development  in  downtown 
indicates  the  need  for  detailed  and  integrated 
design  to  relate  buildings,  parking  facilities  and 
pedestrian  ways  with  streets  for  vehicular  access 
and  vehicular  circulation:  these  detailed 
considerations  are  beyond  the  scope  of  the  present 
study . 

Based  upon  the  analysis  to  this  point,  a  number  of 
recommendations  have  been  made  which  provide  a 
framework  for  the  downtown  street  pattern. 

Access  to  downtown  would  be  via: 

Frood  Road 

Mackenzie  Street 

Notre  Dame  Avenue 

Lloyd  Street/Elm  Street  East 

Carleton  Street 

Van  Horne  Street 

Elgin  Street  South 

The  new  Paris-Drinkwater  connection 
over  the  C.P.R.  Yards 
Brady  Street 
Elm  Street  West 
The  New  Pine-Beech  connection 
under  the  C.P.R.  tracks 

The  proposed  extension  of  Brady  Street  easterly 
from  Drinkwater  Street  will  provide  a  through 
connection  for  traffic  not  wishing  access  to  or 
from  downtown. 

Distribution  in  and  around  the  downtown  area  will 
be  via: 

The  extended  Beech  Street 

(or  some  equivalent  facility) 

The  new  Drinkwater  -  Notre  Dame  connection 

Elgin  Street  (including  the  possible 

Elgin-Frood  connection) 

Larch  and  Carleton  Streets 

Lisgar  Street 

These  facilities  are  indicated  on  Exhibit  8.B, 
which  shows  route  capacities  and  traffic 
assignments . 
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In  order  to  prepare  comprehensive  and  integrated 
plans  for  land  use  and  street  development  in  the 
downtown  area,  it  is  apparent  that  further  and 
more  detailed  work  will  have  to  be  undertaken. 

This  would  involve  the  Sudbury  Planning  Board, 
the  Parking  Authority  and  various  City  Depart¬ 
ments.  In  addition,  it  is  possible  that  recourse 
will  have  to  be  made  to  consultants  in  specialized 
fields  such  as  economics,  transportation  or  civic 
design . 


123 


CHAPTER  9 


ALTERNATIVES  TO  THE  RECOMMENDED  PLAN 


9 . 1  DISCUSSION  OF  ALTERNATIVES 

It  is  possible  to  envisage  many  transportation  net¬ 
works  and  combinations  of  projects  which  could 
feasibly  serve  the  present  or  future  needs  of 
Sudbury.  These  would  range  from  hypothetical  and 
idealistic  sysrems  derived  entirely  from  theoreti¬ 
cal  concepts  to  practical  projects  having  many 
minor  variations.  It  would  be  quite  impossible  to 
study  more  than  a  small  selection  of  these  within 
the  context  of  this  report, and  every  effort  has 
been  made  to  explore  those  proposals  which  seemed 
practical  within  the  topographic  limitations  of  the 
area;  financially  feasible,  compatible  with 
existing  facilities  and  appropriate  for  future 
requirements . 

Selected  proposals  from  other  reports  which  pre¬ 
date  this  work  are  discussed  in  Chapter  7; 

Chapter  8  outlines  the  Recommended  Plan,  and  the 
present  Chapter  will  discuss  those  projects  and 
route  alignments  which  appear  to  warrant  further 
investigation  and  consideration  as  alternatives 
to  the  recommended  plan. 


ROUTE  2T-1  BRADY  STREET  EXTENSION 

From:  Drinkwater  Street  (Exhibit  9. A 

To:  Kingsway/Falconbridge  Grid  Ref.  HE  7N) 

The  recommended  plan  for  the  extension  of  Brady 
Street  east  of  Drinkwater  Street  proposes  a 
relatively  short  connection  to  Kingsway/Argyle . 
Also,  the  recommended  plan  proposes  that  relief 
to  the  Kmgsway  corridor  and  to  the  Notre  Dame 
Avenue-La  Salle  Boulevard  route  should  be 
provided  by  the  construction  of  a  new  route  (7.B) 
from  the  Notre  Dame/Kathleen  intersection  to 
Gemmell  Street  and  Barrydowne  Road. 

The  "Highway  17  Connecting  Link  Report  (1959)" 
proposed  the  extension  of  Brady  Street  to  the 
Kingsway/Bancroft  intersection  but  for  the 
reasons  discussed  in  Chapter  7  (Route  3T-1)  the 
present  study  recommends  against  this  proposal 
as  it  offers  only  partial  relief  to  the  Kingsway 
corridor . 

As  an  alternative  to  the  above  proposals  a  study 
was  made  to  evaluate  a  route  which  would  extend 
Brady  Street  eastward  from  Drinkwater  Street  to 
the  Kingsway/Falconbridge  Road  intersection 
(see  Exhibit  9. A).  This  project  would  represent 
a  modification  of  the  scheme  proposed  in  the 
"Highway  17  Connecting  Link  report  (1959)"  and 
is  very  similar  to  the  "alternative  route"  shown 
in  the  "Amendment  to  the  Official  Plan  (1961)" 
(see  references  in  Chapter  2.  Section  2.5). 

Since  the  route  between  Drinkwater  and  Kmgsway/ 
Falconbndge  would  be  across  high  rocky  ground, 
somewhat  remote  from  existing  or  proposed 
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development , it  would  be  easy  and  logical  to  build  it 
as  a  fully  grade-separated  and  controlled  access 
facility  along  the  whole  length.  The  proposal  was 
dubbed  "the  throughway"  by  local  people  some  time  ago 
and  there  is  every  reason  to  suppose  that,  if  it  were 
to  be  constructed,  it  would  have  expressway  charac^ 
teristics  and  50  m.p.h.  design  standards. 

An  alignment  has  been  developed  which  would  carry 
Brady  Street  through  the  rock  outcrop  east  of  Drink- 
water  Street,  thence  across  rocky  undeveloped  land 
over  Bancroft  Drive  and  across  more  rock  to  the 
existing  Kingsway/Falconbridge  intersection.  Provi¬ 
sion  would  be  made  for  selected  interchange  movements 
at  Bancroft  Drive,  and  at  Howey  Drive  in  the 
neighbourhood  of  Wessex  Street. 

From  the  structural  and  economic  points  of  view  the 
construction  of  this  road  would  be  straightforward, 
involving  a  moderate  amount  of  cut  and  fill  in  rock, 
with  one  structure  to  overpass  Bancroft  Drive  and 
possibly  another  to  accommodate  interchange  movements 
with  Howey  Drive.  The  costs  would  be  less  than 
$3  million , which  is  normal  for  the  two  and  one  half 
mile  length  considering  the  terrain. 

With  the  proposed  alignment,  this  route  would  serve 
substantially  the  same  trips  as  are  now  accommodated 
by  the  Kingsway.  Through  trips  form  a  modest  propor¬ 
tion  of  this  movement,  and  the  desire  line  diagrams 
indicate  that  the  major  portion  of  the  traffic 
served  would  be  that  between  the  New  Sudbury 
area  and  Sudbury's  Central  Business  District. 

The  route  would  lie  a  little  south  of  the  major  axis 
of  travel  desire  (see  Exhibits  6.D  and  6.E) ,but  if 
developed  to  a  high  standard  of  geometric  design/ it 
would  attract  traffic  amounting  to  24,000  trips  per 
day  (see  Exhibit  9.B). 

After  the  engineering  feasibility  and  service 
properties  of  the  route  had  been  generally  evaluated, 
it  was  decided  to  test  the  route  as  part  of  Sudbury's 
major  street  network  by  assignment  of  1985  trips  to 
the  network  described  as  "The  Alternate  Plan", and 
shown  in  Exhibit  9.B 

The  analysis  of  assigned  traffic  volumes  revealed  a 
number  of  factors : 

much  of  the  route  would  operate  considerably 
below  capacity  (an  assigned  volume  of  24,000 
vehicles  per  day  compared  with  a  theoretical 
capacity  of  54,000  vehicles  per  day) 

although  the  ROUTE  would  operate  well  below  its 
theoretical  capacity  it  would  be  very  difficult 
or  impossible  to  develop  adequate  INTERCHANGE 
capacity  to  handle  the  required  trip  transfer 
and  turning  movements . 

As  will  be  seen  from  the  Recommended  Plan  and 
associated  commentary,  one  of  the  chief  purposes  of 
that  network,  as  it  affects  downtown,  is  the  distri¬ 
bution  of  traffic  loads  onto  as  many  streets  as 
possible, while  at  the  same  time  by-passing  as  many 
as  possible  of  the  non-destined  or  through  trips. 
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EXHIBIT  9  •  B 


Present  entry  points  are  Brady  and  Lome  Streets 
from  the  south  and  west.  Elm  Street  from  the  west, 
Frood,  College,  MacKenzie  and  Notre  Dame  Avenue 
from  the  north,  Lloyd  and  Van  Horne  Streets  from 
the  east  and  Elgin  Street  from  the  south,.  The 
Recommended  Plan  would  add  the  Pme-Beech  connec¬ 
tion  from  the  south f  and  at  the  same  time  would 
increase  the  capacities  on  Brady  Street,  Notre 
Dame  Avenue  and  Lloyd  Street,  The  addition  of 
a  high  capacity  route  from  the  east  would 
contribute  substantially  to  the  system  PROVIDED 
THAT  ADEQUATE  INTERCHANGE  CAPACITY  WITH  THE  DOWN¬ 
TOWN  CIRCULATION  SYSTEM  COULD  BE  PROVIDED. 

The  only  north/south  streets  in  downtown  to  which 
the  Brady  Street  Throughway  facility  could  con¬ 
nect  are  Elgin,  Minto  and  Drinkwater  Streets. 

Elgin  and  Minto  Streets  are  not  well  placed  to 
give  good  access  to  parking  facilities  and  the 
downtown  area  generally,  and  indeed,  it  is 
proposed  that  Minto  Street  be  closed  to  traffic. 
Drinkwater  Street  should  be  developed  as  a  major 
6-lane  arterial  street,  but  much  of  the  available 
capacity  both  here  and  on  Elgin  Street  would  be 
taken  up  with  traffic  from  the  south  and  west. 

It  would  be  highly  costly  to  provide  ramps  to  and 
from  the  east  to  connect  with  Drinkwater  Street, 
and  once  provided, their  capacity  would  be  quite 
restricted  by  the  conflicts  of  movement,  making 
it  virtually  impossible  to  develop  the  full 
potential  of  the  east/west  route.  If  there  were 
no  capacity  restrictions  at  Drinkwater,  virtually 
all  the  Kingsway  traffic  would  transfer  to  the 
throughway.  The  fact  that  Exhibit  9.B  shows 
some  12,000  to  17,000  trips  continuing  to  use 
Kingsway  reflects  manual  adjustments  to  the 
assignment  which  were  carried  out  to  indicate  a 
more  realistic  distribution  of  traffic  between 
the  two  facilities. 

comparison  of  Exhibits  8.B  and  9.B  shows 
that,  while  Kingsway  would  be  less  heavily 
traveled  and  would,  therefore,  require 
only  4  lanes  under  the  alternative  plan 
compared  with  6  lanes  under  the  recommended 
plan,  Notre  Dame  Avenue.  La  Salle  Boulevard, 
Barrydowne  Road  and  Falconbridge  Road 
would  all  be  more  heavily  loaded  under  the 
alternative  plan. 

Interchange  ramps  at  Howey  Drive  and 
Bancroft  Drive  would  not  serve  major  move¬ 
ments.  Usage,  therefore,  would  be  light. 

If  the  facility  were  to  be  installed  and 
operated  satisfactorily , it  is  likely  that 
traffic  at  the  Kingsway /Falconbridge 
intersection  would  soon  require  the 
development  of  a  grade- separated  interchange, 
which  would  further  increase  the  project 
cost. 

In  addition  to  the  above  traffic  conditions f  it  is 
apparent  that  this  route  would  serve  no  valuable 
land  service  function.  As  an  expressway  it 
would  not,  of  course,  be  expected  to  serve  front¬ 
ing  property  directly, but  in  favourable 
circumstances  an  expressway  facility  with 
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appropriate  connections  can  prove  beneficial  to  the 
development  of  nearby  land.  As  said  before,  however, 
the  terrain  through  which  this  route  runs  is  not 
conducive  to  development;  hence,  such  side  benefits  are 
of  no  importance  in  the  consideration  of  the  route. 

In  view  of  all  the  above  factors,  the  extension  of 
Brady  Street  to  the  Kingsway/Falconbridge  intersec¬ 
tion  was  deemed  to  have  less  merit  than  the  proposals 
put  forward  in  the  recommended  plan. 


ROUTE  5A-1  YORK  STREET  EXTENSION 

From:  Lorne/Byng  (Exhibit  9. A 

To:  Regent  Street  South  Grid  Ref.  6E  4N) 

Preliminary  designs  for  the  Regent-Lorne-Brady 
interchange  do  not  accommodate  the  north  to  west 
and  east  to  south  traffic  movements  between  Regent 
Street  and  Lome  Street.  Although  some  of  the 
longer  trips  wishing  to  make  these  movements  can 
take  place  via  Kelley  Lake  Road  and  Martindale  Road, 
a  study  of  the  desire  line  diagrams  shows  that  some 
further  provision  should  be  made  in  the  vicinity  of 
the  interchange. 

Many  of  the  above  trips  currently  take  place  on 
McLeod  Street, which  is  suitably  signed  as  a  highway 
route, and  the  recommended  plan  proposes  the  improve¬ 
ment  of  McLeod  with  a  new  grade  crossing, and  street 
widening. 

As  an  alternative  to  the  McLeod  connection,  the 
extension  of  York  Street  appears  logical,  in  that 
this  would  provide  continuity  of  the  connection 
from  Lome  Street  to  Regent  Street  and  east  to 
Paris  Street , and  would  offer  greater  amenity  to  the 
Lockerby  community,  together  with  some  relief  of 
Regent  Street  north  of  York  Street. 

Investigation  of  three  possible  alignments  revealed 
a  number  of  problems  in  the  York  Street  extension 
proposal  , however ,  including  steep  grades  on  the 
approaches  to  Junction  Creek,  the  need  for  a  new 
bridge  or  culvert,  the  need  to  acquire  more  than 
thirty  properties  ,and  the  awkward  intersectional 
problems  created  at  Charlotte  Street. 

For  these  reasons  the  choice  of  McLeod  Street  as 
the  recommended  route  was  confirmed. 

SECTION  IB-6/9  LEVACK  ROAD 

SPRUCE  STREET 
ELM  STREET  WEST 

From:  Fisher  Plant  (Exhibit  9. A 

To:  Elm/Albinson  Grid  Ref.  5E  6N) 

In  accordance  with  the  Recommended  Plan, Alder 
Street  would  be  developed  as  a  major  north-south 
arterial, and  improvements  would  be  undertaken 
on  Levack  Road  to  accommodate  existing  and 
projected  traffic  between  Clarabelle  Road  and 
Alder  Street. 
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West  of  the  Fisher  Plant,  route  improvement  can  be 
achieved  by  means  of  rock  excavation  for  improved 
alignment,  reconstruction  of  the  C.P.R,,  underpass 
and  other  engineering  works  not  involving  major 
property  acquisition.  When  this  road  enters  the 
developed  area  of  the  City,  however,  the  gridiron 
street  pattern,  alignment  and  grade  factors  and 
the  discontinuity  of  Spruce  Street  between  Regent 
and  Alder  Streets  all  give  rise  to  difficulties 
involving  design  and  property  acquisition. 

When  studying  the  possible  alignments  for  a 
major  east-west  route  in  this  area,  it  became 
apparent  that  the  existing  Elm  Street  right-of- 
way  should  be  used  between  Albinson  Street  and 
Alder  Street,  thereby  avoiding  the  problem  of 
continuing  Spruce  Street  west  of  Regent  Street, 
and  providing  suitable  intersections  at  Spruce/ 
Alder  and  Spruce/Lorne . 

To  provide  a  connection  from  Levack  Road  to  the 
Elm/Albinson  intersection  two  possible  align¬ 
ments  were  considered: 

(i)  Using  the  existing  alignments  of  Levack 
Road  and  Spruce  Street  to  the  Spruce/ 

Horobin  intersection,  thence  developing 

a  new  diagonal  roadway  connecting  Spruce/ 
Horobin  to  Elm/Albinson. 

(ii)  Developing  a  new  section  of  Levack  Road 
eastward  from  the  Fisher  Plant  and  north 
of  the  present  roadway,  through  a  rock 
cut  to  connect  with  Elm  Street  at  the 
Elm/Simcoe  intersection,  and  thence 
easterly  on  Elm  Street  to  Albinson  Street. 

Of  these  two  proposals  the  one  involving  the 
rock  cut  (ii)  would  be  the  more  expensive  to 
construct,  but  it  would  avoid  any  developed 
residential  property  and  would  result  in  a 
better  roadway  alignment,  offering  better  ser¬ 
vice  both  to  the  Levack  Road  traffic  and  to  the 
adjacent  residential  areas.  This  proposal  was 
therefore  adopted  for  the  Recommended  Plan. 

In  connection  with  this  project,  some  additional 
study  was  directed  toward  the  possible  develop¬ 
ment  of  a  new  alignment  for  Levack  Road  north 
of  the  C.PoR.  Such  a  route  would  enter  the 
City  in  the  neighbourhood  of  McKim  Street,  and 
would  continue  eastward  to  Beatty  Street  and 
underpass  the  C.P.R.  main  line  to  join  Frood 
Road.  The  advantage  of  such  a  proposal  would 
be  the  improvement  of  access  to  the  neighbour¬ 
hood  around  Beatty  and  McKim  Streets ,  and  the 
utilization  of  spare  capacity  on  Frood  Road. 
However,  the  expense  of  the  new  roadway,  and 
complications  involving  the  C.P.R,  main  line 
near  Beatty  Street  indicated  that  such  a  route 
could  not  be  justified  within  the  20-year 
traffic  planning  period  encompassed  by  the 
present  study. 
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ROUTE  8B-1 


NEW  ROUTE 


From:  Notre  Dame/Wilma  (Exhibit  9. A 

To:  Barrydowne  N.  of  C.N.R.  Grid  Ref.  HE  9N) 

Having  concluded,  from  the  above  discussions  of 
Route  2T-1,  that  a  new  route  connecting  Notre  Dame 
and  Barrydowne  Avenues  would  be  valuable,  two  align¬ 
ments  were  considered  for  feasibility  and  desirable 
traffic  service. 

A  route  alignment  from  the  Notre  Dame/Kathleen 
intersection  to  Gemmell  Street  (Route  7B)  was 
developed,  and  was  subsequently  incorporated  as 
part  of  the  Recommended  Plan  as  discussed  in 
Chapter  8. 

An  alternative  route  alignment  was  developed  from 
the  Notre  Dame/Wilma  intersection  to  run  north  of 
the  C.N.R.  tracks  and  intersect  with  Barrydowne 
Road  just  south  of  the  New  Sudbury  Shopping  Centre 
(see  Exhibit  9. A) . 

A  comparative  analysis  of  these  two  projects 
indicated  a  number  of  factors  affecting  the  route 
selection : 

the  route  7B  from  Notre  Dame/Kathleen  provides 
continuity  with  the  recommendation  to  develop 
the  Alder-Kathleen  route  (10B). 

while  the  route  8B  from  Notre  Dame/Wilma  could 
be  connected  to  a  new  route  west  of  Notre  Dame 
(i.e.  by  extension  of  Morin  Avenue  north  and 
south)  such  a  proposal  would  have  repercus¬ 
sions  on  the  collector  street  system  in  the 
Donovan  area,  and  close  proximity  to  the  C.N.R. 
tracks  would  give  rise  to  problems  of  the  kind 
already  besetting  Sudbury  (see  Chapter  3, 

Section  3.8). 

the  effect  of  constructing  a  new  major  arterial 
route  through  the  Flour  Mill  area  was  considered. 
Improvements  to  the  street  system  in  this  area 
are  certainly  needed,  and  the  extension  of 
Kathleen  Street  would  seem  to  be  a  convenient 
means  of  achieving  these. 

east  of  Notre  Dame  Avenue,  a  route  placed  north 
of  the  C.N.R.  line  would  tend  to  reinforce  the 
barrier  effect  produced  by  the  railway  and 
Junction  Creek.  Placed  south  of  the  C.N.R.,  the 
recommended  route  7B  would  open  up  undeveloped 
land  between  the  railway  and  the  high  rocky 
area  north  of  the  Kingsway. 

while  no  direct  assignment  of  traffic  has  been 
made  to  Route  8B ,  consideration  of  the  traffic 
volumes  assigned  to  Notre  Dame  Avenue  and  to 
Route  7B  gives  some  indication  of  the  effects  to 
be  anticipated.  The  Route  8B  north  of  the 
C.N.R.,  if  it  were  constructed,  would  increase 
the  traffic  load  on  that  portion  of  Notre  Dame 
Avenue  between  Kathleen  Street  and  Wilma  Street. 
Hence,  additional  widening  on  Notre  Dame  Avenue 
would  be  required  to  accommodate  6  lanes  of 
traffic,  and  this  would  be  both  difficult  and 
costly  to  achieve. 
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Either  route  would  require  at  least  one  crossing  of 
theC.N.R.  tracks,  but  the  northerly  route  would 
involve  two  additional  crossings  of  Junction 
Creek . 

After  due  consideration  of  the  above  factors  it 
was  concluded  that  new  route  from  Notre  Dame/ 
Kathleen  (Route  7B)  was  the  more  desirable  of 
the  proposals  studied. 

SECTION  10B-2  NEW  ROUTE 


From:  Alder/Ash  (Exhibit  9. A 

To:  Kathleen/College  Grid  Ref.  7E  7N) 

Studies  of  the  existing  traffic  problems  (Chapter  3) 
and  analysis  of  the  existing  and  future  desire  line 
patterns  (Chapter  6)  indicated  the  desirability  of 
providing  a  new  route  north  and  west  of  the  down¬ 
town  area.  A  minor  connection  currently  exists 
between  Regent  Street  and  Kathleen  Street,  but 
Regent  Street  would  be  difficult  and  expensive  to 
improve  due  to  the  several  steep  gradients  along 
its  length.  It  became  apparent,  therefore,  that 
Alder  Street,  if  it  could  be  suitably  improved  and 
extended  north-eastward  to  intersect  Kathleen  Street, 
would  provide  the  basis  for  the  type  of  facility- 
envisaged. 

During  the  development  of  the  recommended  plan  four 
possible  alignments  were  studied: 

(i)  Northerly  projection  of  Alder  Street  to 
overpass  Nolin  Creek,  the  C.P.R.  and 
Frood  Road,  thence  east  from  Bessie 
Street  alongside  the  C.N.R.  tracks  to 
meet  Kathleen  Street. 

(ii)  North-easterly  projection  of  Alder  Street 
over  Nolin  Creek,  the  C,P.R.  and  Frood 
Road,  thence  north  of  Lansdowne  Avenue 

to  meet  Kathleen  Street. 

(iii)  North-westerly  projection  of  Alder  Street 
crossing  Nolin  Creek  and  thence  northerly 
underpassing  the  C.P.R.  and  Frood  Road, 
west  of  Bessie  Street  and  alongside  the 
C.N.R.  tracks  to  Kathleen  Street. 

(iv)  Continuation  of  Alder  Street  on  its 
present  right-of-way  south  of  Nolin  Creek 
to  intersect  with  Regent  Street,  thence 
north  on  Regent  Street  to  underpass  the 
C.P.Rc  tracks  and  Frood  Road,  thence 
east  on  Bloor  Street  to  College  Street. 

An  assignment  of  1985  traffic  was  made  to  the  street 
network  including  the  Alder/Kathleen  connection, 
and  it  became  apparent  that  a  4-lane  facility  would 
be  required. 

The  Proposal  (iv)  did  not  seem  suitable  for  develop¬ 
ment  as  a  4-lane  facility.  Indeed  it  would  seem  to 
be  incapable  of  serving  the  same  volume  of  traffic 
or  of  assuming  the  same  functional  characteristics 
as  the  other  projects.  Hence,  this  was  designated 
as  the  least  suitable  route  to  perform  an  arterial 
function,  although  its  development  to  serve  as  a 
local  or  collector  street  might  be  valuable. 
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Proposal  (ii) ,  using  Lansdowne  Avenue,  would 
separate  the  public  school  and  certain  residential 
properties  from  the  balance  of  the  neighbourhood. 
It  would  form  a  considerable  barrier,  would  be 
difficult  to  connect  with  Frood  Road  and  would  be 
undesirable  from  the  standpoint  of  amenity. 

Proposal  (iii)  ,  underpassing  the  C.P.R.  tracks 
would  involve  very  long  steep  grades  and 
considerable  cut  on  the  north  side,  together  with 
some  track  relocation.  Any  local  street  connec¬ 
tions  would  be  difficult  to  make.  The  excavation 
quantities  involved  would  be  formidable,  particu¬ 
larly  on  the  north  side  of  the  Creek. 

Thus,  by  a  process  of  elimination  it  was  deter¬ 
mined  that,  of  the  various  alternatives,  the 
proposal  (i)  had  the  most  merit  from  the  construc¬ 
tion,  traffic  service  and  aesthetic  standpoints. 
This,  therefore,  was  the  route  incorporated  into 
the  Recommended  Plan. 

It  is  not  clear  at  this  stage  whether  the  esta¬ 
blishment  of  the  new  route  would  permit  the 
closure  of  the  existing  at-grade  crossing  at 
Regent/Frood/Kathleen .  A  detailed  design  study 
should  be  instituted,  in  order  to  determine  the 
access  and  circulation  needs  of  the  adjacent 
areas,  north-west  of  the  crossing.  It  is  possible 
that  such  a  study  will  reveal  a  need  for  an 
additional  grade  separation  north  of  the  recommen¬ 
ded  route,  to  serve  local  neighbourhood  needs. 

9.2  THE  STATUS  OF  ALTERNATIVES 


As  explained  at  the  beginning  of  Chapter  8,  this 
study  has  developed  a  recommended  street  network 
in  sufficient  detail  to  show  what  work  is 
required  and  approximately  how  much  money  will 
need  to  be  spent  over  the  20-year  period  (see 
Chapter  10).  While  justification  for  the  various 
proposals  has  been  developed  and  presented,  the 
precise  location  and  design  of  each  item  cannot 
properly  proceed  until  the  network  has  been 
adopted.  When  the  broad  outline  of  the  street 
network  has  received  acceptance ,  then  a  more 
precise  study  of  individual  routes  and  proposals 
can  be  undertaken. 

At  that  stage,  some  of  the  alternative  projects 
mentioned  above  may  replace  elements  of  the 
recommended  plan,  and  further  alternative 
projects  may  be  developed  and  examined  in  accor¬ 
dance  with  changes  in  development  patterns  and 
traffic  volumes  and  found  to  be  more  desirable. 

It  is  not  feasible,  at  the  present  stage  to  examine 
in  depth  all  the  possible  alternatives  to  a  given 
proposal . 

As  far  as  it  can  be  currently  determined,  however, 
the  projects  presented  and  discussed  as  part  of 
the  Recommended  Plan  (Chapter  8)  generally 
represent  the  most  desirable  system  for  the 
accommodation  of  anticipated  traffic  needs  over 
the  coming  20-year  period. 
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CHAPTER  10 


STAGING  AND  FINANCIAL  REQUIREMENTS 


10.1  CLASSIFICATION  OF  STREETS  IN  THE  RECOMMENDED  PLAN 


Chapter  8  was  a  summary  of  the  various  projects 
which  form  the  recommended  roadway  network  for 
1985.  Exhibit  10. A  shows  this  same  1985  network 
with  the  various  elements  classified  according  to 
their  anticipated  function:  this  exhibit  should 
serve  to  reinforce  previous  statements  that  all 
the  projects  proposed  are  mutually  interdependent 
within  the  network.  Traffic  from  the  neighbour¬ 
hoods  is  fed  by  local  streets  onto  collector 
streets  which,  in  turn,  feed  the  arterial  system, 
while  conversely,  trips  on  the  arterial  streets 
are  distributed  to  their  destinations  through  the 
collector  and  local  networks.  A  collector  street 
cannot  function  unless  it  intersects  the  local 
streets  that  will  feed  traffic  onto  it:  further¬ 
more,  there  is  little  point  in  building  an 
arterial  street  unless  the  capacities  of 
collector  streets  and  intersections  are  adequate 
to  load  and  unload  it.  Similarly,  the  value  of 
an  expressway  or  throughway  is  entirely  dependent 
upon  the  capacity  of  its  junctions,  and  upon  the 
capacities  of  the  arterials  which  interchange 
with  it.  In  effect  then,  the  network  of 
transportation  facilities  must  be  developed  and 
expanded  as  a  system ,  in  which  all  elements  will 
function  in  concert. 

10.2  CONSIDERATIONS  IN  STAGING  OF  CONSTRUCTION 


A  transportation  system  is  not  an  item  that  can  be 
bought  and  installed  as  a  package,  and  then 
operated  smoothly  throughout  its  working  life. 

Each  element  of  the  system  requires  much  time, 
effort  and  money  to  develop,  and  as  soon  as  one 
element  is  in  operation,  another  requires  atten¬ 
tion.  Furthermore,  the  transportation  system  must 
serve  a  changing  and  growing  area,  and  therefore, 
the  requirements  of  the  community  must  be  constantly 
reviewed  and  the  plan  adjusted  to  satisfy  emerging 
trends.  Thus,  it  is  the  task  of  the  City,  having 
determined  future  goals  and  objectives,  to  program 
their  efforts  according  to  several  criteria,  includ¬ 
ing  the  following: 

each  project  must  contribute  functionally 
toward  the  ultimate  network  of  classified 
streets  according  to  the  Recommended  Plan. 

each  project  should  become  functional  as 
soon  as  possible  after  it  is  completed,  in 
order  to  make  maximum  use  of  the  time  and 
money  invested.  This  can  only  be  achieved 
if  projects  are  undertaken  in  logical 
sequence,  rather  than  as  sporadic  or  piece¬ 
meal  efforts,  and  if  supporting  works  are 
carried  out  simultaneously. 

the  general  concepts  and  the  plan  must  be 
sufficiently  flexible  to  allow  adjustment 
for  changes  in  land  use  and  travel  patterns 
as  they  occur,  and  to  bear  modifications 
and  additions  as  and  when  required. 
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With  these  criteria  in  mind,  the  Recommended  Plan 
has  been  examined  to  determine  a  suitable  develop¬ 
ment  sequence  for  the  various  projects. 

The  sequence  in  which  projects  should  be  constructed, 
and  the  period  during  which  each  should  proceed 
depends  upon  several  factors.  It  will  be  evident 
from  the  following  comments  that  the  programming 
policy  adopted  has  tended  to  be  weighted  toward  the 
transportation  needs  as  defined  in  the  Study  Terms 
of  Reference.  It  is  quite  likely  that  the  agencies 
concerned  with  implementation  of  the  proposals  will 
consider  these  factors  in  different  gradations  of 
importance,  and  hence,  may  make  some  adjustments  to 
the  weightings  given  herein. 

The  considerations  used  were  as  follows : 

10.2.1  Existing  Traffic 

The  fact  that  existing  traffic  flows  on  certain 
sections  of  roadway  exceed  calculated  capacities  - 
causing  accidents,  congestion  and  delay  -  was 
considered  to  be  the  most  important  reason  for 
recommending  immediate  improvement.  A  number  of 
the  proposals  mainly  designed  to  alleviate  existing 
problems  should  be  considered  as  overdue  projects: 
they  represent  the  backlog  of  work  required  prior 
to  the  20-year  planning  period  covered  by  the 
transportation  study. 

10.2.2  Future  Growth  of  Traffic 

The  second  consideration  in  the  staging  of  work  was 
the  projected  1985  traffic  volume  on  each  section 
of  the  network.  Not  only  was  the  probable  total 
volume  considered,  but  some  evaluation  was  made  as 
to  how  rapid  would  be  the  changes  in  traffic  volume 
over  the  planning  period.  For  example,  while 
traffic  growth  in  Sudbury's  central  area  may  well 
be  a  steady  reflection  of  the  Sudbury  region's 
increasing  population  and  vehicle  ownership,  the 
growth  in  fringe  areas  will  occur  in  conjunction 
with  each  particular  area's  development,  which  in 
turn  could  be  retarded  until  more  desirable  building 
land  elsewhere  has  been  fully  utilized.  In  some 
areas,  it  appears  logical  to  assume  that  most  growth 
will  occur  in  the  near  future,  and  will  be  followed 
by  a  general  levelling-off  period. 

10.2.3  Estimated  Roadway  Life 

The  Technical  Coordinating  Committee  supplied  esti¬ 
mates  of  anticipated  roadway  life.  Where  it  was 
apparent  that  a  route  will  require  reconstruction 
at  an  early  date,  this  would  provide  a  suitable 
opportunity  for  any  necessary  widening  and  improve¬ 
ment.  In  cases  where  a  roadway  is  likely  to  remain 
structurally  sound  for  a  number  of  years ,  it  becomes 
necessary  to  determine  whether  traffic  loads  will 
require  that  the  City  undertake  improvements  before 
the  structural  life  expires,  whether  traffic  demands 
can  be  accommodated  elsewhere  until  such  expiry,  or 
whether  some  temporary  or  intermediate  work  may  be 
warranted . 
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10.2.4  Sequence  of  Traffic  Improvements 


As  mentioned  in  Section  10.1,  most  roads  are  integrally 
dependent  on  adjacent  facilities.  Hence,  if  the  maxi¬ 
mum  effectiveness  of  a  given  project  is  to  be  attained, 
supporting  facilities  must  be  developed  in  harmony 
both  with  the  project  and  with  one  another.  Since  all 
parts  of  the  network  cannot  be  developed  at  once,  the 
best  results  can  be  obtained  by  pursuing  projects  in 
a  logical  sequence  so  that  each  item  can  develop  its 
maximum  potential , immediately  it  is  added  to  the  net¬ 
work,  or  very  soon  thereafter.  It  would  be  possible 
for  a  complete  program  to  be  based  entirely  upon 
this  consideration,  and  the  practical  factors  mentioned 
earlier  are  normally  considered  prior  to  the  require¬ 
ments  of  sequential  scheduling. 

At  this  point,  it  is  pertinent  to  draw  attention  to 
an  important  item  that  affects  the  functional  design 
of  all  projects  mentioned:  future  traffic  assign¬ 
ments  are  based  upon  the  operation  of  the  COMPLETE 
1985  NETWORK  described  as  the  Recommended  Plan, 
Nevertheless,  as  each  major  project  is  implemented, 
some  effort  should  be  made  to  determine  the  resulting 
operation  of  the  PARTIALLY  COMPLETE  NETWORK  that  will 
then  come  into  operation. 

1002.5  Coordination  with  Other  Work 

At  the  same  time  as  roadway  projects  are  proceeding, 
a  number  of  other  projects  will  be  under  development 
by  various  agencies.  These  will  include  trunk 
sewer  construction,  flood  control  works  and  urban 
renewal,  to  name  but  a  few. 

It  is  logical  that  all  these  works  should  be 
coordinated  as  closely  as  possible,  in  order  to 
prevent  situations  arising  where,  for  example, 
sewer  contracts  require  the  breaking  out  of  newly 
constructed  roadways ,  or  urban  renewal  proceeds  on 
the  basis  of  inadequate  access  and  street  patterns. 

Only  very  limited  knowledge  as  to  the  scheduling  of 
these  other  public  works  has  been  available  to  the 
transportation  study,  hence,  it  must  be  left  to  the 
authorities  concerned  to  try  and  achieve  coordina¬ 
tion  among  various  projects. 

10.2.6  Prediction  of  Financial  Capability 

It  has  been  stated  that,  for  several  of  the  projects 
referred  to,  immediate  development  can  be  justified 
on  the  basis  of  existing  traffic  volumes  or  existing 
structural  deficiencies  in  the  roadway:  these,  of 
course,  should  be  undertaken  at  an  early  date. 

Moreover,  a  number  of  projects  will  have  to  be 
commenced  very  soon  if  the  network  is  to  be  well 
enough  developed  within  10  to  15  years  to 
accommodate  the  anticipated  traffic.  It  becomes 
apparent,  therefore,  that  considerable  expenditure 
will  be  involved  at  an  early  date,  and  the  question 
arises  as  to  whether  the  agencies  concerned  will 
find  the  proposals  within  their  financial  capaci¬ 
ties.  Indeed,  the  availability  of  funds  may  well 
be  one  of  the  most  vital  considerations  affecting 
final  scheduling  of  tzhe  various  projects  recommen¬ 
ded. 
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From  the  point  of  view  of  the  Transportation  Study, 
it  is  virtually  impossible  to  explore  this  considera¬ 
tion,  because  transportation  service  essentially 
must  compete  for  financial  support  with  other 
important  needs  such  as  those  of  Community  Health, 
Welfare  and  Housing.  In  the  wider  aspect,  it  must 
also  compete  with  other  Communities  for  a  share  of 
the  total  monies  available. 

To  look  at  this  matter  in  another  way,  it  is  vital 
to  the  physical  development  and  general  efficiency 
of  the  City  that  some  means  be  found  to  provide  the 
substantial  investment  necessary  to  construct  and 
maintain  adequate  transportation  facilities. 

Although  no  specific  assessment  can  be  made  of  the 
money  which  will  be  made  available  to  implement  the 
Study  proposals,  it  is  earnestly  recommended  that 
no  efforts  be  spared  to  develop  the  transportation 
network  at  least  to  the  minimum  requirements 
specified  in  Chapter  8  as  the  Recommended  Plan. 


10.3  COST  ESTIMATES  BY  STAGES 


Taking  cognizance  of  the  six  factors  discussed 
above,  the  Recommended  Plan  has  been  examined  to 
determine  how  its  development  should  be  scheduled 
throughout  the  20-year  planning  period.  The  period 
has  been  sub-divided  into  four  5-year  stages : 
Exhibits  10. B  and  10  .C  indicate,  by  means  of  a 
series  of  plans,  those  proposals  recommended  for 
development  within  each  stage. 

For  each  of  the  major  proposals,  cost  estimates  have 
been  prepared.  Property  costs  have  been  estimated 
from  assessed  values,  with  an  allowance  for 
additional  payment  in  the  event  of  compulsory 
purchase  by  the  Municipality.  Construction  costs 
have  been  based  upon  prevailing  contract  rates, 
with  an  allowance  for  soils  investigation,  survey¬ 
ing  and  engineering  services.  The  tabulation  of 
cost  estimates  for  each  of  the  stages  is  shown  in 
Exhibit  10. D. 

The  construction  cost  estimates  include  items  for 
widening  the  roadway  base  courses,  widening  or 
reconstructing  asphalt  pavements,  and  installing 
storm  sewers,  curbs  and  a  sidewalk  where  these 
are  appropriate.  In  certain  cases,  where  the 
need  is  apparent,  some  allowance  has  been  made  in 
the  cost  estimates  for  relocating  existing  utility 
poles  and  providing  additional  street  lighting. 

As  stated  earlier,  however,  there  are  a  number  of 
improvements  which  are  considered  to  be  part  of 
the  normal  yearly  maintenance  and  improvement 
programs  of  the  City  Departments  and  NO  ALLOWANCE 
HAS  BEEN  MADE  FOR  THESE  ITEMS  in  the  present  cost 
estimates.  In  this  category  are  included  realign¬ 
ment,  paving,  repaving  and  drainage  works  on 
streets  where  thre  are  no  heavy  traffic  demands. 

For  example,  there  is  a  considerable  portion  of 
Bancroft  Drive  east  of  Second  Avenue  which  will 
require  work  during  the  planning  period.  The 
considerations  of  this  study  do  not  indicate  when 
this  work  should  take  place  or  what  standards 
should  be  adhered  to.  It  is,  therefore,  assumed 
that  the  City  will  attend  to  this  and  other  such 
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SUMMARY  OF  ESTIMATED  COSTS 


ESTIMATED  COSTS 

Construction 

Property 

Total 

STAGE  I 

4  7.0,0.520 

4  3.636.760 

4  ,0.697.280 

COLLECTOR  SWEETS 

580,920 

580.920 

STAGE  II 

3.133,175 
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•“■«■*** 

i 

4  28,177,209 
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and 

CONSTRUCTION  STAGING 

for  the 
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SUDBURY  AREA 

transportation  study 
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items  when  the  need  arises, and  seek  to  bring  the  road¬ 
way  to  standards  consistent  with  its  classification. 
The  costs  of  such  work  will  be  over  and  above  the 
estimated  costs  of  the  recommended  transportation 
plan  as  tabulated  in  this  report. 

The  cost  estimates  presented  in  this  chapter  were 
prepared  in  the  early  part  of  1965  and  were 
therefore  based  upon  unit  prices  prevailing  in  the 
Sudbury  area  in  1964  or  earlier.  Prices  during 
the  1965  construction  season  have  shown  a  tendency 
to  increase  and  some  allowance  for  this  trend 
should  be  made  when  referring  to  the  figures  shown. 

The  Exhibits  10. D  indicates  that  an  expenditure  of 
some  $28  million  will  be  required  over  the  coming 
20-year  period  if  the  area  is  to  keep  pace  with 
growing  travel  demands:  this  represents  an 
average  continuing  investment  of  some  $1.4  million 
annually. Due  to  the  backlog  of  work,  however,  and 
due  to  the  advance  planning  (e.g.  right-of-way 
acquisition)  which  will  be  required  to  meet 
future  demands,  it  is  apparent  that  amounts  averag¬ 
ing  $2.2  million  would  have  to  be  expended  during 
each  of  the  first  ten  years  of  the  planning  period. 

In  addition,  the  City  will  undoubtedly  need  to 
undertake  other  operational  and  maintenance  work 
including  reconstruction  of  roadways  not  forming 
part  of  the  recommended  plan.  Thus,  the  actual 
annual  expenditure  on  Sudbury's  road  system, 
particularly  in  the  period  to  1975,  can  be  expected 
to  amount  to  a  considerable  sum. 

10.4  APPORTIONMENT  OF  COSTS 


The  cost  of  carrying  out  the  recommended  plan  and 
the  other  necessary  work  will  be  borne  mainly  by 
the  City  of  Sudbury  and  the  Ontario  Department  of 
Highways ,with  certain  contributions  from  other 
sources  such  as  the  Board  of  Transport  Commissio¬ 
ners  . 

All  the  cost  estimates  presented  in  this  chapter 
are  totals  of  expected  construction  and  property 
costs  and  it  does  not  appear  feasible  at  this 
time  to  determine  precisely  how  these  will  be 
apportioned  amongst  the  contributing  agencies. 

Under  various  conditions , the  Department  of 
Highways  does  contribute  33  1/3%,  50%,  75%  or 
occasionally  100%  of  the  costs  of  portions  of 
various  projects.  In  the  case  of  Sudbury, some 
agreements  already  exist  covering  certain 
routes, and  the  status  of  new  proposals  contained 
in  the  Recommended  Plan  will  be  the  subject  of 
joint  discussions. 

For  the  purpose  of  illustration  it  is  appropriate 
to  assume  that  at  least  33  1/3%  of  the  cost  of 
all  projects  in  the  recommended  plan  will  be 
contributed  by  the  Department  of  Highways.  It 
is  probable  that  substantially  greater  contribu¬ 
tions  will  be  forthcoming  for  certain  of  the 
projects  recommended , but  actual  participation 
by  the  Department  will  be  the  subject  of  later 
discussions  which,  it  is  hoped,  will  result  in 
an  agreement  specifying  the  projects  and  the 
amounts  concerned. 
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The  Board  of  Transport  Commissioners  has  the 
power  to  contribute  amounts  up  to  $500,000.00 
towards  the  elimination  of  at-gradecrossmgs  , and 
it  is  anticipated  that  such  a  contribution  would 
be  available  for  the  Lorne/Brady/Regent 
interchange . 

Applying  these  factors  to  the  staged  construction 
costs  in  Exhibit  10. D  gives  the  following 
apportionment : 


TOTAL* 
Estimated 
Cost  of  the 
Recommended 
Plan 

MINIMUM** 
Contri¬ 
bution 
by  OTHERS 

MAXIMUM** 
Cost  to 

CITY  OF 
SUDBURY 

STAGE 

I 

(1965-1970) 

$10.6 

million 

$ 

3.9  million 

$ 

6.7 

million 

COLLECTOR  STREETS 

$  0.6 

million 

$ 

0.2  million 

$ 

0.4 

million 

STAGE 

II 

(1970-1975) 

$  9.0 

million 

$ 

3.0  million 

$ 

6.0 

million 

STAGE 

III 

(1975-1980) 

$  3.8 

million 

$ 

1 . 3  million 

$ 

2.5 

million 

STAGE 

IV 

(1980-1985) 

$  4.1 

million 

$ 

1.4  million 

$ 

2 . 7 

million 

TOTAL: 

$28.1 

million 

$ 

9 . 8  million 

$18.3 

million 

*  Operational  maintenance  and  reconstruction  work 
by  the  City  on  roads  not  included  in  the 
recommended  plan  will  involve  additional  costs 
not  estimated  in  this  study  (see  text) 

**  Assumes  33  1/3%  of  costs  contributed  by 

Department  of  Highways  (see  discussion  in  text) 

10.5  COST  ESTIMATES  FOR  THE  ALTERNATE  PLAN 


In  addition  to  the  cost  estimates  prepared  for  the 
recommended  plan,  certain  cost  estimates  were 
prepared  for  portions  of  the  alternate  plan  dis¬ 
cussed  in  Chapter  9.  In  particular,  the  cost  of 
the  Brady  Street  extension  to  the  Kingsway/ 
Falconbridge  Road  was  estimated  as  a  means  of 
comparison  with  the  proposals  in  the  Recommended 
Plan, as  follows: 

the  alternate  plan  includes  the  extension  of 
Brady  Street  to  Kingsway /Falconbridge 
(2T-1,  $2.8  million)  in  lieu  of  the  Brady  Street 
extension  to  Kingsway /Argyle  (IT-3,  $1.7  million), 
i.e.  Alternate  plan  represents  INCREASED 
cost  of  $1.1  million. 


the  alternate  plan  would  require  only  4  lane 
capacity  on  Kingsway  (1A-19/21)  and  avoid  the 
recommended  widening  to  6  lanes 
-  i.e.  Alternate  plan  represents  DECREASED 
cost  of  $0.6  millionc 
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the  alternate  plan  would  require  the  widening 
of  Notre  Dame  Avenue  from  Kathleen  Street  to 
La  Salle  Boulevard  (5B-4/7)  from  4  lanes 
($0.2  million)  to  6  lanes  ($0,6  million) 

-  i.e.  Alternate  plan  represents  INCREASED 
cost  of  $0.4  million* 

the  alternate  plan  would  eliminate  the  need 
for  a  new  route  from  Notre  Dame  Avenue  to 
Barrydowne  Road  (7B-1/3) 

-  i.e.  Alternate  plan  represents  DECREASED 
cost  of  $0.8  million. 

the  alternate  plan  would  require  the  earlier 
widening  of  La  Salle  Boulevard 

-  i.e.  NO  CHANGE  in  cost 

The  net  result  of  these  comparisons  is  that  the 
alternate  plan  would  appear  to  cost  an  additional 
$100,000. 

Functional  considerations, as  they  affect  the 
alternative  plan, were  discussed  at  some  length  in 
Chapter  9  of  this  report .  when  these  are 
viewed  together  with  the  financial  implications 
tabulated  above, it  is  clear  that  the  Recommended 
Plan  has  the  advantage  of  providing  superior 
service  at  no  greater  cost. 
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CHAPTER  11 


IMPLEMENTING  AND  UPDATING  THE  PLAN 


Early  in  this  report.  Exhibit  2A  (Chapter  2)  showed 
the  procedure  by  which  a  Transportation  Planning 
Program  is  established.  Reference  to  this  exhibit 
shows  that  when  a  Plan  has  been  produced,  two 
important  stages  remain  to  be  carried  out. 

Stage  V  -  Obtaining  Plan  Approval 

Stage  VI  -  Putting  the  PJan  to  Work 

The  Sudbury  Area  Transportation  Study  has  presented 
a  transportation  plan  (Chapter  8) ,  and  this  should 
provide  a  starting  point  for  all  interested  persons 
and  agencies  to  go  forward,  to  decide  upon  a  course 
of  action,  and  to  work  towards  the  physical  reali¬ 
zation  of  the  plan. 

The  Transportation  Study  and  Recommended  Plan  point 
the  way,  and  this  chapter  is  intended  to  offer  some 
further  guideposts  towards  the  successful  execution 
of  the  plan  for  the  benefit  of  the  Sudbury  Area. 

11.1  REVIEWING  THE  PLAN 


The  primary  requirement  leading  to  the  implementa¬ 
tion  of  a  Transportation  Plan  is  that  all  persons 
and  agencies  involved  should  analyze  the  Study 
findings,  together  with  the  principles  and  the 
proposals  put  forward,  in  order  to  discover  for 
themselves  what  has  been  done  and  to  determine  what 
actions  they  must  take  towards  its  implementation. 

Only  with  the  understanding,  active  support  and 
participation  of  the  many  persons  and  groups  con¬ 
cerned,  can  a  worthwhile  effort  be  made  to  carry 
out  a  comprehensive  plan. 

In  their  examination  of  the  Plan,  it  is  quite 
probable  that  various  groups  will  tender  further 
ideas  and  proposals  which  should  be  reviewed  and 
compared  with  the  proposals  of  the  Plan.  Before 
changes  are  made,  a  careful  recapitulation  of  the 
underlying  conditions  and  principles  should  be 
carried  out  to  ensure  that  any  modifications  or 
revisions  will,  in  fact,  offer  advantages  equal  or 
superior  to  those  of  original  proposals. 

In  order  to  make  a  comparison  between  original 
proposals  and  subsequent  suggestions ,  it  is 
essential  to  achieve  a  full  appreciation  of  the 
several  factors  which  have  influenced  the  develop¬ 
ment  of  the  Plan,  with  particular  reference  to 
the  following: 

(i)  The  Study  is  concerned  with  an  "Average 
Weekday" ;  and  the  roadway  capacities  on 
which  proposals  are  based  in  turn  rest  upon 
certain  assumptions  regarding  peak  hour 
volumes.  Any  changes  in  shopping  hours, 
working  patterns  or  employment  which  would 
drastically  change  the  distribution  of 
traffic  throughout  the  day,  might  affect 
the  entire  system. 
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(ii) 


The  Recommended  Plan  covers  a  system  or  net¬ 
work  of  transportation  facilities,  and  any 
major  modification  to  individual  proposals 
must,  in  turn,  affect  other  elements  through¬ 
out  much  or  all  of  the  remaining  system. 

(iii)  The  development  of  the  Recommended  Plan  is 
based  upon  projections  of  population  and 
vehicle  ownership  over  the  20-year  planning 
period,  and  assumes  that  future  distribution 
of  land  use  throughout  the  area  will  follow 
present  trends  and  be  in  accordance  with  the 
Official  Plan.  A  major  variation  in  any  of 
these  aspects  will  affect  the  future  traffic 
demands  upon  the  system,  and  therefore  the 
justification  and  priorities  for  the  various 
proposals . 

(iv)  Whether  or  not  the  projected  land  use  pattern 
develops  by  the  year  1985,  it  should  be 
recognized  that  Sudbury  will  ultimately 
develop  beyond  those  population,  employment 
and  floor  space  estimates  upon  which  this 
Plan  is  based.  Thus,  allowance  must  be  made 
for  some  further  expansion  of  the  proposed 
network . 

Where  it  is  apparent  that  an  existing  road 
will  reach  the  limit  of  its  capacity  by 
1985,  some  additional  right-of-way,  or  land 
for  a  relief  route,  should  be  provided  before 
the  need  becomes  critical.  Where  it  is  clear 
that  further  development  will  require  addition¬ 
al  roads ,  plans  should  be  drawn  to  reserve 
right-of-way  while  land  is  available. 

(v)  The  Plan  in  its  present  form  is  conceptual : 
the  proposals ,  cost  estimates  and  staging 
are  based  upon  available  data  -  detailed 
surveys  of  engineering  features  of  each 
project  have  not  yet  been  carried  out. 

Before  the  proposals  can  be  implemented,  they 
must  be  functionally  designed,  having  recourse 
to  large-scale  plans,  and  to  careful  considera¬ 
tion  of  route  function,  design  standards , soil 
conditions,  drainage  and  many  other  essential 
factors . 

It  would  be  impractical  to  undertake  complete 
functional  design  of  all  the  projects  forming 
part  of  the  Recommended  Plan,  within  the 
context  of  the  Transportation  Study. 

To  provide  maximum  benefit  to  the  municipality, 
functional  design  should  only  be  carried  out 
after  authorization  has  been  given  to  proceed 
towards  the  development  and  ultimate  construc¬ 
tion  of  a  particular  project. 

(vi)  The  future  traffic  assignments  and  the  detailed 
proposals  are  based  upon  the  operation  of  the 
completed  network.  No  evaluation  has  been  made 
of  how  proposals  will  function  in  various 
interim  stages  prior  to  the  attainment  of  the 
whole  Recommended  Plan.  When  a  project  has 
been  adopted,  and  progresses  to  the  functional 
design  stage,  consideration  should  be  given  to 
both  its  short-term  and  its  ultimate  effects 
upon  traffic  patterns  throughout  the  network. 
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11.2  ADOPTING  THE  PLAN 


After  the  Transportation  Plan  has  been  fully  reviewed 
by  all  interested  bodies,  it  should  be  formally 
adopted  as  an  article  of  policy.  Suitable  adjust¬ 
ments  should  be  made  to  other  articles  of  policy 
which  might  be  affected:  .n  particular,  the  Sudbury 

Official  Plan  should  be  amended  where  necessary,  to 
incorporate  the  Transportation  Plan  as  adopted. 

Also,  every  effort  should  be  made  to  publicize  the 
adopted  plan,  in  order  to  make  all  parties  aware  of 
the  intended  development. 

Adoption  of  the  plan  is  a  pre-requisite  of  the 
budgeting  and  other  programming  functions  of  the 
City  administration,  and  provides  considerable 
assistance  when  the  City's  needs  are  the  subject  of 
discussions  with  the  Department  of  Highways  or 
other  agencies  (e.g.  when  developing  connecting 
link  designations ,  mentioned  below) . 

Adoption  of  the  plan  does  not  in  itself  restrict  the 
City  to  a  rigid  course  of  action,  but  provides  a 
framework  within  which  to  work.  All  the  discussions 
in  Section  11.1  above  show  that  the  plan  must  be 
subject  to  modification  and  refinement  of  detail  as 
changing  conditions  affect  the  original  precepts. 

In  particular,  the  specific  location  and  alignment 
of  routes  will  be  subject  to  changes  and  improve¬ 
ments  when  functional  design  is  carried  out  for  the 
various  projects. 

Notwithstanding  the  possible  modifications  which 
may  occur,  it  is  of  fundamental  importance  that 
action  be  taken  to  adopt  this  plan  as  a  step 
towards  the  building  of  adequate  transportation 
facilities  to  meet  Sudbury's  future  needs. 

11.3  OBTAINING  FINANCE 


After  the  Plan  has  been  adopted,  the  necessary 
money  must  be  made  available  to  undertake  detailed 
design  and  construction.  Funds  will  be  provided 
jointly  by  the  City  of  Sudbury  and  by  the  Province 
of  Ontario,  with  certain  contributions  being 
obtainable  for  specified  purposes  from  such  bodies 
as  the  Board  of  Transport  Commissioners  (i.e. 
within  the  context  of  the  Railway  Grade  Crossing 
Elimination  Fund)  .  The  Department  of  Highways  ,  on 
behalf  of  the  Province,  generally  provides  one 
third  of  major  road  construction  and  right-of-way 
costs  ,  and  a  higher  percentage  of  the  costs  of 
designated  King's  Highway  Connecting  Links. 

Following  adoption  of  the  Transportation  Plan,  the 
City  of  Sudbury  will  wish  to  discuss  the  designa¬ 
tion  of  Highway  Connecting  Links  with  the 
Department,  and  to  negotiate  agreements  for  contri¬ 
butions  by  the  Department. 

The  financial  program  and  annual  budgets  of  the 
City  of  Sudbury  should  then  be  organized  to  reflect 
the  Corporation's  intentions  respecting  the 
implementation  of  the  Transportation  Plan. 
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11.4  SOME  AIDS  TO  PLAN  IMPLEMENTATION 


The  more  ADVANCE  PLANNING  that  can  be  undertaken 
early  in  the  planning  period,  the  greater  will  be 
the  potential  benefits  arising  from  the  development 
of  proposals.  With  regard  to  land  acquisition,  it 
may  often  be  of  considerable  advantage  for  the  City 
to  purchase  needed  land  whenever  it  comes  on  the 
market,  rather  than  wait  until  a  project  is  ready  to 
commence,  and  then  be  involved  in  expropriation 
procedures  throughout,  with  increased  property 
values  and  additional  payments  for  forced  sales. 

Even  if  early  acquisition  is  not  feasible,  means 
should  be  sought  to  limit  improvement  and 
redevelopment  of  property  which  will  later  be 
required  for  roadway  development. 

The  dollars  spent  on  the  transportation  system  will 
go  further  and  produce  greater  benefits  if  all 
elements  are  the  product  of  GOOD  DESIGN.  Criteria 
of  good  design  may  take  many  forms ,  but  to  cite 
just  one  example:  the  capacity  of  major  streets  as 
well  as  their  safe  operation  is  related  to  elements 
of  the  adjacent  development,  e.g.  positioning  of 
buildings  and  traffic  produced.  The  designation 
of  design  standards  for  all  accesses,  and  strict 
adherence  to  good  design  principles*  will  go  far 
toward  fostering  safety  and  convenience  for  the 
public  at  large. 

11.5  KEEPING  THE  PLAN  UP  TO  DATE 


Although  the  Recommended  Transportation  Plan  and 
the  suggested  staging  are  intended  to  span  a 
20-year  period,  the  growth  projections  will  require 
constant  review  to  check  whether  development  is  in 
fact  occurring  as  currently  predicted.  The  yearly 
construction  programs  should  make  allowance  for 
changing  conditions  where  these  are  readily 
apparent,  and  a  complete  overhaul  of  the  Transporta¬ 
tion  Plan  should  be  carried  out  at  5-yearly 
intervals,  in  order  to  check  the  effects  upon  the 
system  of  work  already  undertaken,  and  to  extend 
the  range  of  the  Plan  further  into  the  future.  It 
should  be  noted  that  some  elements  of  the 
Recommended  Plan  are  expected  to  be  operating  at 
or  near  their  capacities  by  the  year  1985,  and  that 
further  improvements  to  the  network  should,  therefore, 
be  planned  to  accommodate  traffic  growth  beyond  that 
date . 

Many  things  will  be  required  to  keep  the  plan 
vigorous  and  sufficiently  flexible  to  keep  pace  with 
area  development.  In  particular,  the  surveys  and 
analyses  described  in  Chapter  3  should  be  contin¬ 
uously  updated  and  reviewed  so  that  they  provide  a 
current  picture  of  the  street  system  and  its  function¬ 
ing.  In  addition: 


*  e.g.  see  Department  of  Highways'  "Commercial 

Site  Access  Standards" 


-  14C  - 


The  street  inventory  should  be  kept  up  to 
date  to  show  where  new  work  has  been  carried 
out,  and  where  further  construction  is  most 
urgently  needed. 

Compilation  of  accident  data  should  continue, 
and  this  should  be  analyzed  to  determine  how 
the  safety  of  traffic  operations  can  be 
improved  by  means  of  either  further  controls 
or  physical  design  and  reconstruction. 

Periodic  traffic  counts  should  be  made  at 
selected  control  stations,  to  establish  the 
pattern  of  seasonal  variations  in  traffic 
flow  as  well  as  longer-term  trends. 

A  complete  annual  program  of  traffic  volume 
counting  should  be  instituted  to  show  the 
operation  of  streets  within  the  system. 

Turning  movement  counts  and  capacity  calcula¬ 
tions  should  be  undertaken  regularly  at 
major  intersections  to  show  where  capacity 
problems  are  developing. 

-  Speed  and  delay  runs  on  major  streets  should 
be  carried  out  according  to  an  established 
program  so  that  the  location  and  causes  of 
congestion  can  be  diagnosed  and  dealt  with. 

Vehicle  classification  counts  should  be 
made  periodically  to  determine  whether  the 
characteristics  of  traffic  are  changing. 

A  check  of  "in"  and  "out"  movements  at  the 
downtown  cordon,  together  with  a  parking 
usage  survey,  should  be  undertaken  annually 
to  discover  whether  the  traffic  components 
(through  traffic;  traffic  with  C.B.D. 
destinations)  are  changing  with  changes  in 
downtown  land  use. 

If  the  city  keeps  a  comprehensive  and  continuing 
record  of  the  above  details ,  to  show  the  varia¬ 
tion  of  traffic  patterns  and  to  analyze  the 
operation  of  the  street  system,  these  will  pro¬ 
vide  a  very  valuable  foundation  for  the  recom¬ 
mended  5-yearly  re-appraisals  of  the  Transpor¬ 
tation  Plan. 

11.6  THE  NEED  FOR  PUBLIC  SUPPORT 


The  key  to  the  success  of  the  Transportation  Plan3 
and  the  only  way  that  ideas  and  proposals  can  be 
transformed  from  drawings  and  words  into  the 
reality  of  concrete  and  asphalt 3  is  to  ensure  that 
all  the  people  of  Sudbury  understand  the  Plan  and 
are  willing  to  lend  their  support  to  a  campaign 
of  positive  action  -  a  campaign  which  will  con¬ 
tribute  to  their  own  bene  fit  3  now  and  in  the 
future . 
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APPENDIX  A . 1 


NOTES  ON  THE  CALCULATION  OF  INTERSECTION  CAPACITIES 


The  capacity  of  a  route  can  be  no  greater  than  the 
capacity  of  the  least  efficient  intersection  along 
the  route.  Therefore,  the  traffic  carrying  capability 
of  the  whole  street  system  is  determined  by  the 
capacities  of  the  intersections. 

Many  of  the  factors  which  affect  the  capacity  of  a 
conventional  signalized  intersection  have  been 
recognized  and  evaluated  over  a  period  of  years. 

These  factors  include  the  approach  widths,  the  avail¬ 
able  "green  time"  for  a  movement,  the  percentage  of 
turning  vehicles ,  the  percentage  of  heavy  commercial 
vehicles,  the  arrangement  of  bus  stops,  etc.  The 
requirements  and  procedures  for  calculation  of  inter¬ 
section  capacities  are  explained  in  the  Highway 
Capacity  Manual  prepared  by  the  U.S.  Bureau  of  Public 
Roads.  The  calculations  for  Sudbury's  signalized 
intersections  have  followed  the  methods  outlined  in 
the  Highway  Capacity  Manual  (1951) ,  and  the  sub¬ 
sequent  revisions  thereto. 

Certain  conditions  are  NOT  allowed  for  in  this 
method.  In  particular,  the  Ontario  practice  of 
permitting  right  turning  vehicles  to  proceed  on  a 
red  light  is  not  accounted  for,  and  it  has  been  ob¬ 
served  in  this  study  that  the  effects  of  permitting 
this  manoeuvre  can  vary  widely  depending  on  the 
demand  of  turning  movements  and  the  volume  of  traffic 
on  the  cross  street.  A  further  item  complicating 
the  capacity  calculations  in  Sudbury  is  the  practice 
of  providing  a  special  pedestrian  phase  at  certain 
major  downtown  intersections.  This,  in  turn,  leads 
to  the  prohibition  of  right  turns  on  a  red  light. 
Although  these  special  features  were  not  specifically 
allowed  for,  their  effects  are  slight,  and  will  not 
undermine  the  validity  of  the  calculations.  In  any 
case,  the  calculated  capacity  figures  should  only 
be  used  as  a  guide  for  interpreting  actual  observa¬ 
tions  and  operating  experience  at  a  given  intersection. 

Two  measures  of  capacity  -  POSSIBLE  CAPACITY  and 
PRACTICAL  CAPACITY  -  are  referred  to  in  the 
calculations . 

POSSIBLE  CAPACITY  is  defined  as  the  maximum  number 
of  vehicles  which  can  pass  a  given  point  on  a  lane 
or  roadway  under  prevailing  roadway  and  traffic 
conditions . 

PRACTICAL  CAPACITY  is  the  maximum  number  of  vehicles 
which  can  pass  a  given  point  under  prevailing  roadway 
and  traffic  conditions  WITHOUT  RESULTING  IN  UNDUE 
CONGESTION  OR  UNDUE  DELAYS. 

POSSIBLE  CAPACITY  has  been  found  to  be  approximately 
20%  GREATER  THAN  PRACTICAL  CAPACITY. 

In  analyzing  intersection  capacities  for  Sudbury, 
the  PEAK  HOURLY  volume  has  been  compared  with  the 
PRACTICAL  CAPACITY  of  each  approach,  and  the  PEAK 
15-MINUTE  volume  has  been  compared  with  the  POSSIBLE 
CAPACITY.  In  either  case,  a  Volume/Capacity  ratio 
greater  than  0.90  indicates  an  area  of  concern. 
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Volume/Capacity  ratios  greater  than  1.00  occur  at 
several  locations ,  and  these  indicate  that  one  approach 
of  an  intersection  is  already  accommodating  more  than 
its  theoretical  capacity.  Such  a  situation  requires 
immediate  further  study.  In  a  few  cases,  only  physical 
intersection  improvements  will  alleviate  the  problems 
revealed,  but  in  most  instances,  the  retiming  of  the 
traffic  signals  will  be  adequate  to  provide  relief. 

At  intersections  with  pedestrian  phases,  there  are 
twelve  possible  pedestrian  movements  which  occur 
simultaneously  within  a  period  of  7  -  17  seconds.  In 
order  to  observe  these  movements ,  same  short  movie 
films  of  intersection  operation  were  taken  and  these 
revealed  the  following: 

vehicular  capacity  of  an  intersection  with  a 
pedestrian  phase  will  be  REDUCED  for  two  reasons: 

(i)  there  is  less  total  "green-time"  available 
for  vehicular  movements,  and 

(ii)  right  turns  during  the  vehicular  all-red 
phase  must  be  prohibited,  in  order  to  pro¬ 
tect  the  exclusive  pedestrian  movement. 

at  those  intersections  where  turning  movements 
are  heavy  (e.g.  Durham  Street  traffic  turning 
onto  Elm  Street) ,  the  restriction  of  the  pedestrian 
movements  to  an  exclusive  phase  INCREASES  the 
capacity  by  eliminating  the  conflicts  between 
pedestrians  and  turning  vehicles. 

a  given  intersection  with  a  pedestrian  phase  has  a 
"pedestrian  capacity"  which  depends  upon  the 
area  of  sidewalk  available  at  the  corners  of  the 
intersection,  the  waiting  time  between  pedestrian 
phases,  and  the  directional  diversity  of  pedestrian 
flows . 

In  addition  to  the  above  observations ,  it  is  noted  that 
very  high  accident  frequencies  have  been  recorded  at 
certain  intersections  having  exclusive  pedestrian  signal 
phases  (Elgin/Elm,  Durham/Larch,  Durham/Cedar,  Durham/ 

Elm) .  More  detailed  analysis  of  the  accident  experience  may 
indicate  how  the  geometric  layout  and  operation  of  these 
intersections  should  be  improved.  If  the  accident  record 
cannot  be  improved  while  these  intersections  operate 
with  the  exclusive  pedestrian  signal  phase,  then  the 
City  should  consider  eliminating  this  phase. 

Perhaps  the  first  thing  noticed  by  the  visitor  to  Sudbury 
is  the  different  operational  controls  used  at  inter¬ 
sections  in  the  downtown  area.  The  street  system  in 
Downtown  Sudbury  has  a  number  of  3-way  "Y"  and  "T" 
intersections  interspersed  with  the  more  common  4-way 
intersections.  Some  intersections  have  all  three 
or  all  four  approaches  controlled  with  stop  signs,  while 
others  are  controlled  by  the  more  conventional  2-way 
stop  arrangements. 

Some  intersections  have  a  pedestrian  signal  phase  with 
"WALK/DON'T  WALK"  signs  mounted  diagonally,  and  some 
intersections  are  signalized  to  require  pedestrians 
to  cross  with  the  standard  green  (vehicle)  indications. 

It  is  quite  possible  that  the  high  level  of  accidents 
recorded  in  the  area  bounded  by  Elgin,  Beech,  Lisgar 
and  Larch  Streets  may  be  due  in  part,  to  this  diversity 
of  intersectional  control,  which  engenders  some  degree 
of  confusion  and  therefore  hazard,  for  both  pedestrians 
and  drivers. 
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The  capacity  calculations  at  a  number  of  intersections 
indicate  some  signal  retiming  would  be  appropriate 
during  peak  hours.  No  counts  were  taken  outside  the 
4:00  p.m.  -  6:00  p.m.  period  to  determine  whether 
capacities  were  adequate  and  signals  properly  timed 
for  off-peak  conditions. 

Where  an  intersection  is  controlled  by  the  use  of  stop 
signs  on  one  or  more  of  the  approaches,  the  estimation 
of  capacity  is  usually  based  upon  a  detailed  evaluation 
of  gaps  in  the  approaching  traffic  flows ,  and  upon  the 
determination  of  gap-lengths  acceptable  to  a  stopped 
driver  wishing  to  merge  with  or  cross  the  moving 
traffic.  Where  all  approaches  are  controlled  by  stop 
signs,  as  at  a  number  of  locations  throughout  Sudbury, 
capacity  analysis  techniques  become  quite  complex, 
and  current  research  has  gone  only  part  of  the  way 
towards  estimating  capacity  under  such  conditions. 

This  Study  included  no  capacity  calculations  for 
intersections  currently  controlled  by  stop  signs , 
and  it  is  recommended  that  the  City  continue  to  use 
empirical  methods,  together  with  detailed  counts  and 
observations  of  vehicle  delays,  to  determine  when 
such  intersections  should  be  put  under  traffic 
signal  control. 
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APPENDIX  A. 2 


PROCEDURE  FOR  VALIDATION  AND  ADJUSTMENT  OF  ORIGIN-DESTINATION 

SURVEY  DATA 


Three  types  of  interviews  were  carried  out  during  the 
course  of  the  transportation  study.  The  interview 
techniques  are  referred  to  in  Chapter  2  and  the  inter¬ 
view  forms  are  shown  in  the  appendix  (Exhibits  A. A, 

A.B  and  A.C) .  The  home  interviews  represented  a  sample 
of  households ,  and  the  data  was  expanded  on  the  basis 
of  the  dwelling  unit  count  to  represent  total  informa¬ 
tion.  The  roadside  interviews  at  the  External  Cordon 
were  expanded  to  represent  average  24-hour,  two- 
directional  traffic  volumes  as  determined  by  automatic 
traffic  recorders.  Truck  and  Taxi  Reports  were  ex¬ 
panded  on  the  basis  of  a  complete  listing  of  these 
vehicles . 

Certain  minor  checking  procedures  were  applied  to  the 
home  interview  data.  For  example,  the  expanded  popu¬ 
lation  figures  derived  from  the  interviews  were 
compared  with  actual  zone-by-zone  population  counts, 
and  the  expanded  figure  of  67,300  persons  over  5  years 
old  compared  quite  favourably  with  the  count  of  71,300 
persons  in  the  same  age  groups. 

When  all  interview  data  had  been  expanded,  it  was 
transferred  to  punched  cards,  and  specific  computer 
tabulations  were  made  to  compare  and  check  portions 
of  trip  information  recorded.  Tne  three  maior  checking 
procedures  were  as  follows: 

A. 2.1  The  External  Cordon  Check 


Certain  of  the  data  collected  by  means  of  the  roadside 
interviews  overlapped  with  data  from  the  home  inter¬ 
view  survey. 

In  order  to  compare  the  duplicated  information,  a 
tabulation  was  made  of  roadside  interviews  having 
reported  home  base  within  the  cordon,  and  a  tabula¬ 
tion  was  made  of  trips  from  the  home  interview 
survey  which  crossed  the  cordon.  The  tabulations 
showed  that  the  volume  of  the  external-internal 
movement  by  Sudbury  residents  was  10,300  trips  in 
12  hours  according  to  the  roadside  interviews , 
and  8,900  trips  over  the  same  period  according  to 
the  home  interview  data. 

From  this  it  was  apparent  that  there  was  some  under¬ 
reporting  of  trips  in  the  home  interview  survey, 
probably  accompanied  by  under-expansion,  and  that 
these  were  the  less  accurate  data.  (It  was  to  be 
expected  that  the  home  interviews  would  be  less 
accurate  in  detail,  since  the  home  interview  survey 
sampled  1  out  of  every  8  households  whereas  road¬ 
side  interviewing  sampled  approximately  1  out  of 
every  3  cordon  crossing  trips) . 

Hence,  all  cordon  crossing  trips  were  deleted  from 
the  home  interview  data  and  the  roadside  inter¬ 
views  were  accepted  as  the  best  estimate  of 
Internal-External  and  External-Internal  trips.  The 
remaining  home  interview  data  was  then  compiled  with 
the  roadside  interviews  and  truck/taxi  data  to  pro¬ 
vide  a  composite  body  of  origin-destination  data 
representing  the  aggregate  travel  movement  through¬ 
out  the  area. 


157 


A. 2 . 2  . 


The  Screen  Line  Check 


The  C.P.R.  main  line  running  N.W.-S.E.  across  the 
City  divides  the  study  area  into  two  portions.  For  the 
purposes  of  the  collection  and  and  analysis  of  traffic 
data,  this  line  was  designated  as  a  screen  line,  and 
the  boundaries  of  origin-destination  zones  were  drawn 
in  such  a  way  that  no  zone  was  cut  by  the  screen  line. 

There  are  five  crossings  of  the  C.P.R.  line  (at  Kath¬ 
leen,  Lome,  Elm,  Brady  and  Nelson  Streets)  and 
detailed  traffic  counts  were  carried  out  at  each 
crossing  point  as  described  in  Sections  2.4.4  and  2.4.5. 
The  traffic  counts  showed  that  some  57,000  vehicles 
crossed  the  screen  line  on  a  typical  weekday,  and  that 
some  42,400  crossings  occurred  in  the  12-hour  period 
7  a.m.  to  7  p.m. 

The  whole  body  of  trip  data  compiled  from  the  O-D 
interviews  was  then  sorted  to  determine  the  total 
number  of  trips  with  origin  and  destination  zones  on 
opposite  sides  of  the  screen  line.  This  sorting  of 
interview  data  indicated  some  29,200  "traceable"  screen 
line  crossings  in  the  7  a.m.  to  7  p.m.  period. 

Comparison  of  the  above  figures  shows  that  the  number 
of  vehicles  COUNTED  was  considerably  greater  than  the 
number  of  trips  REPORTED. 

There  are  a  number  of  reasons  why  traffic  counts  would 
be  expected  to  exceed  the  reported  trip  volumes : 

Some  under-reporting  is  typical  of  the  procedures 
used  in  the  home  interview  and  truck/taxi  inter¬ 
view  surveys  because  respondents  neglect  to 
report  EVERY  trip  they  have  made. 

The  interviewing  procedures  do  not  take  into 
account  a  segment  of  the  traffic  movement;  i.e. 
internal  trips  made  by  non-residents.  Whereas 
the  home  interviews  and  truck/taxi  interviews 
theoretically  record  ALL  trips  made  by  the 
residents  of  the  area,  the  roadside  interviews 
and  the  External  Cordon  record  only  the  SINGLE 
cordon  crossing  trip.  Any  subsequent  trips  made 
by  non-residents  travelling  from  place  to  place 
inside  the  City  is  not  subject  to  interview.  The 
status  of  Sudbury  as  a  regional  shopping  and  ser¬ 
vice  centre  may  make  these  trips  a  significant 
element  of  the  area  travel  patterns,  although 
there  was  no  satisfactory  means  of  evaluating  them 
within  the  context  of  the  present  study. 

Logical  routings  between  zones  on  the  same  side 
of  the  screen  line  may  result  in  DOUBLE  screen 
line  crossings,  which  would  not  be  predictable 
in  the  above  analysis  of  origins  and  destinations. 
Circulating  traffic  can  give  rise  to  DOUBLE  screen 
line  crossings  which  cannot  be  adequately  allowed 
for  within  the  context  of  origin  and  destination 
information . 

In  order  to  minimize  the  effects  of  the  differences 
between  counts  and  trip  reports,  adjustments  were 
applied  to  the  O-D  data:  the  correction  for  under¬ 
reporting  and  omitted  trips  was  applied  by  expansion 
of  the  existing  data.  No  correction  was  made  for 
the  logical  DOUBLE  crossings ,  because  the  effects 
of  this  discrepancy  would  probably  be  offset  by  the 
"network  loading"  procedures  described  later.  (If 
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the  assignment  (loading)  process  is  adequately  carried 
out,  those  trips  which  logically  cross  the  screen  line 
in  two  places  are  so  assigned) .  The  correction  for 
circulating  traffic  was  calculated  and  applied  where 
appropriate  to  the  final  traffic  volume  assignments 
on  specific  routes. 

It  has  been  determined  in  other  studies  that  the  DOUBLE 
crossings  account  for  10  to  20  percent  of  the  total 
traffic,  and  that  the  expanded  origin-destination  inter¬ 
view  data  should  therefore  amount  to  between  80  and  90 
percent  of  the  total  screen  line  count. 

Before  any  adjustments  were  made  to  the  interview  data, 
some  further  analysis  was  undertaken  which  showed  that 
discrepancies  between  reported  trips  and  traffic  counts 
were  somewhat  greater  in  off-peak  than  in  peak  hours, 
thus  illustrating  a  further  point:  work  trips  are 
generally  better  reported  than  more  casual  trips 
(e.g.  shopping,  recreation,  etc.). 

Based  upon  these  observations,  an  adjustment  of  10% 
was  added  to  all  work  trips,  while  non-work  trips 
were  adjusted  by  50%  so  that  the  body  of  trip  data 
would  represent  83%  of  screen  line  crossings.  At 
this  point  the  1963  trip  table  (Exhibit  A.D)  was 
prepared. 

A.  2. 3.  Comparison  with  Measured  Route  Volumes 

Using  the  assignment  programs  developed  by  the  Depart¬ 
ment  of  Highways,  the  1963  trips  were  assigned  to  a 
network  representing  the  existing  streets.  Assigned 
route  volumes  were  compared  with  actual  volume 
counts.  As  a  result  of  this  process,  some  minor 
manual  re-assignments  were  made  which  were  later 
applied  to  1985  traffic  assignments  in  the  same 
manner. 
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APPENDIX  A. 3 


TRIP  CHARACTERISTICS  FROM  THE  HOME  INTERVIEW  DATA 


Prior  to  commencing  trip  projection,  a  number  of 
special  tabulations  were  derived  from  the  interview 
data  in  order  to  examine  the  relationships  among 
travel  mode,  trip  purpose,  land  use,  etc.  The  re¬ 
sults  of  certain  of  these  investigations  are  pre¬ 
sented  in  the  attached  exhibits . 

Exhibit  A.3(i)  indicates  how  trips  were  distributed 
among  the  three  major  travel  modes  as  follows: 

Auto  Drivers  -  80,713  trips 

Auto  and  Taxi  Passengers  -  32,810  trips 
Transit  Passengers  -  17,286  trips 

Study  of  this  Exhibit  reveals  a  number  of  points  , 
some  of  which  may  be  considered  quite  predictable  and 
logical ,  e. g. : 

most  non-home-based  trips  are  made  by  automobile 
drivers,  while  very  few  are  made  on  public 
transit  vehicles. 

students'  school  trips  are  made  mostly  as  auto 
passengers  or  as  transit  passengers, 
transit  trips  to  and  from  work  account  for  nearly 
28%,  school  trips  27%  and  shopping  trips  18% 
of  all  transit  trips. 

-  of  total  trips  made  by  automobile  drivers,  work 
trips  account  for  only  16% ,  while  school  and 
shopping  account  for  1%  and  16%,  respectively. 

Exhibit  A.3(ii)  shows  the  interchange  of  trips  among 
major  land  uses.  Within  the  cordon,  the  heaviest 
movements  occur  among  residential  uses,  commercial 
uses  and  public  buildings,  with  industry  accounting 
for  only  some  8,000  trips.  For  trips  crossing  the 
cordon,  the  heaviest  movement  involves  persons  resi¬ 
dent  outside  the  City  who  visit  commercial  establish¬ 
ments,  residential  uses,  and  public  buildings  within 
the  City.  The  largest  single  external  traffic 
generator  for  City  residents  is  industrial  land 
use,  and  in  the  case  of  Sudbury,  this  is  represented 
by  the  mines,  smelters  and  refineries  at  Copper 
Cliff,  Coniston,  etc. 

The  factors  exhibited  in  (b)  for  trips  crossing  the 
external  cordon  should  be  viewed  with  caution,  con¬ 
sidering  the  inherent  limitations  of  the  data  in¬ 
volved.  Since  interviewing  was  done  only  in  the 
inbound  direction  for  12  daylight  hours ,  a  number  of 
important  trips,  including  those  of  industrial 
workers  on  night-time  shifts,  do  not  appear  in  the 
sample.  Conversely,  inbound  shopping  trips  would 
be  quite  fully  accounted  for.  Moreover,  subsequent 
expansion  of  the  interview  data  to  the  measured  24- 
hour  volumes  will  have  emphasized  any  distortion 
in  the  information  collected  at  the  external  cordon. 

Exhibit  A.3(iii)  shows  the  reported  trip  purposes 
associated  with  each  land  use,  and  is  virtually 
self-explanatory . 
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y\OME  47. 


TRIP  PURPOSES 

AS  REPORTED  IN  THE 
HOME  INTERVIEW  STUDY 


17,286  TRIPS  BY 
TRANSIT  PASSENGERS 


32,810  TRIPS  BY 
AUTO  &  TAXI  PASSENGERS 


80,713  TRIPS  BY 
AUTO  DRIVERS 


-TO 


0* 


A-3 
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EXHIBIT 


THE  EXTERNAL  CORDON 


TRIP  INTERCHANGE 

BETWEEN  MAJOR  LAND  USES 
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EXHIBIT 


A  3  (ii) 


86,075  TOTAL 
AUTOMOBILE  and  TAXI  TRIPS 


•  as  reported  in  the  Home 
Interview  and  Taxi  Interview 
Surveys. 
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EXHIBIT 


A  3(iii 


APPENDIX  A. 4 


PROCEDURE  FOR  PROJECTION  OF  1985  VEHICLE  TRIPS 

A  widely  used  method  of  projecting  future  trip  patterns 
is  to  apply  a  simple  growth  factor  to  each  of  the 
existing  traffic  zones  under  study.  This  method  was 
rejected  for  the  Sudbury  study  for  a  number  of  reasons, 
some  of  which  may  be  stated  as  follows: 

considerable  data  were  available  from  the  sur¬ 
veys  to  indicate  the  attraction  of  trips  on  the 
basis  of  different  purposes.  Such  data  could  not 
have  been  utilized  if  simple  zonal  expansion 
factors  had  been  the  basis  of  projection, 
all  components  of  zone-residential  population, 
commercial  and  industrial  uses  within  a  given 
0-D  zone  do  not  grow  uniformly, 
in  spite  of  studied  attempts  to  achieve  homo¬ 
geneity  of  land  use  in  defining  zones ,  some 
intermixing  of  land  use  within  a  zone  is 
inevitable . 

by  developing  trip  attraction  and/or  production 
factors,  better  estimates  can  be  made  of  future 
trips  in  zones  in  which  existing  land  use  is  very 
sparse,  but  in  which  substantial  development  is 
expected  to  take  place  in  the  future. 

The  second  method  which  was  explored  as  a  basis  for 
estimating  future  trips  involved  subdividing  trips 
according  to  purpose.  The  three  trip  purposes  Home- 
to-Work ,  Home-to-Other  and  Non-Home-Based  were  ex¬ 
tracted  and  analyzed.  However,  several  difficulties 
were  encountered  when  attempts  were  made  to  establish 
projections  based  upon  this  breakdown: 

many  of  the  existing  work  opportunities  are 
exterior  to  the  Sudbury  cordon,  and  growth 
factors  relevant  to  these  jobs  were  somewhat 
difficult  to  evaluate. 

the  method  can  be  simplified  by  the  assumption 
that  the  reverse  trips  Work-to-Home  and  Other-to 
Home  duplicate  the  trips  Home-to-Work  and  Home- 
to-Other  but  there  are  several  reasons  to  believe 
that  this  is  a  less  reliable  assumption  in  the 
case  of  Sudbury  than  elsewhere.  The  limitations 
of  the  external  cordon  data  (inbound  interviewing 
only,  from  7  a.m.  to  7  p.m.)  did  not  permit  these 
doubts  to  be  resolved. 

the  portion  of  the  trips  which  could  be  most 
accurately  expanded  by  this  method  would  be  work 
trips,  but  the  24-hour  study  in  Sudbury  indicated 
that  work  trips  accounted  for  less  than  20%  of 
the  total  trips  throughout  the  area, 
broad  assumptions  would  have  to  be  made,  in  order 
to  relate  trips  of  a  given  purpose  to  the  known 
land  uses. 

After  due  consideration  of  the  above  possibilities, 
analysis  based  upon  trip  purpose  was  discarded  in 
favour  of  analysis  based  upon  reported  land  use 
at  trip  origin.  The  most  compelling  reason  for 
adopting  land  use  as  the  criterion  for  trip  expansion 
was  the  fact  that  data  concerning  projected  area 
growth  was  available  in  terms  of  projections  of  land 
use,  from  the  Technical  Coordinating  Committee.  The 
procedure  was  to  subdivide  1963  reported  trips  by  zone 
of  origin  and  by  reported  land  use  at  origin:  expansion 
factors  were  applied  to  the  trips  associated  with 
each  land  use  within  each  zone  of  origin,  and  the  whole 
was  re-assembled  by  zone  to  give  estimates  of  total 
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1985  trips.  The  results  of  this  process  are  shown  in 
Exhibit  A.E,  in  the  technical  appendix.  The  total 
1985  trips  estimated  by  this  method  were  compared  with 
an  approximate  figure  for  1985  trips  calculated  as  the 
product  of  1963  trips  and  the  overall  projection  of 
population  growth.  Since  these  two  figures  were  in 
close  agreement,  the  zonal  totals  thus  obtained  were 
adopted  without  further  modification. 

After  producing  the  1985  trip  table,  it  was  realized 
that,  although  the  division  of  the  City  into  83  zones 
should  give  rise  to  sound  route  assignments,  this 
array  was  too  complex  to  permit  graphical  analysis  of 
desire  lines.  The  83-zone  trip  tables  were  there¬ 
fore  compressed  into  two  smaller  formats: 

(i)  The  City  based  upon  29  DISTRICTS 

(ii)  The  City  and  surrounding  population 
centres  based  upon  19  REGIONAL  AREAS 

Hence,  from  the  1963  and  1985  83-zone  trip  tables, 
a  29-district  trip  table  and  a  19-region  trip  table 
were  prepared.  In  the  case  of  the  19-region  table, 
some  re-analysis  of  external  cordon  data  was  required 
to  separate  long  distance  trips  from  those  associated 
with  nearby  population  centres.  All  1963  and  1985 
trip  tables  are  presented  in  Exhibits  A.D  and  A.F  in 
the  appendix. 
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n 


F.  TOTAL  UNIT  INCOME:  NOTE:  ASK  THIS  QUESTION  LAST. 


1  .  Less  than  $1 ,000 

2.  $1,000  to  $1,999 

3.  $2,000  to  $2,999 


4.  $3,000  to  $3,999 

5.  $4,000  to  $4,999 

6.  $5,000  to  $5,999 


7.  $6,000  to  S7, 999 

8.  S8,000  to  S9,999 

9.  $10,000  &  Over 


1 8 


DATE 

TIME 

DESCRIBE 

1  . 

2. 

3. 

4. 

5. 

G.  DATA  FOR  PERSONS  5  YEARS  OF  AGE  AND  OLDER; 


A 

B 

C 

D 

E 

F 

G 

Person 

No. 

PERSON  IDENTIFICATION 
(RELATIONSHIP  TO  HEAD) 

AGE 

DRIVER? 

SEX 

OCCUPATION 

INDUSTRY  OR  BUSINESS 

1 

HEAD 

n 

z 

9> 

2-9 

io 

2 

31 

32] 

33 

34 

3 

35- 

36 

37 

38 

4 

S? 

fo 

4-1 

42 

5 

43 

pi 

44- 

4-5 

46 

6 

4-7 

.L 

48 

49 

50 

7 

k  / 

5Z 

53 

44 

8 

55 

54 

57 

58 

9 

59 

61 

6t 

SUMMARY  DATA 


A.  Total  No.  of  Trips  Re¬ 
ported  At  This  Address 


19  2d 


No.  of  Persons,  5 
Years  of  Age  &  Older, 
Making  Trips 


ti  tl 


C.  No.  of  Persons,  5 

Years  of  Age  &  Older 
Making  No  Trips 


23  2.4 


D.  No.  of  Persons,  5 

Years  of  Age  &  Older, 
With  Trips  Unknown 


Z5 


E.  Complete  or  Incomplete 
Interview  Code  (Office 
Use  Only) 


travel!  Sample 
day  I  number 


□  fTEFTTl 


dwelling  unit  location 


U  1  7  |  0  1 


ADMINISTRATIVE  RECORD 


B.  Contact  Record: 


C.  Report  Completed:  I  certify 
that  all  information  on  this 
form  is  correct  and  true . 


DATE  SIGNATURE 
D.  Report  Submitted  Incomplete: 
1.  Reason: _ 


DATE  SIGNATURE 
2.  Supervisor's  Comments- 


PATE  SIGNATURE 


E.  Field  Edit;  Foil 


Pass  Date 


F.  Office  Edit; Fa i I  F  - 

Pass  I  Dote 


G.  CODING  DEPT. 


1 .  Coded  by: 


DATE  NUMBER  INITIALS 
2.  Checked  by: 


SUDBURY  AREA 
TRANSPORTATION  STUDY 


DILLON 


HOME  INTERVIEW 
REPORT  FORMS 


-  167  - 


EXHIBIT  AA 


SUDBURY  AREA 
TRANSPORTION  STUDY 


Sheet 


19  6  3 

TRUCK  a  TAXI 

REPORT  Travel  Day 

/ 

— 

Sample  No. 

2- 

3 

4- 

5 

TRIP 

NO. 


/f  15 


ORIGIN 

WHERE  DID  THIS  TRIP  BEGIN? 


Establishment 


Street  and  Number 


DESTINATION 

WHERE  DID  THIS  TRIP  END? 


Establishment 

Street  and  Number 


lb 

n 

IQ 

19 

to 


Establishment 

Street  and  Number 


Establishment 


Street  and  Number 


Establi shment 

Street  and  Number 


Establishment 


L\ 


it 


13 


14 


is 


Establishment 

Street  and  Number 


Establishment 


Street  and  Number 


Establishment 


Street  and  Number 


Establishment 


TRIP  PURPOSE 


H3 


Carrying  materials  or  goods 
Carrying  passenger(s) 
Travelling  empty 

in  inn  punch  o 


I  Mo*  TO 

Iks  ft9 


Carrying  materials  or  goods 
Carrying  passenger(s) 
Travelling  empty 

□  □ 


□  □ 


Carrying  materials  or  goods 
Carrying  passenger(s) 
Travelling  empty 


□ 


Carrying  materials  or  goods 
Carrying  passenger(s) 
Travelling  empty 

□ 


Carrying  materials  or  goods  □ 


TIME  OF  TRIP 


Beginning 


30  31  32. 


□ 

Ending 


H  _ 

♦too  EL 


33  3+35 


0- 


□= 


□ 


SUDBURY  AREA 

TR  A  N  SPORTATION  STUDY 


TRUCK  a  TAXI  REPORT 


Sheet  1  of 


19  6  3 


CONFIDENTIAL  -  The  information  obtained  In  this  survey  will 
be  accorded  confidential  treatment.  Indivi¬ 
dual  reports  will  be  used  for  statistical 
purposes  only. 


IDENTIFICATION 


OWNER 

TRAVEL  DAY 

1 

ADDRESS 

SAMPLE  NO. 

VEHICLE  TYPE 

z 

3 

4- 

5 

VEHICLE  DESCRIPTION 

REGISTRATION  NO. 
DRIVER 


1.  Passenger  Vehicle 

2.  Light  2  axle-pickup  or  panel 

3.  Light  2  axle-single  unit  truck  (single  rear  tires) 

4.  Heavy  2  axle 

5.  Transport  (combination  units) 

6.  Bus  -  common  carrier 

7.  Bus  -  other  (school,  etc.) 

8.  Taxi 

9.  Heavy  3  axle-single  unit  truck 


GARAGE  ADDRESS 

TOTAL  TRIPS  THIS  VEHICLE 


SECTION  II 


ADMINISTRATION 


INTERVIEWER(s) 
CONTACT  RECORD 


Date 

Time 

Remarks 

Report  Completed; 

I  certify  that  all  the 
information  on  this  form 
is  correct  and  true 


Date 


Signed 


Report  Submitted  Incomplete: 

Reason 


Date 


Signed 


ib 

n 

19 

to 

14 

IS 

Supervisor's  Comments 


Date 


Signed 


?  NOT 

yuNCNEC 


Field  Edit 


Date 


Signed 


Office  Edit 

Date 


Signed 


Coded 


Date 


Signed 


Checked 


Date 


Signed 


SUDBURY  AREA 
TRANSPORTATION  STUDY 


TRUCK  and  TAXI 
REPORT  FORMS 


DILLON 


168 


EXHIBIT  A 


[ 


•J  )» 


0-D  SURVEY 


-  - 


DEPARTMENT 

OF 

HIGHWAYS 
ONTAR  IO 


EXTERNAL  INTERVIEWS 


TRAFFIC 

AND 

PLANNING  STUDIES 
SECTION 


- 

SHEET  NO. 

3 

4 

6 

C  IT  Y 

6 

7 

8 

STATION 

JL 

10 

II 

HOUR  ENOINO 

16 

17 

VEHICLE 

TYPE 


NO  IN 

VEHICLE 


WHERE  DIO  THIS  TRIP  BEGIN 
(ORIGIN ) 


25  25  27  28  29 


TYPE  OF 

ESTABLISHMENT  AT 
ORIGIN 


•HERE  WILL  THIS  TRIP  END 
(DESTINATION) 


TYPE  OF 
ESTABLISHMENT  AT 
DESTINATION 


32  33  34  35  36 


TRIP 

PURPOSE 


HOME  BASE 


FORM  PL— TS— 35 
JUNE  1963 

DE PARTMENT 
OF 

H  IGH  WAYS 
ON  TAR  I O 


TRAFFIC 

AND 

PLANNING  STUDIES 
SECTION 


O-D  TRAFFIC  SURVEY 


EXTERNAL  SURVEY 


DEPARTMENT 

OF 

HIGHWAYS 
ON  TAR  IO 


EX 


SHEET  NO.  3  4  6 


VEHICLE 

TYPE 


NO  IN 

VEHICLE 


WHERE  DID  THIS  TRIP  BEG 
(ORIGIN ) 


25  26  27  28  29 


25  26  27  28  29 


26  26  27  28  29 


25  26  27  28  29 


HOURLY  SUMMARY 


6  7  8 


C  1  TY 

— 

9 

10 

II 

STATION 

12 

13 

1  4 

IB 

DATE  OF  INTERVIEW 

— 

DAY 

r  MONT  H 

16  17 

HOUR  ENDING 

= 

16 

n 

DIRECTION  OF  TRAVEL 

79 

60 

— 

YEAR  OF  SURVEY 

PARTY  CHIEF 


NUMBER  OF  INTERVIEWS  IN  THE  HOUR 
CORRESPONDING  MANUAL  COUNT 


25  26  27  26  29 


32  33  34  36  36 


VEHICLE  TYPE 

1  PASSENGER  VEHICLE 

2  LIGHT  2  AXLE -PICKUP  OR  PANEL 

3  LIGHT  2  AXLE -SINGLE  UNIT  TRUCK 

(SINGLE  REAR  TIRE) 

4  HEAVY  t  AXLE-  SINGLE  UNIT  TRUCK 

(DUAL  REAR  TIRE) 

8  TRANSPORT  (COMBINATION  UNITS) 

•  SUB-COMMON  CARRIER 

7  BUS -OTHER  (SCHOOL,  ETC.) 

•  TAXI 

•  HEAVY  S  AXLE  -  SINGLE  UNIT  TRUCK 


TYPE  OF  ESTABLISHMENT  TRIP  PURPOSE 


1  RESIDENTIAL 

2  COMMERCIAL 
S  INDUSTRIAL 

4  PUBLIC  BUILDINGS 

5  RECREATIONAL  OR  RESORT  AREA 
G  OTHER  (SPECIFY) 


1  WORK 

2  TRANSACT  BUSINESS 

3  MEDICAL-DENTAL 

4  SCHOOL 

3  SOCIAL  RECREATION 

6  CHANGE  MOOE  OF  TRAVEL 

7  SHOPPING 

G  OTHER  (SPECIFY) 


INTERVIEWER 


HOME  BASE  AT 

1  ORIGIN 

2  DESTINATION 

3  NEITHER  0.  OR  0. 


SUDBURY  AREA 
TRANSPORTATION  STUDY 


DILLON 


EXTERNAL  CORDON 
INTERVIEW  FORMS 
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11 
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17 
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J.S 
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11 
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*> 
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023 

198 

526 

586 

736 

1  ?5* 

713 

799 

713 

113 
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162 

77 

293 

230 

52 

266 

51 

1»3 

200 

62 

103 

,07 

571  95 

BOS 

306 

12 

,09 

152  168 

30  192 

367 

66  150 
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181 

53 
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877 
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97  09 
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122  23  2  22  112 
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15350 
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785  611 

301 
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0180 
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" 
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3927 
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2065 

5353 
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“* 

2768 
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1299 
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-« 
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81 
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655  28r 

JC2  203 
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(I)  BASEO  ON  83  ZONES 


DESTINATIONS 
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TOTAL 

19 

29 
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n 
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106  158  213  «7  105 

65  167  280  ,7  60 

M  &  ii  ii 
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2459 
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TOTAL 
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» 
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TRIP  TABLES 

FOR  AN  AVERAGE  WEEKDAY 


SUDBURY  AREA 
TRANSPORTATION  STUDY 


(II)  BASEO  ON  29  DISTRICTS 


(III)  BASEO  ON  19  REGIONAL  AREAS 
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l6il  31762° 

163  188 

3iJi  ’?4 

12  12 

222  222 

517  317 

i|  % 

195?  195? 

'll  ii 

tSi  2p 

31 

15 

19 

50 

73 

1 

" 

A 

2325  3001  1.29 
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(I)  OAILY  INTERNAL  ond  INTERNAL  -  EXTERNAL  TRIPS 

•  Koto  Cownlil  Floor  Arsa  In  OOO'e  of  square  foot  of  floor  space  or  In  acroa  of  land  occupied  (Ac)  fqr  S3  INTERNAL  ZONES 
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67  238  250  711  25  328  368  260  139 

»  s  s  m  «  is  ,s  a  »n 
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‘i 
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U 
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1160  658  76  ?ce  -  16  - 

>6  1209  630  699  1693  317  2160 

*630 

699 

L  . 

All 

8122 

ml 


J— — - — - - - — 

219  229  239  269  259 

TOTAL 

TOTAL 

19 

29 

II 

INTERNAL  TRIPS 

NOT  SHOWN 

1602  608  88  1139  70  361  622  280 

iis  ;k  n  a;  ,a  a  is  si 

ffi  ‘If  8  ,‘g  ‘It  ‘IS  SI  ‘it 

JS5  770  115  971  271  736  1309  518 
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2=30 

3A16 

;p 
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Si! 

i 

605? 

2008 

ss 

3696 

IVAo 

TOTAL 
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129 

SI 

8 

IIS 

3290  16S0  396  6155  635  3173  3689  1650 

1602  330  336  172  10T7  965 

608  213  181  232  77  778 
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,g  .1?  IS:  >w  !®  SIS 

k  in  ss  §  ‘s  "si 

„  "  1  “S  ‘1  'I  Si  1 
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■ 
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l 

I 

635 

1 

i 
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%  HI  a8  “i 

616  223  196  175  63  661 

sa 
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:I 

1 
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Itotal 
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EXT.  -  INT 
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(II)  9ASE0  ON  29  DISTRICTS 


Hit)  BASED  ON  19  REGIONAL  AREAS 
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EXHIBIT  A  F 


VOLUMES,  CAPACITIES  and  ACCIDENTS  at  MAJOR  INTERSECTIONS 


UTTER  SECTION 

GRID  NO. 
(SECTION) 

APPROACH 

LEG 

FROM 

PEAK 
PERIOD 
(2  HOUR) 
VOLUME 

APPROACH 

WIDTH 

(FEET) 

£ 

GREEN 

TIME 

PEAK 

HOUR 

APPROACH 

VOLUME 

V 

PRACTICAL 

CAPACITY 

K 

VOL/CAP 

RATIO(l) 

V/K 

PEAK 
i  HR. 
APPROACH 
VOLUME 

V  — 

POSSIBLE 
i  HR.  CAP 

P 

VOL  'CAP 
RATI0(2) 
v/P 

ACCIDENT 

EXPERIENCE 

1962-64 

•vack  Rd. 

030-081 

N  Levack 

734 

204 

55 

;iaratelle  Rd. 

(IB-3) 

S  Levack 

789 

155 

35 

W  Clarab. 

296 

Stop 

203 

96 

- - 

>lly  Lake  Road 

040-040 

E  Lome 

2550 

20’ 

378 

87 

jorne  Street 

(1A-1) 

S  Kelly 

256 

12' 

Stop 

1219 

44l 

16  (62) 

W  Lome 

2564 

20' 

49 

7 

11  (63) 

jgan  Avenue 

050-042 

N  Logan 

72 

one  way 

northbound 

jorne  Street 

(1A-3) 

NE  Lome 

2786 

20* 

454 

107 

Sansarls  Crescent 

SW  Lome 

2718 

20* 

1266 

45p 

W  Damaris 

42 

15' 

Stop 

4 

0 

irtlndale  Road 

059-048 

NE  Lome 

2500 

21' 

615s 

470 

840 

0.56 

115 

250 

0.46 

Jorne  Street 

(1A-4) 

E  Ontario 

647 

21' 

!3g 

123 

254 

0.48 

32 

76 

0.42 

34  (62) 

Ontario  Street 

S  Martind. 

636 

23' 

29!^ 

73 

180 

0.40 

19 

54 

0.35 

31  (63 

SW  Lome 

3001 

25' 

51# 

1295 

1310 

0.99 

394 

390 

1.01 

28  (64) 

theltert  Street 

063-070 

N  Ethelb. 

141 

17’ 

Stop 

27 

11 

Jim  Street  W. 

(7D-1 ) 

E  Elm 

421 

18' 

101 

23 

S  Ethelb. 

101 

16' 

Stop 

24 

10 

w  Elm 

401 

18' 

170 

59 

egent  St.  S. 

066-026 

N  Regent 

1552 

13' 

518 

129 

Bouchard  Street 

(2A-3) 

E  Martilla 

5 

10' 

Stop 

Bart  11 la  Drive 

S  Regent 

1433 

13' 

283 

98 

W  Bouchard 

370 

12' 

Stop 

105 

19 

egent  Street  S. 

068-030 

N  Regent 

1489 

12' 

489 

106 

Martlndale  Road 

(2A-3) 

E  Ualford 

444 

20' 

Stop 

108 

36 

15  (62) 

Halford  Road 

S  Regent 

1610 

12' 

301 

86 

NW  Martind. 

359 

11' 

Stop 

116 

32 

18  (64) 

egent  Street  S. 

069-045 

N  Regent 

1665 

20' 5 

538 

151 

York  Street 

(2A-5) 

E  York 

347 

is- 

Stop 

06 

32 

S  Regent 

1470 

14' 5 

307 

§5 

W  York 

224 

18'5 

Stop 

62 

15 

egent  Street  S. 

069-050 

N  Regent 

1825 

21 ' 

51$ 

597 

990 

0.60 

148 

310 

0.48 

10  (61) 

McLeod  Street 

(2A-5) 

E  Hyland 

291 

21' 

36$ 

46 

575 

0.08 

15 

180 

0.08 

28  (  62) 

Hyland  Drive 

S  Regent 

1724 

21' 

51$ 

369 

990 

0.37 

142 

310 

0.46 

14  (63) 

V/  McLeod 

657 

20' 

36$ 

283 

575 

0.49 

94 

180 

0.52 

25  (64) 

egent  Street  S. 

069-055 

N  Regent 

1269 

21' 

45$ 

430 

1060 

0.42 

111 

317 

0.35 

Ontario  Street 

C2A-6) 

F  Rivers 

735 

21' 

11$ 

238 

176 

1.35 

71 

53 

1.34 

21  (62) 

Riverside  Drive 

S  Regent 

1678 

20' 

19$ 

370 

380 

0.97 

QA 

114 

0.  S3 

16  (63) 

W  Ontario 

337 

21' 

14$ 

123 

246 

0.  50 

50 

74 

0.58 

egent  Street  N. 

O69-O79 

N  Beatty 

129 

12' 

Stop 

27 

8 

24  (6l) 

Beattv  Street 

(1C-5) 

E  Kathleen 

1330 

18' 

372 

119 

HcKim  Street 

S  Regent 

1254 

11' 

380 

115 

14  (63) 

Kathleen  Street  V/. 

W  McKlm 

79 

15' 

Stop 

28 

8 

egent  Street  S. 

070-056 

E  Lome  (S) 

2766 

11' 

45$ 

474 

706 

0.67) 

224 

268 

0  84 

16  (61) 

Lome  Street 

(1A-6) 

"  W 

11' 

23$ 

371 

192 

2.04) 

74  (62) 

S  Regent 

1282 

16' 

100$ 

285 

800 

0.36 

73 

240 

0.30 

56  63 

SW  Lome 

2036 

33' 

51$ 

757 

821 

0.92 

234 

257 

0.92 

52  ( 64) 

egent  Street  S. 

070-060 

N  Regent 

1353 

15' 

442 

128 

•Douglas  Street  W. 

(1C-1) 

E  Douglas 

1089 

12' 

Stop 

342 

91 

S  Regent 

671 

15' 

117 

25 

V/  Douglas 

609 

12' 

Stop 

159 

36 

e~ent  Street  S. 

070-064 

N  Regent 

1225 

15' 

358 

114 

Soruce  Street 

(lC-2 ) 

S  Regent 

1205 

15' 

349 

99 

11  (62) 

W  Spruce 

598 

18' 

Stop 

160 

AO 

event  Street 

070-070 

N  Regent 

1120 

16' 

42$ 

271 

750 

0.36 

81 

225 

0. 36 

13  (6l) 

'Elm  Street  W. 

(1C-3) 

E  Elm 

1013 

21' 

44$ 

315 

405 

0.78 

88 

129 

0.71 

28  (62) 

S  Regent 

1246 

15' 

42$ 

329 

740 

0.44 

87 

220 

0.40 

25  63 

W  Elm 

759 

19’ 

44$ 

263 

467 

0.55 

64 

140 

0.46 

24  (64) 

rood  Road 

070-080 

900 

17' 

304 

65 

"Kathleen  Street  W, 

(l4C-l) 

E  Kathl . 

944 

20' 

Stop 

239 

58 

S  Frood 

787 

19' 

158 

56 

W  Kathl. 

1331 

20' 

Stop 

420 

132 

■orne  Street 

071-060 

NE  Lome 

2154 

21' 

63$ 

548 

1075 

0.51 

136 

320 

0.43 

12  (6l) 

Douglas  Street  V/. 

(1A-7) 

E  Douglas 

1380 

19  • 

27$ 

373 

420 

0.89 

94 

106 

0.89 

3?  (62) 

SW  Lome 

2614 

21’ 

63$ 

934 

1010 

0.92 

282 

303 

0. 93 

31  ( 63) 

W  Douglas 

844 

i6>  5 

27$ 

194 

405 

<3.47 

63 

125 

6. 56 

23  (64) 

rood  Road 

071-091 

N  Frood 

561 

11' 

200 

SO 

'Burton  Avenue 

(6B-5) 

E  Burton 

160 

15' 

Stop 

24 

11 

S  Frood 

565 

11' 

74 

14 

‘lverslde  Drive 

072-056 

N  Cross 

612 

10' 

Stop 

243 

69 

'Cross  Street 

(80-2) 

E  Rivers 

789 

17' 

188 

A2 

W  Rivers 

1285 

17' 

344 

106 

’egent  Street 

073-012 

N  Regent 

1361 

12' 

60$ 

506 

580 

0.86 

120 

174 

0.69 

•aris  Street 

(2A-1) 

E  Paris 

678 

ii' 

30$ 

225 

250 

0.90 

69 

78 

0.88 

16  (62) 

Long  Lake  Road 

S  Regent 

1282 

12' 

60$ 

274 

580 

S75T 

80 

174 

0.46 

W  Long  EK 

455 

11' 

30$ 

75 

225 

0.33 

31 

68 

0.46 

13  (64) 

-orne  Street 

073-062 

N  Alder 

171 

18' 

Stop 

43 

10 

Alder  Street 

(1A-8) 

NE  Lome 

21 » 

19  (62) 

"Hazel  Street 

SW  Lome 

21' 

W  Hazel 

244 

22' 

Stop 

53 

19 

>:rne  Street 

076-070 

N  Lome 

1130 

19' 

27$ 

308 

615 

0.4° 

90 

192 

0.47 

11  (61) 

-lm  Street  W, 

(1A-10) 

E  Elm 

1354 

21' 

32$ 

635 

610 

1.04 

181 

198 

0.93 

4l  (62) 

S  Lome 

2241 

19.5' 

27$ 

750 

745 

1.01 

233 

233 

1.00 

27  (63) 

W  Elm 

2342 

21 ' 

30$ 

389 

495 

6.79 

117 

122 

0. 96 

26  (64) 

'ollege  Street 

076-073 

N  College 

1226 

15' 

47$ 

274 

750 

0.37 

80 

225 

0.36 

Lome  Street 

(6B-l) 

E  Frood 

1456 

18' 

32$ 

241 

605 

0.  AO 

58 

182 

0. 32 

22  (62) 

"Erood  Road 

S  Lome 

1780 

18' 

47$ 

606 

720 

0.83 

199 

216 

0.92 

W  Frood 

844 

18' 

32* 

338 

410 

0.83 

87 

123 

■'Ollege  Street 

076-080 

N  Eva 

164 

13' 

Stop 

44 

15 

12  (61) 

-va  Street 

(l4C-2) 

E  Kathleen 

1674 

15' 

Stop 

437 

120 

Kathleen  Street  W. 

S  College 

995 

15’ 

Stop 

361 

123 

W  Kathleen 

1129 

22' 

Stop 

323 

86 

171 
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Volumes,  Capacities  and  Accidents  at  Major  Intersections  ( continued ) 


INTERSECTION 

GRID  NO. 
(SECTION) 

PEAK 

APPROACH  PERIOD 

LEG  (2  HOUR) 

FROM  VOLUME 

APPROACH 

WIDTH  GREEN 

(FEET)  TIME 

PEAK 

HOUR 

APPROACH  PRACTICAL  VOL/CAP 

VOLUME  CAPACITY  RATIO(l) 

V  K  VU( 

PEAK 

HR. 

APPROACH  POSSIBLE  VOL 'CAP 

VOLUME  1  HR.  CAP  RATI0(2) 

v  P  v'P 

accideu 

EXPERIEn 

1962-64 

Paris  Street 

A/alford  Road 

077-030 

(UC-3) 

N  Paris  790 

E  V.'alford  143 

S  Paris  799 

W  V/alford  380 

12 « 

11'  Stop 

11' 

20'  Stop 

263 

28 

157 

91 

69 

10 

34 

29 

Winchester  Street 
/Wembley  Drive 

078-056 

(13D-1) 

N  Winch  296 

E  Wembley  330 

S  Winch  83 

W  Wembley  U57 

18'  Stop 

15' 

15'  Stop 

15' 

108 

69 

23 

123 

42 

15 

6 

26 

Frood  Road 
/Beech  Street  W. 

078-072 

(6B-1) 

N  Frood  13^4 

E  Beech  1165 

S  Frood  517 

W  Lob law  82 

16' 

21'  Stop 

17' 

430 

207 

151 

39 

125 

48 

3i 

17  (61) 

15  (62) 

21  63 

16  (64) 

Melvin  Avenue 
/Mackenzie  Street 
/Kathleen  Street  V/. 

078-080 

(140-2) 

N  Melvin  767 

E  Kathleen  1110 

S  Macken.  554 

V/  Kathleen  1663 

17'  Stop 

15' 

18'  Stop 

17' 

177 

287 

155 

552 

49 

85 

54 

165 

14  (61) 

Perrault  Street 
/Brady  Street 

079-063 

(IT-1) 

E  Brady  1053 

S  Perrault  906 

W  Brady  1013 

30' 

16'  Yield 

271 

620 

257 

169 

81 

Frood  Road 
/Elm  Street  W. 

079-070 

(6B-1) 

N  Frood  339 

E  Elm  1522 

V/  Elm  1448 

21'  Stop 

21' 

21' 

134 

799 

727 

33 

234 

187 

16  (62) 
15  (63) 

Paris  Street 
/Ramsey  Lake  Road 

080-037 

(4C-4) 

N  Paris  1005 

E  Ramsey  358 

S  Paris  801 

11' 

11'  Stop 

11' 

239 

150 

150 

69 

90 

32 

Lambton  Court 
/Boland  Avenue 

080-050 

N  Lambton  27 

E  Boland  121 

W  Boland  110 

15' 

17' 

22' 

4 

33 

31 

1 

13 

7 

Elgin  Street  S. 

/Larch  Street 

080-068 

(2B-1) 

N  Elgin  1288 

E  Larch  498 

S  Elgin  1156 

40' 

20'  Stop 

734 

103 

one  way  southbound 

2C5 

27 

10  (61) 

14  (63) 

15  (f 4) 

Elgin  Street 
/Elm  Street 

080-070 

(lA-12) 

N  Elgin  1080 

E  Elm  2091 

S  Elgin  1353 

W  Elm  2504 

2lfo 

21'  47# 

21'  47# 

595  900  0. £3 

619  990  O.85 

one  way  southbound 

727  660  1.10 

160  270  O.59 

159  218  0.72 

187  200  0.p4 

3Q  (£2) 

25  53 

If-  (fu) 

Elgin  Street  N. 

/Beech  Street 

080-071 

(5E-1) 

N  Elgin  563 

E  Beech  1102 

S  Elgin  1006 

W  Beech  1127 

40'  27$ 

20.5'  27$ 

21'  4l$ 

292  900  0.32 

314  340  0.92 

one  way  southbound 

410  530  0.77 

95  280  0.34 

97  106  0,91 

106  166  0.64 

MacKenzie  Street 
/Hospital  Crescent 
/Elgin  Street 
/Fir  Street 

080-073 

(2B-1) 

N  MacKen.  842 

E  Hospital  59° 

S  Elgin  522 

W  Fir  179 

20' 

39'  Stop 

249 

347 

one  way  southbound 
one  way  westbound 

74 

106 

Durham  Street  S. 

/Elgin  Street  S. 

081-065 

(2B-3) 

N  Durham  1035 

SE  Elgin  1629 

NW  Elgin  1156 

22* 

40' 

one  way  northbound 

396 

669 

129 

192 

Durham  Street  S. 

•'Cedar  Street 

081-069 

(4B-1) 

N  Durham  1245 

E  Cedar  756 

S  Durham  1231 

W  Cedar  634 

20'  23$ 

41'  36$ 

20'  23$ 

one  way  northbound 

207  275  0.75 

656  1550  0.41 

171  220  0.77 

55  83  0. 66 

203  475  0.43 

59  66  0.88 

22  (62 
18  63 
25  (64 

Durham  Street 
/Elm  Street  E. 

081-070 

(lA-12) 

N  Durham  1068 

E  Elm  2256 

S  Durham  1684 

W  Elm  2674 

21'  42$ 

40'  25$ 

21'  42$ 

one  way  northbound 

538  630  0.86 

873  910  0.95 

645  610  1, 06 

161  188  0.85 

233  274  O.O5 

187  182  1,02 

4d  (62 
34  (63 
37  (64 

Durham  Street  N. 
/Hospital  Crescent 
/Beech  Street  E. 

081-077 

(5B-1) 

N  Hosp.Cr.  638 

E  Beech  1458 

S  Durham  902 

W  Beech  1044 

1? 1  45$ 

40'  25$ 

20'  45$ 

one  way  northbound 

368  610  0. 60 

473  750  0. 63 

220  540  0.41 

130  190  0. 68 

145  235  0.62 

80  170  0. 47 

10  (61 
16  62 
16  63 

14  (£4 

Regent  St.  S. 
/Algonguon  Road 
/Loach's  Road 

082-010 

(2A-1) 

N  Regent  1100 

E  Loachs’  403 

S  Regent  630 

V/  Algon.  159 

11' 

11'  Stop 

11' 

13'  Stop 

415 

66 

148 

46 

105 

16 

65 

11 

Paris  Street 
/York  Street 

082-047 

(SC-2) 

N  Paris  1127 

S  Paris  961 

W  York  320 

23' 

23' 

18'  Stop 

336 

267 

63 

92 

96 

14 

Lis.ear  Street  3. 

/Larch  Street 

083-068 

(12C-1) 

N  Lisgar  1309 

E  Larch  1664 

W  Larch  941 

20'  Stop 
21'  Stop 
20'  Stop 

362 

449 

274 

102 

114 

82 

Lisgar  Street  S. 

/Cedar  Street 

O83-O69 
( 12C-1) 

N  Lisgar  106l 

E  Cedar  714 

S  Lisgar  IO69 

W  Cedar  884 

20'  Stop 
20'  Stop 
20'  Stoo 
22'  Stop 

317 

203 

278 

229 

86 

59 

81 

77 

Lisgar  Street 
/Elm  Street  E. 

083-070 

(1A-13) 

N  Lisgar  1613 

E  Elm  2024 

S  Lisgar  1479 

W  Elm  2116 

20'  37$ 

21'  51$ 

20'  37$ 

21'  51$ 

389  407  0.95 

546  740  OTT1* 

344  440  0.78 

639  715  0.88 

99  122  0.80 

155  221  0. 69 

104  132  0.78 

179  215  O.83 

11  (61 
37  (62 
22  (63 
28  (64 

Lisgar  Street  N. 

/Notre  Dame  Avenue 
/Beech  Street  E. 

O83-O7I 

(5B-1) 

NE  N.  Dame  |  Lj  |^y/|4 

S  Ll3S’  [r] 

W  Beech  jSj  ^ 

10'  21$ 

10'  13$ 

15'  21$ 

15'  13$ 

10'  31$ 

10'  13$ 

212  294  0.72 

175  182  0.96 

121  391  0.31 

239  242  0.98 

311  434  0.72 

151  182  O.83 

j  95  [l43  jo. 66 
jll5  j 190  jo.  60 
jl50  j 185  jo. 81 

10  (61 

24  (62) 
21  (63 

15  (64 

Minto  Street 
/Elgin  Street  S. 

/Van  Horne  Street 

084-063 

(2B-4) 

N  Minto  8ft 

E  Van  H.  153 

SE  Elgin  1595 

NW  Elgin  1386 

21'  36$ 

22 '  33$ 

22 1  51$ 

262  286  0.90 

one  way  eastbound 

399  703  0. 56 

434  900  0.48 

90  86  1,03 

126  210  0.59 

12 6  270  0.46 

15  (61 
11  (62 
13  (63 

Minto  Street 
/Brady  Street 

084-065 

(lOC-l) 

N  Minto  2272 

E  Brady  856 

S  Minto  957 

W  Brady  2303 

23 '  23$ 

18'  30$ 

20'  44$ 

24'  48$ 

685  530  1.27 

233  605  $74? 

254  725  0.34 

615  835  0.73 

178  138  1.10 

65  165 

91  218  0.43 

169  250  0.66 

It 

12  (64 

172 
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Volumes,  Capacities  and  Accidents  at  Major  Intersections  (continued) 


PEAK 

PEAK 

PEAK 

HOUR 

£  HR. 

APPROACH 

PERIOD 

APPROACH 

% 

APPROACH 

PRACTICAL 

VOL/CAP 

APPROACH 

POSSIBLE 

VOL/CAP 

ACCIDENT 

GRID  NO. 
(SECTION) 

LEG 

(2  HOUR) 

WIDTH 

GREEN 

VOLUME 

CAPACITY 

RATIO(l) 

VOLUME 

h  HR.  CAP 

RATIO (2) 

EXPERIENCE 

INTERSECTION 

FROM 

VOLUME 

(FEET) 

TIME 

V 

K 

V/K 

V 

P 

v/P 

1962-64 

Unto  Street 

084-068 

E  Larch 

1727 

21  • 

Stop 

525 

124 

Xarch  Street 

(lOC-l) 

S  Minto 

2082 

20' 

Stop 

518 

161 

1 

W  Larch 

1649 

21' 

Stop 

473 

119 

’oung  Street  S. 

085-068 

N  Young 

1084 

21' 

Stop 

311 

79 

larch  Street 

(20D-1) 

E  Larch 

1356 

17' 

399 

112 

W  Larch 

1714 

20' 

465 

134 

j oung  Street  S. 

O85-O69 

N  Young 

1014 

23/ 

Stop 

293 

78 

1  Cedar  Street 

(12C-1) 

E  Cedar 

643 

15' 

Stop 

178 

57 

12  (62) 

S  Young 

877 

21' 

Stop 

261 

85 

W  Cedar 

859 

22 1 

Stop 

240 

78 

'oung  Street 

085-070 

N  Young 

940 

13' 

36$ 

259 

275 

0.93 

STTT 

75 

83 

0.90 

12  (6l) 

■Elm  Street  E. 

(IA-13) 

E  Elm 

1735 

21' 

50& 

447 

605 

110 

182 

33  (  62) 

S  Young 

1051 

20' 

3655 

50£ 

427 

375 

129 

142 

141 

22  (63) 

W  Elm 

1702 

20' 

463 

740 

0. 60 

158 

185 

6.  be 

'trinkwater  Street 

087-060 

N  Drlnkw. 

145 

351  , 

one  way  northbound 

•Elgin  Street  S. 

(2B-6) 

E  Elgin 

1840 

18* 

437 

134 

W  Elgin 

1749 

18' 

647 

181 

irlnlcwater  Street 

O87-O63 

^  N  Drlnkw. 

660 

16' 

Stop 

180 

57 

Van  Horne  Street 

(11C-1) 

E  Van  H. 

481  • 

17' 

85 

24 

S  Drlnkw. 

229 

35' 

Stop 

121 

33 

W  Van  H. 

376 

18' 

122 

33 

>rinkwater  Street 

087-065 

N  Drlnkw. 

967 

16* 

286 

106 

'Brady  Street 

( 11C-1) 

E  Brady 

34 

lO 

Stop 

17 

4 

S  Drlnkw. 

661 

16' 

181 

58 

V/  Brady 

536 

17' 

Stop 

161 

52 

*rinkwater  Street 

087-068 

N  Drlnkw. 

269 

16' 

41 

11 

"Larch  Street 

(11C-2) 

E  Larch 

1231 

16' 

324 

82 

S  Drlnkw. 

1043 

16' 

311 

89 

15  (63) 

W  Larch 

S6l 

18' 

342 

127 

trinkwater  Street 

O87-O60 

N  YMCA 

84 

DW 

Stop 

13 

2 

'Cedar  Street 

(lPC-ll 

E  Cedar 

593 

i6< 

150 

57 

S  Drlnkw. 

301 

17' 

Stop 

105 

35 

U  Cedar 

656 

15' 

176 

57 

lotre  Dame  Avenue 

088-031 

23r)l 

18' 

6752 

570 

1120 

0.51 

134 

335 

0.  40 

.Kathleen  Street  E. 

(5B-A) 

662 

14' 

33g 

79 

433 

0.18 

25 

130 

0. 19 

17  (62) 

1841 

17' 

67^ 

629 

1230 

0. 51 

188 

370 

0.51 

23  63 

V/  Kathleen 

962 

15.5' 

33^ 

291 

332 

0.88 

85 

99 

0.86 

15  (64) 

lotre  Dame  Avenue 

O88-O85 

N  N. Dame 

2382 

18' 

60)3 

504 

980 

0. 52 

129 

204 

0.  44 

Xing  Street 

(5B-5) 

E  King 

415 

18' 

30/S 

141 

395 

0.36 

36 

118 

0.31 

31  (62) 

3  N.Dame 

2423 

18' 

60)5 

791 

1060 

0.79 

231 

318 

0.73 

21  (63) 

W  King 

380 

17 

30)3 

143 

387 

0.37 

33 

113 

0.29 

24  (64) 

lotre  Dame  Avenue 

088-087 

N  N.Dame 

2364 

17' 

371 

156 

Dell  Street 

(5B-5) 

S  N.Dame 

2389 

17' 

777 

187 

VI  Dell 

247 

17' 

Stop 

56 

18 

felson  Street 

089-057 

N  Nelson 

1524 

15' 

444 

123 

'John  Street 

(AC-10) 

E  John 

236 

16' 

Yield 

61 

19 

V/  John 

1430 

16’ 

Stop 

369 

115 

/ourdes  Street 

039-059 

N  Lourdes 

27 

8' 

54)5 

5 

378 

0.02. 

2 

116 

0.02 

'Nelson  Street 

(2B-7 ) 

E  Morris 

951 

15' 

36)5 

259 

575 

0.45 

66 

172 

0.38 

Morris  Street 

S  Nelson 

1973 

13' 

54)5 

495 

545 

0.92 

579? 

148 

164 

0.90 

'"Elgin  Street 

W  Elgin 

2091 

18' 

36)5 

574 

630 

136 

190 

oTr? 

arleton  Street 

OSo-071 

E  Lloyd (S) 

E  Lloyd (L) 

|  2972 

12' 

12' 

48?) 

44)5 

424 

320 

571 

436 

0.74 

0.73 

[  189 

(  302 

[0.63 

31  (f2) 

j 'Llovd  Street 

(1A-15) 

S  Carleton 

1356 

19' 

44)5 

433 

630 

0. 67 

143 

195 

0.73 

W  Lloyd 

1662 

12' 

48)5 

542 

825 

0.66 

180 

247 

0.73 

11  (64) 

| lotre  Dame  Avenue 

002-110 

N  W.Dame 

962 

24' 

39)5 

192 

780 

C.25 

54 

234 

0.18 

'La  Salle  Boulevard 

(5B-7) 

E  LaSalle 

1559 

12' 

383 

412 

O.03 

109 

114 

0.  ?6 

24  (62) 

S  N.Dame 

1954 

26' 

719 

780 

212 

234 

0. 

V/  LaSalle 

39 

12’ 

4 

1 

16  (64) 

lotre  Jams  Avenue 

092-115 

N  N.Dame 

828 

13' 

132 

37 

‘’urner  Street 

(5B-8) 

S  N.Dame 

895 

13' 

332 

96 

V/  Turner 

257 

12' 

Stop 

84 

20 

lowey  Drive 

093-062 

N  Howey 

796 

15' 

197 

49 

an  Horne  Street 

(2B-Q) 

E  Van  H. 

57 

11' 

Stop 

9 

3 

S  Howev 

567 

15' 

171 

51 

VI  Van  H. 

360 

17' 

Stop 

169 

46 

Bancroft  Drive 

108-079 

E  King sway 

2423 

394 

18' 

631 

174 

Klngsway 

(1A-I°f 

S  Bancroft 

12' 

StOD 

84 

15 

W  King sway 

2609 

21' 

842 

242 

ttlee  Street 

121-110 

21 

13' 

Stop 

5 

1 

Ia  Salle  Boulevard 

(180-3) 

E  La  Salle 

1870 

12' 

519 

153 

Fleur  Street 

S  Attlee 

246 

10' 

Stop 

64 

17 

W  La  Salle 

1919 

12' 

518 

130 

■ancroft  Drive 

123-068 

N  Bancroft 

364 

10' 

Stop 

109 

26 

, Bellevue  Avenue 

(2B-13) 

E  Bancroft 

684 

12' 

158 

42 

V  Bellevue 

610 

12' 

Stop 

199 

65 

hopping  Centre 

128-110 

N  Lincoln 

189 

12' 

Stop 

33 

8 

La  Salle  Boulevard 

(lSC-4) 

E  LaSalle 

1339 

12' 

417 

140 

39  (  62) 

Lincoln  Road 

S  3. Centre 

689 

12' 

Stop 

154 

45 

26  (63) 

VI  LaSalle 

1813 

12' 

491 

126 

36  (64) 

arrydcwne  Avenue 

129-087 

N  Barryd. 

E  King sway 

1067 

24' 

Stop 

294 

77 

18  (61) 

Klngsway 

(1A-21) 

1748 

22' 

450 

131 

11  (63) 

14  (64) 

V/  Klngsway 

2353 

24  • 

708 

205 

arrydowne  Avenue 

130-101 

N  Barryd. 

1117 

10' 

331 

89 

Hawthorne  Drive 

(20C-1) 

E  Hawth 

260 

10* 

Stop 

50 

17 

S  Barred. 

1001 

10' 

261 

67 

W  Hawth. 

260 

11' 

Stop 

45 

13 
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Volumes,  Capacities  and  Accidents  at  Major  Intersections  ( continued ) 


INTERSECTION 

GRID  NO. 
(SECTION) 

APPROACH 

LEG 

FROM 

PEAK 
PERIOD 
(2  HOUR) 
VOLUME 

APPROACH 

WIDTH 

(FEET) 

£ 

GREEN 

TIME 

PEAK 

HOUR 

APPROACH 

VOLUME 

V 

PRACTICAL 

CAPACITY 

K 

VOL/CAP 

RATIO(l) 

V/K 

PEAK 

HR. 

APPROACH 

VOLUME 

v 

POSSIBLE 
£  HR.  CAP 

P 

VOL 'CAP 
RATI0(2) 
v'P 

ACCIDEW 

experien 

1962-64 

Barryd owne  Avenue 

130-108 

N  Barrvd. 

1150 

10* 

238 

86 

/ShoDOin'':  Centre 

(20C-2) 

S  Barryd. 

1337 

10' 

371 

105 

Entrances  1,  2,  3 

W  S. Centre 

928 

Stop 

252 

77 

Barr vd owne  Avenue 

130-110 

N  Barryd. 

329 

12' 

Stop 

77 

14 

10  (61) 

/La  Salle  Boulevard 

( 18C-4) 

E  LaSalle 

1277 

11' 

412 

126 

S  Barryd. 

1152 

10' 

Stop 

298 

81 

V?  LaSalle 

1444 

12' 

350 

83 

13  (64) 

Falconbridge  Road 

135-087 

N  Falconb. 

1145 

20' 

Stop 

348 

105 

/Kingsway 

(lA-21) 

E  Kingsway 

847 

26' 

176 

45 

15  (62) 

/Second  Avenue 

S  Second 

460 

10* 

Stop 

105 

33 

1.3  63 

W  Kingsway 

1754 

30' 

557 

149 

16  (64) 

Second  Avenue 

137-066 

N  Second 

438 

12 » 

Ston 

138 

40 

/Bancroft  Drive 

(2B-16) 

E  Bancroft 

430 

l6» 

89 

25 

S  Second 

84 

13' 

Stop 

11 

W  Bancroft 

626 

9' 

191 

62 

Churchill  Avenue 

139-092 

N  Church 

184 

10' 

Stop 

33 

13 

/Falconbridr.e  Road 

(3B-1) 

I'lE  Falconb. 

950 

12' 

299 

80 

/Porter  Street 

SW  Falconb. 

1110 

12' 

320 

86 

V/  Porter 

18 

15' 

Stop 

5 

3 

Auger  Avenue 

141-110 

E  LaSalle 

1203 

12 » 

366 

78 

/La  Salle  Boulevard 

(lOC-5) 

S  Auger 

204 

10' 

Stoo 

44 

11 

\1  LaSalle 

1189 

12' 

292 

95 

Falconbridge  Road 

154-10? 

N  Falconb. 

1097 

12' 

320 

3Q^ 

520 

0.77 

125 

156 

0.30 

/La  Salle  Boulevard 

(3B-5) 

E  LaSalle 

178 

10' 

330 

75 

238 

0.31 

22 

71 

0.31 

S  Falconb. 

v53 

12' 

52^ 

187 

520 

0.42 

42 

156 

0.72 

I1  LaSalle 

788 

10' 

330 

103 

238 

0.77 

50 

71 

0.70 

Falconbrid.se  Road 

160-119 

N  Falconb. 

976 

12' 

204 

46 

/Mai ey  Drive 

(33-^) 

E  Malev 

21 

13' 

Stop 

6 

2 

S  Falconb. 

1012 

12' 

339 

108 

W  Maley 

101 

13' 

Stop 

49 

1? 

Levesaue  Street 

163-069 

E  Kingsway 

712 

12' 

158 

go 

/Kingsway 

(1A-25) 

S  Levesque 

123 

12' 

Stop 

25 

6 

W  Kingsway 

789 

12' 

271 

66 

ESTIMATION  OF  DAILY  ROADWAY  CAPACITY 


INTERMEDIATE  AREA 

DOWNTOWN 

AREA 

High-Type 

Standard 

One-way 

High  Type 

Standard 

One-way 

Expressway 

Arterial 

Arterial 

Street 

Expressway 

Arterial 

Arterial 

Street 

Basic  lane  width 

12' 

11' 

11' 

11' 

12' 

11' 

11' 

11' 

Parking 

- 

Not 

permitted 

- 

- 

Not  permitted 

- 

Turns 

R.  hand  only 

200 

200 

200 

R. hand  only 

200 

200 

200 

Commercial  Vehicles 

100 

lOc/o 

100 

100 

100 

100 

100 

100 

Signals 

none 

fixed  time 

fixed  time 

fixed  time 

none 

fixed  time 

fixed  time 

fixed  time 

Capacity  per  lane 
per  hour  greentime 

1700 

1100 

950 

1040 

1700 

1000 

700 

900 

Peak  hour  ratio 
of  24  hr.  vol. 

10.50 

10.555 

10.50 

12.50 

10.50 

10.50 

10.50 

Peak  hour  split 

60-40 

60-40 

60-40 

N./A 

60-40 

60-40 

60-40 

N/A 

Green  time 

N/A 

500 

500 

500 

N/A 

500 

500 

500 

24  hour  Capacity 

2  lanes 

_ 

_ 

7,550 

8,320 

_ 

_ 

5,550 

7,200 

4  lanes 

54,000 

17,300 

15,100 

16,  640 

54,000 

15,900 

23, Soo 

11, 100 

14,400 

6  lanes 

81,000 

26,000 

22,650 

_ 

81,000 

16,700 

- 

8  lanes 

35,ooo 

31,800 

“ 

“ 

SUDBURY  AREA 
TRANSPORTATION  STUDY 


DILLON 


-  174  - 
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SPEED  and  DELAY  SURVEY  -  MAJOR  ROUTE  CHARACTERISTICS 


STREET 

SECTION 

APPROX. 

LENGTH 

AVERAGE 

SPEED 

EASTBOUND/NORTHBOUND  MOVEMENT 

WESTBOUND /SOUTHBOUND  MOVEMENT 

ROUTE  IT  BRADY  STREET 

UDY  STREET 

From:  Douglas  St.  W. 

To:  Minto  St. 

IT-11/14 

2,750 

feet 

25-30 

m.p.h. 

Sight  restrictions  reduce  visibility  for  northbound 
to  eastbound  R.H.  merge  from  Perrault  to  Brady 

Alignment  at  C.P.R.  underpass  does  not  allow  east- 
bound  drivers  to  see  ahead  to  the  signalized 
Intersection  at  Brady/Mlnto.  Thus,  they  have  no 
advance  warning  of  back-ups  or  delays  In  traffic 
ahead 

Very  sharp  eastbound  to  southbound  R.H.  turn  from 

Brady  to  Grey.  Buses  using  this  route  have 
difficulty  negotiating  the  turn  and  Impede  following 
traffic 

Inadequate  warning  of  lane  designations  on  the  east- 
bound  approach  to  the  Brady/Mlnto  Intersection 

Brady  narrows  from  4  lanes  to  2  lanes 
at  Douglas  W. 

Pavement  markings  and  lane  designa¬ 
tions  not  clear  for  westbound  to 
southbound  L.H.  turns  from  Brady  to 
Perrault 

Very  narrow  sidewalks  near  Grey  seem 
to  warrant  barriers  or  guard  rails 
for  the  protection  of  pedestrians  and 
to  prevent  random  crossing  of  Brady 

tady  STREET 

From:  Minto  St. 

To:  Drinkwater  St. 

700 

feet 

11-15 

m.p.h. 

Brady  Street  narrows  from  4  lanes  to  2  lanes  at 

Minto  Street 

ROUTE  1A  HIGHWAY  NO 

.  17,  LORN! 

STREET  SOUTH,  EI^I  STREET  WEST,  ELM  STREET  EAST,  LLOYD  STREET,  KINGSWAY 

IGHWAY  NO.  17, 

3RNE  STREET 

From:  W.  City  Limit 
Martlndale  Rd. 

1A-1/3 

5,800 

feet 

24-38 

m.p.h. 

Wide  4-lane  route  with  good  visibility,  buildings 
well  set  back 

Signals  at  Lome  /Martlndale  are  coordinated  with 
Martlndale/Ontario  on  south  side  of  C.P.R.  tracks 
with  railway  pre-emption  of  the  right-of-way  at 
the  grade  crossing 

Lome  /Martlndale  Intersection  has  no  channelization 

DRNE  STREET 

From:  Martlndale  Rd. 

To:  Elm  St.  W. 

. 

1  A- 4/10 

7,600 

feet 

7-25 

m.p.h. 

4-lane  roadway  has  minimum  setbacks  at  some  sections 

Short  bus  bays  on  S.  side  near  Byng  Street 

The  roadway  Is  marked  for  3  lanes  east-bound  and 

1  lane  westbound  east  of  Lorne/Regent  Intersection 

R.H.  lane  Is  channelized  for  compulsory  R.H.  turn 
but  without  adequate  advance  warning  of  this 
requirement.  2  lanes  continue  eastbound  through 
signals  intersection  of  Lome  Street  and  Regent 

Street  South  and  northbound  to  eastbound  traffic 
from  Regent  St.  merges  on  the  right.  All  northbound 
traffic  from  Regent  Street  is  obliged  to  turn  right 
at  Lome  Street  by  the  channelization. 

Vehicles  in  the  L. H.  lane  may  turn  northbound  at 
Lorne-Haig-Regent  during  off-peak  periods.  An  over¬ 
head  blank-out  sign  prohibits  the  L.H.  turn  during 
peak  periods.  Very  short  weaving  distance  between 

R.H.  merge  at  Lorne/Regent  and  L.H.  turn  at  Lome/ 
Haig/Regent.  L.H.  turns  are  made  more  dangerous  by 
the  acute  angle  of  intersection 

The  whole  traffic  complex  involving  the  Regent 

Street  grade  crossing  of  the  C.P.R.  and  the 
intersections :  Regent/Rlverside/Ontario, 

Lorne/Regent  and  Lome  /Haig/Re  gent  is  the  most 
difficult  in  the  City.  It  is  undoubtedly  most 
confusing  and  dangerous  for  out-of-town 
drivers  using  routes  designated  as  the  Trans- 
Canada  Highway 

Lome  /Hazel  /Alder,  Lome /Victoria  and  Lome /Birch 
Intersections  are  hazardous  due  to  the  angles  of 
the  approaches  (l.e.  Lome  Street  Is  diagonal  - 
with  respect  to  the  area  roadway  grid). 

Sharp  curve  in  Lome  Street  near  Spruce  Street  has  no 
curve  widening  and  poor  visibility 

Lome /Elm  intersection  is  subject  to  severe  conges¬ 
tion.  Multi  phase  signal  is  set  to  favour  traffic 
on  the  Highway  No.  17  route,  l.e.  northbound  to 
eastbound  R.H.  turns  and  westbound  to  southbound 

L.H.  turns.  Various  other  turning  movements  at  this 
location  are  prohibited 

Multi  phase  signal  at  Lome 'Regent 
permits  almost  continuous  flow  of 
straight  westbound  traffic  in  a 
single  lane.  Westbound  to  south¬ 
bound  L.H.  turns  are  somewhat 
delayed  because  of  the  complexities 
of  traffic  movements  to  be 
accommodated  at  the  Lome -'Regent 
intersection  working  in  conjunction 
with  Regent/Riverside /Ontario  inter¬ 
section.  Train  movements  preempt 
the  grade  crossing,  and  these  two 
intersections  then  function 
independently 

Southbound  traffic  on  Regent  Street 
meets  Lome  Street  at  a  very  poor 
acute  angle 

Considerable  lane  changing  by  west¬ 
bound  and  southbound  traffic  leaving 
the  Lome /Douglas  intersection 
because  lanes  are  designated  as  one 
westbound  and  one  soutbound  at  Lome 
Regent  intersection,  although  there 
is  little  advance  warning  of  this 
condition 

H  STREET  WEST, 

STREET  EAST, 

50 YD  STREET 

From:  Lome  St. 

To:  Klngsway 

1A-11/16 

4,750 

feet 

8-24 

m.p.h. 

C.P.R.  grade  crossing  causes  delay,  and  backing  up 
interferes  with  adjacent  intersections,  particu¬ 
larly  Elm/Frood 

Short  block  lengths  and  heavy  left  turns  from  Elm 
onto  Elgin,  Durham  and  Lisgar  Streets  delay  straight 
through  traffic 

Elm  between  Young  and  Carleton  Streets  has  very  poor 
vertical  alignment  and  poor  horizontal  alignment 
with  4-lane  pavement  narrowing  and  Jog  at  the  crest 
of  the  hill.  Concealed  intersections  at  Pearl 

Street,  Fairvlew  and  Cooper  Avenues  contribute 
further  to  the  hazardous  situation 

Signed  Truok  Route  via  Carleton  Street,  which  avoids 
the  difficult  Elm  Srreet  hi'li,  appears  to  be 
generally  ignored  by  truck  drivers.  Poor  approach 
by  eastbound  traffic  to  Lloyd/Carleton  intersection 

Sharp  curve  and  narrow  pavement  where  Lloyd  Street 

Joins  the  Klngsway,  restrict  traffic  to  2  lanes  only 

Steep  down  grade  for  westbound  traffic 
approaching  Young/Elm  intersection 

Special  phase  for  westbound  to  south¬ 
bound  L.H.  turns  at  Lloyd/Carleton 
intersection  made  possible  by 
prohibition  of  north-bound  'westbound 
L.H.  turns 

rNOSWAY 

Prom:  Lloyd  St. 

To:  E.  City  Limits 

1A-17/27 

28,100 

feet 

26-57 

m.p.h. 

Poor  pavement  definition,  confusion  of  drivways 
and  skewed  intersecting  streets  interfere  with 
traffic  movement 

Poor  pavement  surface 

Route  widening  was  carried  out  east  of  the  old  city 
limits  subsequent  to  the  1963  studies  reported  here 

Numerous  driveways  to  fronting  uses  interfere  with 
traffic 

Well  designed  and  channelized  intersections  at 
Barrydowne  Road  and  Falconbridge  Highway 

2-lane  rural  cross  section  east  of  Falconbridge 

Highway  with  60  m.p.h.  speed  limit 

Northbound  traffic  from  Moonlight  Avenue  onto 

Klngsway  approaches  on  difficult  up-grade 

Grade  and  rock  faces  restrict 
visibility  of  westbound  drivers 
approaching  Klngsway/Falconbridge 
intersection 

EXHIBIT  AH 
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Speed  and  Delay  Survey  -  Major  Route  Characteristics  (continued ) 


STREET 

SECTION 

APPROX. 

LENGTH 

AVERAGE 

SPEED 

EASTBOUND /NORTHBOUND  MOVEMENT  j 

WESTBOUND  /SOUTHBOUND  MOVEMENT 

ROUTE  2A  HIGHWAY  69,  REGENT  STREET  SOUTH 

HIGH". .'AY  69, 

REGENT  STREET  SOUTH 

From:  S.  City  Limit 
To:  Paris  St. 

2A-1 

3,950 

feet 

27-35 

m.p.h. 

Rural  2  lane  cross  section  with  good  alignment  and 
visibility  except  on  northbound  approach  to  Regent  ' 
Paris  intersection,  due  to  narrow  rock  cut,  curve 
and  grade 

Angles  and  grades  at  Loach's  Road /Regent  'Algonouin 
intersection  give  rise  to  some  hazards.  Situation 
is  particularly  difficult  for  school  children  and 
other  pedestrians.  No  sidewalks 

3  R.H.  turn  movements  at  Regent /Paris  intersection 
are  channelized  but  the  absence  of  pavement 
widening  on  intersection  approaches  causes  some 
delay 

REGENT  STREET  SOUTH 

From:  Paris  St. 

To:  York  St. 

2A-2/4 

9,850 

feet 

27-35 

m.  p.  h. 

2-lane  cross  section,  35  m.p.h.  speed  limit 

Mixed  residential  and  commercial  fronting  uses 
with  some  poorly  designed  and  located  driveways 

Some  confusion  south  of  Bouchard  caused  by 
original  roadway  immediately  west  of  new  rock-cut 
section.  Widening,  curbs  etc.  recmired 

Alignment  at  Mart indale /Regent Alai ford  and 
visibility  restrictions  lead  to  some  confusion  for 
straight  northbound  traffic 

45  m.p.h.  speed  limit  posted  north  of  Martindale 

Rd. 

Visibility  somewhat  restricted  in  rock-cut  at 

Sudbury  Memorial  Hospital 

Pedestrians  observed  using  roadway  shoulders. 

No  sidewalks;  no  roadway  illumination 

Poor  angle  of  intersection  between 
Martindale  and  Regent.  Poor 
visibility  for  southbound  drivers 
approaching  intersection 

REGENT  STREET  SOUTH 

From:  York  St. 

To:  Lome  St. 

2A-5/6 

2,900 

feet 

5-22 

m.p.h. 

Street  has  Urban  character  with  4  lanes  and  posted 

30  m.p.h.  speed  limit 

Moderate  to  heavy  northbound  to  westbound  L. H. 
movement  from  Regent  to  McLeod  following  signed 
route,  impedes  straight  northbound  traffic 

Regent. /Riverside/Ontario  intersection  forms  part 
of  complex  discussed  under  Route  1A 

Some  northbound  to  eastbound  R.H.  turns  from 

Regent  to  Riverside  take  a  short  cut  through 

Dominion  Store  parking  lot 

ROUTE  3A  ONTARIO  STREET,  McLEOD  STREET 


ONTARIO  STREET, 

McLEOD  STREET 

From:  Martindale  Rd. 
To:  Regent  St. 

3A-1/2 

2,950 

feet 

8-22 

m.  p.  h. 

See  comments  for  Lome  /Mart  indale  intersection 
under  Route  1A.  Closeness  of  Lome  /Mart  indale 
and  Ontario  ./Mart  indale  intersections  causes 
congestion  because  of  the  need  to  coordinate 
signals 

Channelization  provided  for  westbound 
to  northbound  R.H.  turns  from  Ontario 
to  Martindale 

Some  backin~  up  of  westbound  traffic, 
particularly  when  railway  crossing 
is  occupied 

Some  delay  at  Regent,- 'McLeod /Hy land  signalized 
intersection 

Westbound  traffic  on  McLeod  Street 
controlled  by  a  stop  sign  at  Ontario 
St.  Visibility  restricted  due  to 
skewed  intersection 

ROUTE  IB  HIGHWAY  NO.  544,  LEVACK  ROAD,  SPRUCE  STREET,  REGENT  STREET  SOUTH,  ELM  STREET  WEST  AND 

LORNE  STREET  NORTH 


HIGHWAY  NO.  544 

LEVACK  ROAD 

From:  V.7.  City  Limits 
To:  Travers  St. 

IB- 1/6 

22,500 

feet 

25-48 

m.  p.  h. 

2-lane,  rural  cross  section,  realigned  and  repaved 
in  1963 

Problems  of  horizontal  alignment  and  sight  distance 
remain  in  spite  of  improvement  works 

Bad  horizontal  and  vertical  alignment  west  of 
Clarabelle  Road  result  in  hazardous  eastbound  and 
northbound  approaches  at  the  Clarabelle  Rd./ 

Highway  544  intersection 

Very  poor  approaches  and  visibility  at  C.P.R. 
underpass 

Tight  reverse  curve  between  rock  faces  just  west 
of  Travers  Street  conceals  entry  to  the  built-up 
area 

Greater  emphasis  of  advisory  and  regulatory  speed 
signs  approaching  urban  development  may  be 
warra nted 

Westbound  to  southbound  L.H.  turn 
hazardous  because  vertical  align- 
ment  conceals  oncoming  vehicles 

SPRUCE  STREET 

From:  Travers  St. 

To:  Regent  St.  S. 

1B-7/11 

2,150 

feet 

10-17 

m.p.h. 

Adequate  visibility,  good  pavement  surface,  gentle 
grades  to  Eyre  St 

Jog  in  route  at  Eyre  Street 

T  intersection  at  Regent  Street  South 

Eastbound  traffic  on  Spruce  approaches  Regent  with 
bad  downgrade  to  a  stop  sign,  where  drivers 
proceeding  to  City  Centre  are  required  to  make 

L. H.  turn.  Considerable  delays  are  experienced 
here,  largely  due  to  embankment  and  building  on 

S.W.  corner,  which  restrict  visibility 

REGENT  STREET  SOUTH, 
ELM  STREET  WEST 

From:  Spruce  St. 

To:  Lome  St. 

IB-12/13 

2,150 

feet 

10-17 
m.  p.  h. 

Delays  experienced  at  Regent/Elm  Signals 

Delays  experienced  at  Elm/Lorne  Signals  (refer 
also  to  comments  under  Route  1A) 

Drivers  proceeding  on  Hwy.  544 
from  the  City  Centre  make  a  L.H. 
turn  at  Regent  Elm  Signals  or 
continue  on  Elm  Street  and  use 

Local  Street  connections  to  Spruce 
Street. 

LORNE  STREET  NORTH 

From:  Elm  Street 

To :  Frood  Road 

IB-14 

800 

feet 

8-10 

m.p.h. 

Northbound  roadway  approaching  C.P.R.  underpass 
has  steep  grade  and  bad  curve  making  it 
particularly  difficult  for  trucks  and  buses 

Drivers  attempt  to  use  2  lanes  approaching 

Frood  Road  Signal  although  the  roadway  is  very 
narrow  for  this 

Northbound  vehicles  emerging  from  C.P.R.  under¬ 
pass  are  obscured  by  central  piers  from  the 
approaching  southbound  traffic  on  College 

Street.  Considerable  caution  thus  required  for 
southbound  to  eastbound  L.H.  turns 

Northbound  to  eastbound  R.H.  turns  from  Lome 

Street  to  Frood  Road  have  some  difficulty 
negotiating  the  tight  corner  radius 

EXHIBIT  A-l 
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Speed  and  Delay  Survey  -  Major  Route  Characteristics  (continued ) 


STREET 

SECTION 

APPROX. 

LENGTH 

AVERAGE 

SPEED 

EASTBOUND /NORTHBOUND  MOVEMENT 

WESTBOUND /SOUTHBOUND  MOVEMENT 

ROU 

TE  2B  ELGIN  STREET  NO 

RTH  AND  SOUTH,  MORRIS  STREET,  HOWEY  DRIVE,  BELLEVUE  AVE1 
CONISTON  ROAD 

fUE,  BANCROFT  DRIVE, 

£LOIN  STREET  NORTH, 

2LGIN  STREET  SOUTH 

Prom:  Beech  Street 

To:  Durham  Street 

2B-1/2 

1,800 

feet 

5-25 

m.  p.  h. 

Street  operates  one-way  southbound 

Signal  progressions  from  Beech  to 

Elm  operate  quite  well  but 
pedestrian  phases  restrict  avail¬ 
able  green  time. 

Cedar  Street  and  Larch  Street 
traffic  controlled  by  stop  signs 

L.H.  turns  from  Cedar  and  Larch 

Streets  onto  Elgin  Street  are 
subject  of  some  hazard,  due  to 
turning  angle  and  curve  in  Elgin 

Street 

Left  turns  from  Elgin  often  made 
from  centre  lanes  suggesting 
that  overhead  lane  designation 
might  help  to  remind  drivers  that 
they  are  on  a  one-way  street,  and 
should  follow  the  L.H.  curb  prior 
to  turning 

Turnoff  at  Local  Lines  Ltd.  bus 
terminal  is  very  narrow  for  the 
size  of  the  vehicles  using  it 

more  substantial  channelization 
appears  warranted  for  guidance  of 
southbound./eastbound  and  westbound/ 
northbound  traffic  at  Durham /Elgin 
intersection 

Westbound  to  northbound  traffic 
from  Elgin  Street  to  Durham  Street 
receives  minimal  warning  of 
required  R.H.  curve  or  of  oncoming 
on-way  southbound  traffic  on 

Elgin  Street. 

;LGIN  STREET  SOUTH 

Prom:  Durham  St. 

To:  Nelson  St. 

2B-3/6 

2,600 

feet 

15-27 

Multi  phase  signal  at  Elgin  intersection. 

Minto  St.  functions  quite  well 

Pavement  narrows  east  of  Minto  St.  to  effectively 
restrict  traffic  to  one  lane  eastbound 

Parking  on  the  boulevard  causes  some  interference 
with  traffic  movement 

Drinkwater  Street  operates  one-way  northbound 

Elgin,  Nelson,  Morris  Llourdes  intersection 
operating  with  stop  signs  on  all  4  approaches 
at  time  of  survey 

Angles  of  approaching  streets  and  approach 
grades  contribute  to  poor  definition  of  the 
Elgin/Nelson  intersection.  Only  single  lane 
approaches  available 

Poor  visibility  for  southbound 
traffic  on  Shaughessy  St. ,  approach¬ 
ing  Elgin,  due  to  skewed  approach, 
and  to  curve  and  gradient  on 

Elgin  St. 

Gradient  through  Elgin 'Drinkwater 
intersection  and  corner  radius 
impedes  westbound  to  northbound 

R.H.  turns 

Curt  parking  interferes  with  traffic 
movement 

ORRIS  STREET, 

OWEY  DRIVE 

Prom:  Nelson  Street 

To:  Bellevue  Ave. 

2B-7/12 

8,  400 
feet 

21-29 

m.p.  h. 

Good  width,  alignment,  visibility  and  grades  as 
far  as  Wessex  St. 

Poor  pavement  surface  and  visibility  restric¬ 
tions  due  to  curves  through  rock  outcrops, 
evident  from  Wessex  St.  to  Bellevue  Ave. 

Narrow  shoulders  and  lack  of  sidewalks  create 
hazard  for  many  schoolchildren  observed  on 
this  route 

Sharp  L.H.  turn  required  by  eastbound  vehicles 
at  Bellevue  Ave.  Virtually  no  warning  given 
of  this  abrupt  change  in  route  alignment 

i  SLLEVUE  AVENUE 

Prom:  Howey  Drive 

To:  Bancroft  Dr. 

2B-13 

2,300 

feet 

20-24 
m.  p.  h. 

Irregular  horizontal  alignment,  particularly 
near  shore  of  Minnow  Lake 

No  sidewalks  for  schoolchildren 

Badly  placed  bus  stop  combines  with  poor 
horizontal  and  vertical  alignment,  and  poor 
roadway  definition  to  create  a  dangerous  east- 
bound  approach  to  the  stop  sign  at  Bancroft 

Drive 

ANCROFT  DRIVE 

Prom:  Bellevue  Ave. 
To:  E.  City  Limits 

2B-14/21 

21,500 

feet 

25-33 

m.  p.  h. 

Sharp  reverse  curves,  restricted  visibility 

Frequent  intersections  with  local  streets  are 
made  dangerous  by  inadequate  visibility 

Roadway  allowances  and  building  setbacks 
appear  adequate  to  allow  road  widening 

Poor  pavement  condition  between  First  and  Fourth 
Avenues 

Irregular  horizontal  and  vertical  alignments 
create  restricted  visibility  along  this  entire 
section 

ROUTE  3B  FALCONER  ID  GE  HIGHWAY,  HIGHWAY  NO,  541 

'LCONBRIDGE  HIGHWAY 
P^om:  King sway 

To:  Hudson  Street 

3B-1/4 

6,800 

feet 

37-^1 
m.p. h. 

Poor  angle  of  intersection  creates  some  difficulty 
for  northbound  vehicles  making  L.H.  turn  onto 
Churchill  Ave. 

Rough  pavement,  uneven  cross  slopes,  narrow 
badly  formed  shoulders 

Steep  up-grade  on  approach  to 

Kingswav,  but  intersection  design 
allows  for  adequate  visibility 

Southbound  traffic  on  Churchill 
meets  Falconbrldge  Highway  on  up¬ 
grade,  and  at  poor  angle  of 
intersection 

Southbound  traffic  on  Falconbrldge 
not  plainly  visible  to  vehicles 
southbound  on  Churchill 
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Speed  and  Delay  Survey  -  Major  Route  Characteristics  (continued ) 


STREET 

SECTION 

APPROX. 

LENGTH 

AVERAGE 

SPEED 

EASTBOUND  /NORTHBOUND  MOVEMENT 

WESTBOUND  SOUTHBOUND  MOVEMENT 

FALCONBRIDGE  HIGHWAY 

From:  Hudson  Street 
To:  Maley  Drive 

(City  Limits) 

3B-4/7/8 

7,200 

feet 

24-34 

m.p.h. 

Intersection  at  La  Salle  Boulevard  controlled 
with  stop  signs  on  all  4  approaches  at  time 
of  the  Survey 

No  pavement  widening  provided  on  approaches  to 
Falconbridge/La  Salle  intersection.  Pavement 
edge  deliniation  poor 

Badly  skewed  intersection  at  Carmello  Ave.  with 
upgrade  on  the  latter  leads  to  poor  visibility 
for  merging  northbound  vehicles  on  both 
roadways 

Two  C.N.R.  at-grade  crossings  have  crossing 
signals.  Visibility  at  crossings  adequate. 

ROUTE  4B  DURHAM  STREET 

DURHAM  STREET 

From:  Elgin  St. 

To:  Beech  St. 

4B-1 

1,700 

feet 

11-17 

m.p.h. 

Durham/Elgin  intersection  referred  to  under  Route  2.E 

One  way  northbound  operation,  major  shopping  street 
of  City 

Although  signal  progression  is  in  operation,  close 
spacing  of  signals  results  in  some  delays 

Pedestrian  phase  reduces  vehicle  green  signal  time, 
although  heavy  pedestrian  volumes  do  appear  to 
warrant  special  consideration 

Poor  corner  radius  at  exit  from  Local  Lines  Ltd.  bus 
terminal  forces  buses  to  swing  wide  and  interfere 
with  2  lanes  of  traffic 

Designation  of  lanes  for  turning  movements, 
preferably  with  overhead  signs,  might  improve  flow 
characteristics 

jogged  connection  with  Hospital  Crescent  at  the 
north  end  of  Durham  Street  causes  some  delay 

ROUTE  5B  BEECH  STREET,  NOTRE  DAME  AVENUE,  HIGHWAY  69  NORTH 

BEECH  STREET 

From:  Frood  Rd. 

To:  Lisgar  St. 

5B-1 

1,200 

feet 

6-15 

m.p.h. 

Short  blocks  between  signalized  intersections  give 
rise  to  low  speed  in  spite  of  apparently  good 
signal  progression 

Eastbound  to  northbound  L. H.  turns  at  Hospital 
Crescent  conflict  with  straight  through  traffic 
on  Beech  Street,  and  with  movements  from 

Durham  Street  onto  Hospital  Crescent 

At  Beech/Li sgar/Notre  Dame  intersection,  multi- 
phased  signal,  irregular  angles  of  approach,  and 
narrow  approach  widths  combine  to  create  back¬ 
ups  in  all  directions  during  peak  periods 

Skewed  intersection  at  Frood  Be 
makes  visibility  poqr  for  westb 
drivers  wishing  to  turn  north  o 
south  from  the  stop  sign 

Westbound  to  southbound  L.H.  tu 
at  Elgin/Beech  delay  traffic 

Very  short  green  phase  exclusiv 
for  westbound  to  soutbound  L.H. 
turns,  at  Lisgar  Beech /Notre  Da 
intersection 
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NOTRE  DAME  AVENUE 

From:  Beech/Li  sgar 
To:  Wilma  St. 

5B-2/5 

5,800 

feet 

11-30 

m.p.h. 

Most  sections  too  narrow  to  properly  accommodate 

4  lanes  of  moving  traffic 

Inadequate  entrances  and  exits  to  parking 
facilities  along  C.N.R.  right-of-way  cause 
conflicts  and  hazards 

Considerable  numbers  of  schoolchildren  using  the 
route  because  of  its  proximity  to  several 
schools 

Poor  visibility  for  drivers  leaving  Jogues, 

Verecheres  and  Xavier  Streets  and  turning  onto 

Notre  Dame,  due  to  curve  in  latter  route 

Number  of  Signal  Leads  and  their  placement 
appeared  to  be  substandard  at  Kathleen  and  King 
Streets,  at  time  of  survey 

Poor  definition  of  pavement  and  poorly  designed 
driveway  entrances  give  rise  to  difficulty  for 
in  and  out  movements  associated  with  food 
markets  and  other  retail  outlets 

NOTRE  DAME  AVENUE 

From:  Wilma  Ave. 

To:  La  Salle  Blvd. 

5B-6/7 

5,400 

feet 

35-38 

m.p.h. 

Excellent  4-lane  divided  roadway 

Sparse  roadside  development  (a  considerable 
degree  of  access  control  might  be  feasible  here 
if  suitable  restrictions  are  imposed  BEFORE 
further  development  of  fronting  properties 
occurs ) 

Minor  signal  delays  at  La  Salle  Blvd.  inter¬ 
section 

Northbound  to  eastbound  R.H.  turns  channelized 

Disconcerting  transition  for  sc 
bound  drivers  passing  Wilma  ent 
narrower  section  of  roadway  anc 
becoming  subject  to  interferes 

NOTRE  DAME  AVENUE 
HIGHWAY  69 

From:  La  Salle  Blvd. 
To:  N.  City  Limits 

5B-8/9 

5,600 

feet 

24-38 

m.p.h. 

Abrupt  narrowing  of  roadway  to  2  lanes 

L.H.  turn  lane  provided  at  Turner  Street 

Typical  2-lane,  rural  highway  cross  section  has 
posted  speed  limit  of  50  m.p.h. 

ROUTE  6B  FROOD  ROAD,  TURNER  STREET 

FROOD  ROAD 

From:  Elm  St.  V/. 

To:  Kathleen  St. 

6B-1/2 

3,800 

feet 

10-25 
m.  p.  h. 

Northbound  traffic  can  approach  the  Lorne/College 
intersection  in  three  lanes 

R.H.  turns  Froom-College  are  concealed  from 
northbound  Lorne-College  traffic  by  underpass 
structure.  Hence,  R.H.  turns  on  a  red  signal 
should  be  cautioned  or  prohibited 

Fir  Street  traffic  complicates  intersection 
manoeuvres.  L.H.  turns  Fir-Frood  are  particularly 
hazardous,  as  are  the  crossing  movements  required 
for  the  Fir-Frood-Lorne  routing 

Considerable  numbers  of  students  and  other 
pedestrians  in  this  vicinity  Indicate  the  need 
for  more  protective  measures,  including  channel¬ 
ization  "refuge"  islands  at  the  Lorne-College- 
Frood  intersection.  Such  channelization  would 
also  aid  in  reducing  inordinately  broad  expanses 
of  pavement  area,  particularly  in  the  north-east 
quadrant 

Southbound  to  eastbound  L.H.  t' 
prohibited  at  Elm  Street  West. 
Hence,  southbound  to  eastbound 
turns  at  Beech  Street  become  m; 
movement  into  downtown 

Movement  into  Loblaw's  parking 
delays  southbound  traffic  beca 
pavement  is  not  wide  enough  fo: 
4  lanes  of  traffic 

Southbound  L.H.  turns  College- 
offered  poor  visibility  of  one 
traffic  through  the  Lome  St  re' 
underpass.  Also,  pavement  on 
College  St.  approach  not  suffi 
wide  to  accommodate  two  lanes 
traffic,  thus  leading  to  delay 
southbound  College-Lorne  movem 
L.H.  turn  radius  called  for  is 
wide,  because  of  broad  south-e 
(Frood  Rd. )approach  to  interse 
Lane  de  si  ••■.nations  not  well  def 

All  L.H.  turns  at  Lome  Frood 
section  are  difficult 
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sheet  4  o 


Speed  and  Delay  Survey  -  Major  Route  Characteristics  (continued ) 


STREET 

SECTION 

APPROX. 

LENGTH 

AVERAGE 

SPEED 

EASTBOUND  ''NORTHBOUND  MOVEMENT 

WESTBOUND  'SOUTHBOUND  MOVEMENT 

Poor  horizontal  alignment,  several  instances  of 
restricted  visibility,  difficult  traffic  conflicts 
and  skewed  angles  of  intersecting  streets  all 
indicate  further  need  for  detailed  roadway  design 
in  vicinity  of  Frood/Bloor  and  Frood/Regent / 

Kathleen  intersections  (revisisions  to  permitted 
traffic  movements  afforded  some  relief  during 
the  course  of  the  1963  surveys) 

Extreme ly  bad  C.P.R.  railway  at-grade  crossing 
between  Regent  Street  and  Frood  Rd.  offers 
virtually  no  visibility  over  the  hump.  Very  poor 
pavement  deliniation,  and  sharply  curved,  steeply 
graded  crossing  approaches  add  the  possibility  of 
head-on  collision  to  the  more  usual  hazards 
arising  from  poor  horizontal  and  vertical  align¬ 
ment  and  poor  visibility 

frood  road 

Prom:  Kathleen  St. 

To:  Turner  St. 

6B-3/6 

11, 400 
feet 

25-28 
m.  p.  h. 

Residential  development,  particularly  new  homes 
in  Northern  Heights  on  east  side  of  Frood  Road, 
generates  much  pedestrian  and  baby  carriage 
traffic,  etc.  for  which  existing  sidewalk 
provision  is  quite  inadeauate 

Poor  intersection  approaches  at  Burton  Avenue 
especially  hazardous,  due  to  fast-moving  north- 
and  southbound  traffic  to  and  from  Frood  Mine. 
Visibility  restricted  due  to  steem  embankments 
along  east  side  of  Frood  Rd. 

UJRNER  STREET 

From:  Frood  Rd. 

To:  Notre  Dame  Ave. 

(Highway  69) 

6B-7 

4,800 

Not  Included  in  Speed  and  Delay  Survey 

ROUTE  11B  CLARABELLE  ROAD  (INCO  PRIVATE  ROAD) 

CLAHABELLE  ROAD 

From:  Highway  544 

To:  Town  of  Copper 

Cliff 

11B-1 

8,200 

feet 

18-31 

m.p.h. 

No  barriers,  gates  or  other  restrictions  are 
evident,  and  the  public  makes  considerable  use 
of  this  route  notwithstanding  the  private 
ownership 

Freouent  visibility  restrictions  due  to  rock 
outcrops  and  deficiencies  in  alignment, 
particularly  horizontal  alignment,  at  North  Mine 
and  C.P.R.  at-grade  crossing.  Poor  approach  to 
Highway  5^  due  to  poor  alignment  of  that 
route  (see  discussion  under  Route  l.B) 

ROUTE 

1C  REGENT  STREET  SOUTH,  REGENT  STREET  NORTH 

REGENT  STREET  SOUTH 

1  From:  Lome  St.  S. 
i  To:  Elm  St.  V/. 

1C-1/3 

3,800 

feet 

12-27 

m.p.h. 

See  discussion  of  Lome  /Haig/Regent  intersection 
under  Route  1A 

Eastbound  to  northbound  L. H.  turns  from  Lome 
to  Regent  re-route  via  Douglas  Street  during 
peak  periods,  when  the  overhead  sign  prohibits 
them  at  the  Lome /Halg/Regent  intersection. 

Some  variations  in  vertical  alignments. 

Narrow  roadway  widths  inhibits  traffic  flow, 
particularly  where  curb  parking  occurs  in  front 
of  retail  and  business  premises 

Restricted  visibility  at  Regent/Spruce  inter¬ 
section  described  under  Route  IB 

REGENT  STREET  NORTH 

From:  Elm  3t.  :J. 

To :  Frood  Rd .  / 

Kathleen  St. 

1C-4/5 

2,600 

feet 

13-26 

m.p.h. 

Poor  visibility  at  driveway  of  T.V.  station  due 
to  the  crest  of  the  hill 

Straight  alignment  with  adeauate  roadway  width, 
but  very  poor  vertical  alignment  combined  with 
very  steeo  grades 

Very  poor  visibility  at  Regent /Beatty ''McKim 
intersection  and  very  bad  approaches  and 
visibility  at  C.P.R.  at-grade  crossing 

Complex  channelization  at  Regent /Frood /Kathleen 
intersection  made  more  hazardous  by  bad  approach, 
for  eastbound  vehicles  crossing  the  tracks.  A 
minimum  of  advisory  and  warning  signs  is 
provided.  Some  turning  movements  are  displaced 
from  main  intersection;  no  traffic  signals  are 
provided  and  visibility  restrictions  affect  north¬ 
bound  and  southbound  traffic  on  Frood  Road.  See 
also  comments  under  Route  6B 

Very  steep  hill  causes  major  slow¬ 
down  of  heavy  vehicles,  and  leads  to 
restricted  visibility  over  crest 

2C  MARTINDALE  ROAD 

MART  INDALE  ROAD 

From:  Regent  St.  S. 

To:  Charlotte  St. 

• 

PC-1/3 

A,  000 
feet 

20-26 

m.p.h. 

Rural  type  of  roadway  development  without  side¬ 
walks,  curbs  or  gutters 

Poor  horizontal  and  vertical  alignment  cause 
visibility  restrictions  which  make  this  road 
unsafe  for  the  considerable  numbers  of  school- 
children  who  use  it 

Approaches  to  Martindale/Southview  are  oulte 
narrow.  The  short  length  of  Lily  Creek  culvert 
contributes  to  hazard,  in  that  drivers  emerging 
from  Southview  Dr.  could  overshoot  culvert,  and 
plunge  into  creek 

Very  poor  approach  for  southbound 
traffic  from  Martindale  to  Regent/ 
Walford  intersection.  See  also 
comments  for  Route  2A 

Substantial  grade  differential 
tetween  Martindale  and  Regent  Just 
north  of  intersection 

Steep  downgrade  approaching 

Martindale  ''Southview  Intersection: 
visibility  restricted 

■  MART  INDALE  ROAD 

From:  Charlotte  St. 

To:  Lome  St. 

2C-4 

1,950 

feet 

21-26 

m.p.h. 

Sharp  turn  at  Copper  leads  to  visibility  restric¬ 
tion.  Pavement  ends 

Narrow  bridge  at  Junction  Creek,  good  wide 
pavement  north  of  bridge 

See  also  comments  under  Routes  1A  and  3A 

Visibility  afforded  motorists 
southbound-eastbound  at  Copper 
impaired  by  sharp  curve  and  minimum 
building  setbacks 

ROUTE  3C  KELLEY  LAKE  ROAD,  SOUTHVIEW  DRIVE  AND  BOUCHARD  S 

rREET 

KELLEY  LAKE  ROAD 

From:  Lome  St. 

To:  Southview  Dr. 

3C-1/3 

5,300 

feet 

20-26 
m.p. h. 

Rough  gravel  surface  without  curbs,  gutters, 
sidewalks  or  illumination 

Sharp  turn  approaching  C.P.R.  crossing  with  poor 
visibility:  no  warning  signals 

Many  large  trucks  using  this  road  for  access  to 
heavy  industries,  contribute  to  surface  deteriora¬ 
tion 

Narrow  culvert  at  Junction  Creek 

Generally  poor  horizontal  and  vertical  alignments: 
at  least  one  blind"  hill  on  this  section 
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Speed  and  Delay  Survey 


Major  Route  Characteristics  (continued ) 


STREET 

SECTION 

APPROX. 

LENGTH 

AVERAGE 

SPEED 

EASTBOUMD/NORTHBOUND  MOVEMENT 

WESTBOUND  'SOUTHBOUND  MOVEMENT 

SOUTHVIEW  DRIVE 

From:  Kelley  Lake  Rd. 
To:  Bouchard  S^. 

3C-4 

3,400 

feet 

28-30 

m.p.h. 

Roadway  has  adequate  horizontal  and  vertical 
alignments,  through  area  of  residential  subdivi¬ 
sion 

BOUCHARD  STREET 

From:  Southview  Dr. 

To:  Regent  St.  S. 

3C-5 

1,150 

feet 

14-22 

m.p.h. 

Eastbound  traffic  at  Southview/Bouchard  is  control¬ 
led  by  a  yield  sign.  Motorists  executing  eastbound 
to  northbound  L.H.  turns  following  southview 
afforded  poor  visibility  of  oncoming  through 
vehicles  from  Bouchard  due  to  vertical  alignment: 
Bouchard  falls  a-zay  in  steep  down-grade,  immediately 
east  of  intersection 

Very  poor  intersection  at  Bouchard/Regent. 

Hazardous  situation  caused  by  continued  use  of 
former  Regent  Street  alignement,  and  by  remaining 
rock  outcrop  between  old  and  new  alignments. 

Curvature  of  Regent  South  and  lack  of  clear  pave¬ 
ment  edge  definition  in  vicinity  of  confusing 
double  "roadway  allowance  also  contribute  to 
visibility  problems.  Refer  also  to  comments  under 
Route  2A 

Westbound  movement  from  Bouchard  to 
Southview  designated  as  the  through 
movement  because  of  steep  up  grade 
on  the  approach  at  Bouchard  'Southview 
Southbound  traffic  from  Southview 
controlled  by  stop  sign 

ROUTE  4C  PARIS  STREET,  JOHN  STREET,  NELSON  STREET 

PARIS  STREET 

From:  Regent  St. 

To:  Facer  St. 

4C-1/8 

12,600 

feet 

18-32 
m.p\  h. 

Paris/Regent  intersection  is  partially  channelized 
but  lacks  any  pavement  widening  on  approaches,  or 
at  driveways  serving  "Plaza  69"  Refer  also  to 
comments  under  Route  2A 

Sidewalks  would  seem  desirable  around  apartment 
buildings  and  shopping  plaza 

Poor  pavement  surface,  poor  horizontal  and  vertical 
alignment,  visibility  restrictions,  lack  of  side¬ 
walks  or  lighting,  are  all  incompatible  with  the 
moderately  heavy  use  made  of  this  arterial  route, 
which  is  a  connection  between  Plaza  69  and  down¬ 
town  Sudbury.  Nearby  schools,  developing 
residential  uses  and  future  requirements  of 

Laurentian  University  would  all  indicate  the  need 
for  improvement  of  this  route  based  upon  its  present 
classification  and  function 

Recent  improvements  at  Paris 'York  provides  adequate 
approach  pavement  width,  but  painted  channelizin  : 
islands  are  poorly  placed,  and  have  inadequate 
length 

Roadway  very  narro w  in  front  of  Sudbury  General 
Hospital  where  movements  into  and  out  of  parking 
lot,  bus  loading  and  unloading  and  vehicles  parked 
on  the  roadway  combine  to  cause  a  very  hazardous 
situation,  especially  during  evening  hospital  visit- 
int  hours,  and  staff  shift  changes.  Visibility 
restricted  because  of  curve  in  Paris  to  the  south, 
and  because  of  high  embankment  along  west  side  of 
Paris 

Considerable  jog  in  the  roadway  at  Facer  indicates 
the  necessity  of  some  property  acquisition  for  the 
proper  realignment  of  Paris 

PARIS  STREET 

From:  Facer  St. 

To:  John  St. 

4C-9 

1,050 

feet 

16-25 

m.p.h. 

Curve  widening  and  channelization  provided  for 
major  northbound-eastbound  and  westbound- 
southbound  movements  at  Paris /John 

Some  difficulties  experienced  by 
southbound  and  westbound  traffic  emer. 
in~  from  Paris  and  John,  proceeding' 
from  stop  signs  onto  main  roadway, 
because  of  visibility  restrictions 

JOHN  STREET 

From:  Paris  St. 

To:  Nelson  St. 

4C-10 

550 

feet 

14-16 

m.  p.  h. 

Physical  layout  and  operational  efficiency  of 
John/Nelson  intersection  considerably  restricted 
by  building  on  N.W.  corner.  Main  movements  are 
eastbound-northbound  and  southbound-westbound, 
but  major  eastbound  traffic  flow  is  controlled  by 
a  stop  sign  which  causes  some  delay 

Minor  westbound  movement  on  John 
is  controlled  by  a  yield  sign 

NELSON  STREET 

From:  John  St. 

To:  Elgin  St.  S.  / 

Morris  St. 

4C-11 

700 

feet 

14-16 

m.p.h. 

Old  narrow  bridge  over  C.P.R.  accommodates  2  lanes 
of  traffic  only 

Major  movements  at  Elgin/Nelson/Morris  inter¬ 
section  are  northbound  -  westbound  and  eastbound  - 
southbound.  All  approaches  were  controlled  by 
stop  signs  at  time  of  survey,  and  some  delays 
were  experienced.  Intersection  is  now  signalized. 
Refer  also  to  comments  under  Route  2B 

ROUTE  50  RAMSEY  LAKE  ROAD 

RAMSEY  LAKE  ROAD 

From:  Paris  St. 

To:  Easterly  End 

5C-1/2 

12,600 

feet 

15-29 

m.p.  h. 

Very  rough  surface,  steep  grades,  sharp  curves, 
poor  visibility,  lack  of  shoulders,  curbs,  side¬ 
walks  or  illumination.  Safe  driving  speed  about 

25  m.p.h. 

Major  access  to  Laurentian  University  Campus 
presently  under  development 

Kirkwood  Drive  intersection,  Sanitorium  entrance 
and  driveways  all  concealed  by  hedges  and  trees 
alongside  roadway 

ROUTE  6C  YORK  STREET 

YORK  STREET 

From:  Regent  St.  S. 

To:  Paris  St. 

6C-1/2 

3,400 

feet 

22-24 
m.  p.  h. 

Wide  recently  built  roadway  contains  some  sec¬ 
tions  of  poor  horizontal  and  vertical  alignment 

Improvements  in  alignment  and  sight  distances 
would  appear  to  offer  far  greater  prospective 
safety  to  schoolchildren  and  other  pedestrians, 
than  the  existing  25  m.p.h.  speed  limit  which 
appears  to  be  Intended  as  a  safety  measure 

Deficiencies  in  painted  channelization  at  Paris 
are  discussed  under  Route  4C 

North  curb  line  jogs  abruptly  at 
Lancaster  Street,  at  the  crest  of  a 
grade  affording  poor  visibility 

ROUTE  7C  ONTARIO  STREET 

ONTARIO  STREET 

From:  McLeod  St. 

To:  Regent  St.  S. 

7C-1 

2,350 

feet 

19-20 
m.p. h. 

Refer  also  to  Route  3A 

Wide,  new,  well-aligned  street  alongside  C.P.R. 
carries  only  light  traffic  movements 

Little  delay  at  Regent/Riverside/Ontario 
although  the  complexity  of  this  5-way  inter¬ 
section  requires  a  multi-phase  signal 

See  also  comments  under  Routes  1A  and  2A 

Poor  intersection  at  McLeod  with 
skewed  approach:  major  westbound 
traffic  movement  controlled  with  a 
stop  sign 
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Speed  and  Delay  Survey  -  Major  Route  Characteristics  (continued) 


STREET 

SECTION 

APPROX. 

LENGTH 

AVERAGE 

SPEED 

EASTBOUND/NORTHBOUND  MOVEMENT 

WESTBOUND /SOUTHBOUND  MOVEMENT 

ROUTE  8C  RIVERSIDE  DRIVE 

jJsjDE  DRIVE 

lm:  Recent  St.  S. 

J  Worthington 
Crea. 

8C-1/2 

3,930 

feet 

17-20 
m.  p.  h. 

Refer  to  Routes  1A,  2A,  7C  etc.  for  comments  on 
Regent/Ortario  Riverside  Intersection 

Considerable  turning  movements  at  Dominion  Store 
which  has  one  parking  lot  entrance  very  close  tc 
the  Intersection.  Left  turns  leaving  the  parking 
lot  cause  some  difficulties 

Cross  acts  as  a  short-cut  from  Regent  to  Douglas/ 

Brady 

Poor  intersection  at  Douglas/Riverside  due  to 
approach  angles,  tend  In  Riverside  and  obstructed 
visibility  across  N.W.  corner  of  Intersection 

Traffic  in  both  directions  controlled  by  stop 
signs  at  Perreailt  to  allow  traffic  from  Brady 

Street  to  clear.  Eastbound  to  northbound  L. H. 
turns  from  Riverside  to  Perrault  are  delayed  at 
stop  sign,  as  single  eastbound  lane  is  blocked  by 
vehicles  waiting  to  make  L.H.  turn 

Poor  visibility  for  traffic  turning 
from  Perreault  onto  Riverside  due  to 
obstructed  visibility  across  both 
corners  of  intersection 

Very  sharp  corner  from  Riverside  to  Worthington 
causes  obstructed  visibility;  particularly  difficult 
for  motorists  travelling  eastbound  to  southbound 
movements.  Conditions  worsened  when  buses  or  large 
trucks  negotiate  turn 

ROUTE  9C  DOUGLAS  STREET  WEST 

)0t  AS  STREET  WEST 

Ira:  Regent  St.  S. 
q  Brady  St. 

9C-1 

1,630 

feet 

4-23 
m.  p.  h. 

Douglas  controlled  with  stop  signs  at  Regent  Jog 
in  Douglas  alignment,  and  limited  visibility, 
especially  across  S.E.  corner  of  intersection.  See 
also  Route  1C 

Southbound  to  eastbound  L.H.  turns 
are  heavy  at  Douglas/Regent 

Congestion  occurs  at  Douglas/Lorne  intersection 
because  of  traffic  to  and  from  Brady  Street  cros¬ 
sing  the  C.P.R.  line,  and  because  of  turning 
movements  displaced  from  Lome /Haig /Re  gent 
intersection.  Multi-phase  signal  subject  to  pre¬ 
emption  by  trains  using  at-grade  C.P.R.  crossing. 

See  also  Route  1A 

Douglas  Is  the  major  connection  with  the  south  end 
of  Brady  Street  but  has  inferior  width  and  align¬ 
ment  for  its  current  traffic  function.  See  also 
comments  under  Route  IT 

X)l;  AS  STREET  V/EST 

5m:  Brady  St. 

'j  Riverside  Dr. 

9C-2 

650 

feet 

14-16 
m.  p.  h. 

Eastbound  traffic  at  Douglas/Riverside  controlled 
by  stop  sign.  Poor  visibility  due  to  approach 
angle  etc.  Refer  also  to  comments  under  Route  8C 

Westbound  traffic  on  Douglas  controlled 
by' stop  sign  at  Douglas  /Bradey,  to 
permit  free  flow  of  eastbound  to 
northbound  and  southbound  to  westbound 
movements  between  Douglas  and  Brady 

ROUTE  IOC  MINTO  STREET 

<11  STREET 

I*m:  Elgin  St.  S. 
i  Larch  St. 

IOC-1 

1,260 

feet 

13-20 
m.p.  h. 

Multi-phase  signal  at  Elgin/Minto/Van  Horne 

Includes  pedestrian  phase.  Van  Horne  is  one-way 
eastbound  leaving  the  intersection.  Frequent 
delays  occur  here  perhaps  due  to  unnecessarily 
long  signal  cycle.  No  right  turns  on  red  signal 
allowed 

For  comments  concerning  Minto/Brady  Intersection, 
see  Route  IT 

Minto/Larch  is  a  "T"  intersection,  with  all  3 
approaches  controlled  by  stop  signs.  This  inter¬ 
section  appeared  to  function  remarkably  well 
under  the  traffic  loads  experienced  during 
survey 

ROUTE  11C  DRINKWATER  STREET 

DR:  WATER  STREET 
jus  Elgin  St.  S. 

?•  Van  Horne  St. 

- 

11C-1 

f*0 

feet 

16-17 
m.p. h. 

One  way  northbound  (southbound  traffic,  if 
permitted,  would  face  very  difficult  up-grade, 
and  poor  angle  of  intersection  at  Elgin. 

"NO  ENTRY"  sign  facin'  southbound  ( 

traffic  at  Drinkwater  ^an  Horne  barely 
adeouate  in  size  or  effectiveness,  and 
occasional  "wrong-way  vehicles"  were 
observed.  Some  channelization  appears 
warranted 

Southbound  traffic  re-routed  via 

Van  Herne  and  Shaughnessy .  Poor  angle 
of  intersection  and  poor  visibility 
at  Shaughnessy  •'Elgin  Intersection. 

See  also  Route  2B 

DR j  WATER  STREET 
*m:  Van  Horne  St. 
Cedar  St. 

11C-2 

1,620 

feet 

13-20 
m.  p.  h. 

Drinkwater  traffic  controlled  by  stop  signs  at 

Larch  and  Cedar,  at  time  of  survev.  (Drinkwater/ 

Larch  was  subsequently  signalized; 

Considerable  delays  experienced  at  stop  signs 

■ 

additional  delays  due  to  L.H.  turns,  as 

Drinkwater  not  wide  enough  to  accommodate  2 
northbound  (or  2  southbound)  lanes 

ROUTE  12C  CEDAR  STREET 

CE  STREET 
!ra:  Elgin  St.  S. 

*  Carleton  St. 

12C-1 

2,600 

feet 

5-21 
m.p. h. 

Cedar  between  Elgin  and  Durham  is  used  as  a 
terminal  area  by  Sudbury  Bus  Lines  Limited.  There 
is  some  impedance  to  other  traffic  caused  by  the 
manoeuvering  of  buses 

Westbound  to  southbound  L.H.  turns 

Cedar  to  Elgin  afforded  restricted 
visibility  and  poorly  defined  turning 
lanes.  See  also  comments  under  Route  2B 

’  } 

Durham/Cedar  intersection  is  signalized  and  Includes 
"amble-scramble"  pedestrian  phase 

Curb  parking  and  access  to  and  from  parking  lots 
lead  to  delays  between  Durham  and  Lisgar 

Four-way  stop  and  red  flasher  controls  at  Cedar/ 
Lisgar  and  Cedar/Young 

Stop  sign  for  eastbound  traffic  at  Cedar /Carleton 
intersection  affords  somewhat  restricted  visibility 

Cedar  Street  is  a  major  downtown  circulation  route 
and  appears  to  function  well,  but  diversity  of 
intersection  controls  can  be  confusing  for  drivers 
unfamiliar  with  the  street 
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Speed  and  Delay  Survey  -  Major  Route  Characteristics  (continued ) 


STREET 

SECTION 

APPROX. 

LENGTH 

AVERAGE 

SPEED 

EASTBOUND/NORTHBOUND  MOVEMENT 

WESTBOUND /SOUTHBOUND  MOVEMENT 

ROUTE  13C  LISGAR  STREET 

LISGAR  STREET 

From:  Larch  St. 

To:  Beech  St./ 

Notre  Dame  Ave. 

130-1 

1,150 

feet 

2-10 
m.p. h. 

"TM-intersectlon  at  Llsgar/Larch  controlled  on  all 

3  approaches  by  stop  signs 

Lisgar/Cedar  intersection  controlled  by  stop  signs 
on  all  4  approaches 

Parking  at  meters  in  short  block  between  Larch  and 
Cedar  tends  to  interfere  with  moving  traffic  and 
intersection  operation 

Considerable  pedestrian  volumes  and  turning  vehicles 
cause  delay  at  Lisgar/Elm  intersection.  See  also 

Route  1A 

Lisgar  bends  sharply  between  Elm  and  Borgia  with 
roadway  narrowing  from  4  to  2  lanes.  The  operation 
of  the  Taxi  stand  on  this  elbow  interferes  with 
traffic  movement 

Poor  definition  of  "double"  intersection  at  Lisgar/ 
Borgia  and  Lisgar /Beech/Notre  Dame  causes  confusion 
and  a  generally  most  unsatisfactory  situation. 
Multi-phase  signal  at  Lis gar /Beech/Notre  Dame 
causes  some  of  the  worst  delays  experienced  in  the 
survey 

Visibility  of  vehicles  leaving  Borgia  is  restric¬ 
ted  by  bend  in  Lisgar.  Large  trucks  and  buses  in 
this  area  aggravate  the  situation.  Whole  complex 
requires  overhaul.  See  also  comments  under  Route  5B 

Heavy  usage  of  short-term  meters  out¬ 
side  post  office,  and  some  double 
parking  interferes  with  southbound 
traffic  and  intersection  operation 

ROUTE  14C  KATHLEEN  STREET 

KATHLEEN  STREET 

From:  Frood  Rd. 

To:  Notre  Dame  Ave. 

1 4C- 1/4 

5,170 

feet 

16-2  6 
m.  p.  h. 

Refer  to  comments  under  routes  1C  and  6B  regarding 
the  Regent/Kathleen/Frood  intersection 

Commercial  and  shopping  frontages  between  Frood 
and  Burton,  and  curb  parking  accommodation  interfere 
with  moving  traffic 

Many  "T"  intersections  along  Kathleen.  Turning 
vehicles  at  these  intersections,  particularly  L.H. 
turns,  delay  through  movements  due  to  restricted 
roadway  width 

Mabel-College  forms  a  north  south  route  with  a  jog 
at  Kathleen.  Stop  signs  on  Kathleen  and  College. 

Buses  and  L.H.  turns  delay  other  vehicles 

Various  section  of  poor  vertical  alignment 

Melvin-MacKenzie  form  a  north-south  route  with  a 
jog  at  Kathleen:  very  poo;  visibility  east  of 
MacKenzie/Kathleen  intersection.  This  combines 
with  poor  vertical  alignments  and  minimum  building 
setbacks  to  create  hazardous  conditions 

Poor  horizontal  alignment  between  MacKenzie  and 
Brebent,  with  sharp  curves,  rock  outcrops  and 
minimum  building  setbacks  all  severely  restricting 
sight  distances 

Signalized  Kathleen/Notre  Dame  intersection  is 
complicated  by  entrance  to  food  store  parking  lot 
as  fourth  (easterly)  leg 

Restricted  visibility  for  westbound 
drivers  at  stop  sign  on  Kathleen,  at 
Regent /Kathleen 'F'rood  Intersection, 
particularly  to  the  south 

ROUTE  15C  BANCROFT  DRIVE 

BANCROFT  DFIVE 

From:  Bellevue  Ave. 

To :  Kin."  sway 

15C-1/2 

5,850 

feet 

23-28 

m.  p.  h. 

Poor  layout  of  Bancroft/Bellevue  Intersection. 

See  also  comments  under  Route  2B.  Poor  pavement 
definition,  poorly  located  bus  stops,  gravel 
shoulders,  poor  horizontal  and  vertical  alignments 
make  the  area  dangerous  for  the  many  schoolchildren 
who  frequent  vicinity.  Control  of  Bellevue  approach 
with  a  stop  sign  appears  illogical,  because  heavier 
movement  is  therefore  yielding  to  lighter  movement 

Narrow  roadway,  very  poor  horizontal  alignment 
lined  with  rock  faces  makes  this  route  most  danger¬ 
ous  for  walking  schoolchildren,  particularly  at 

Lonsdale 

Unsatisfactory  angle  of  Intersection  at  Kingsway/ 
Bancroft  intersection.  Provision  of  turning  lanes 
on  Kingsway  and  greater  regulation  of  fronting  uses 
needed 

ROUTE  16C  SECOND  AVENUE  NORTH 

SECOND  AVENUE  NORTH 

From:  Bancroft  Dr. 

To :  Kingsway 

160-1/2 

5,780 

feet 

25-26 

m.p.h. 

Narrow  roadway  and  shoulders  with  no  curb  or  side¬ 
walks.  Considerable  numbers  of  pedestrians 
generated  by  Nickel  District  College 

Poor  visibility  at  hill  south  of  Kingsway  and  very 
poorly  aligned  approach  to  Kingsway /Falconbridge 
intersection 

ROUTE  17C  MOONLIGHT  AVENUE 

MOONLIGHT  AVENUE 

From:  Bancroft 

To:  Kingsway 

17C-1 

3,230 

feet 

20-23 

m.  p.  h. 

Poor  standards  of  this  roadway  and  residential 
frontages  make  it  unsuitable  for  the  moderate  to 
heavy  traffic  (including  buses)  which  use  it 

Steeply  graded,  poorly  aligned  northbound  approach 
to  Moonlight /Kingsway  intersection 
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Speed  and  Delay  Survey  -  Major  Route  Characteristics  (continued ) 


STREET 

SECTION 

APPROX. 

LENGTH 

AVERAGE 

SPEED 

EAST30UND /NORTHBOUND  MOVEMENT 

WESTBOUND  /SOUTHBOUND  MOVEMENT 

ROUTE  18C  LA  SALLE  BOULEVARD 

•— * 

yluB  BOULEVARD 

1  jn:  Notre  Dar.e  Ave. 

I  ij  Barry-Downe  Ave. 

18C-1/4 

10,070 

feet 

20-32 
m.  p.  h. 

2  lane,  straight  roadway  with  good  vertical  align¬ 
ment 

Vehicles  often  observed  to  travel  above  posted 

30  m.p.h.  speed  limit 

A  considerable  number  of  dangerous  situations  were 
observed  along  this  route,  including  poor  pavement 
deliniation;  poor  shoulders;  pedestrians,  school- 
children  and  mothers  with  baby  carriages  walking 
along  narrow  shoulders;  intermittent  lighting;  poorly 
regulated  and  inadequately  delineated  driveways;  and 
buildings  too  close  to  the  roadway.  Many  of  the  side 
streets  are  unpaved  and  approach  La  Salle  on  an  up¬ 
grade;  hence,  visibility  is  restricted.  Altogether, 
in  spite  of  the  good  alignment  and  speeds  attained, 
this  route  was  felt  to  be  one  of  the  most  hazardous 

Turning  vehicles  at  I.G.A.  Food  Market  and  New  Sudbury 
Shopping  Centre  cause  backing  up  and  delays,  suggest¬ 
ing  the  need  for  pavement  widening  and  turning  lanes 

Very  heavy  pedestrian  movements  across  La  Salle 
occurred  '-'etween  I.G.A.  Food  Market  and  Shopping  Centre. 
Vehicle/pedestrian  conflicts  much  in  evidence 

La  Salle/Barrydowne  intersection  controlled  with  stop 
signs  on  Barrydowne.  Delays  occurred  here  also 

H  LIE  BOULEVARD 

m:  Eorrvdowne  Ave. 
Falcon'  rld-;e 

HI  ;;hway 

18C-5 

*V30 

feet 

24-30 

m.p. h. 

Continuation  of  some  unsatisfactory  features  noted 
above 

Some  delay  caused  by  vehicles  turning  into  Falcon  Plaza 
shopping  centre 

La  Salle/Falconbridge  intersection  operating  with 

4-way  stop  signs  at  time  of  survey.  Some  widening  of 
approaches  here,  but  scarcely  adeauate 

LA  LLE  BOULEVARD 
•m:  Falcon’rridge 

Hi  ghway 
C.N.R.  Station 

18C-7  x8 

5,450 

feet 

22-24 

m.p.h. 

Pavement  ends  at  Carmello 

Street  becomes  gravel -surfaced  route,  with  severelv 
restricted  visibility  due  to  very  poor  horizontal  and 
vertical  alignments.  A  "blind''  hill  followed  by  a 
sharp  curve,  occurs  immediately  east  of  Elisabella 

ROUTE  19C  NORTHWAY  AVENUE 

NOT  SURVEYED 

ROUTE  20C  BARRYDOWNE  AVENUE 

U  DOWNE  AVENUE 
'■m:  Klngsway 

La  Salle  Blvd. 

20C-1/2 

~,iro 

feet 

19-31 

m.p.  h. 

2-lane  roadway  is  narrow  with  fair  to  poor  pavement 
surface,  narrow  shoulders,  no  widewalks,  intermittent 
lighting 

Approach  to  Kin~sway  on  moderately  steep 
up-grade,  with  channelized  R.H.  turn 
controlled  by  yield  sign 

Very  narrow  bridge  at  Junction  Creek  increases 
discomfort  and  hazard  for  pedestrians 

Poor  vertical  alignment  at  Hawthorne  Drive  and 

Junction  Creek 

No  pavement  widening  at  New  Sudbury  Shopping  Centre 
entrances,  or  at  La  Salle/Barrydowne  Intersection. 

Delays  encountered  here 

. 

Large  unlighted  concrete  islands  in  entrances  to 
Shopping  Centre  seem  unnecessarily  hazardous 

BA  DOWNK  AVENUE 

>m:  La  Salle  Blvd. 
Woodbine  Ave. 

20C-3 

1,9"0 

feet 

20-22 
m.p. h. 

Pavement  ends  at  Woodbine 

BA'DOWNE  AVENUE 

,>m:  Woodbine  Ave. 
Maley  Dr. 

20C-3 

3,550 

feat 

24-25 

m.p.h. 

Poor  vertical  alignment  Just  north  of  Woodbine  - 
a  "blind"  hill 

Rough  gravel  roadway 

Irregular  topography  at  Maley  will  require  some  work 
when  traffic  demand  and  development  increase 

ROUTE  21C  LANSING  AVENUE 

NOT  SURVEYED 

SUDBURY  AREA 
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CITY  OF  SUDBURY  ROADWAY  STANDARDS 


THROUGH- WAY 

(T) 

MAJOR 

HIGHWAY 

CONNECTION 

(A) 

MINOR 

HIGHWAY 

CONNECTION 

(B) 

ARTERIAL 

STREET 

(c) 

COLLECTOR 

STREET 

(D) 

LOCAL 

RESIDENTIAL 
CUL-DE-SAC 
MAX.  500'  LONG 

(E) 

LOCAL 

RESIDENTIAL 

STREET 

(E) 

LOCAL 

INDUSTRIAL 

.  (E) 

Right  of  Way  Width 

110' 

150' 

100' 

86' -110 

66' 

66' 

66' 

66'  with 

Storm  Sewers 

Number  of 

Traffic  Lanes 

4-6 

4 

2-4 

2 

2 

2 

2 

Width  of 

Traffic  Lanes 

12' 

11 '-12' 

2  x  12 

4  x  11 

12' 

12' 

11 

15 

Width  of  Parking 

Lane  or  Shoulder 

Nil 

Nil 

Nil 

10  feet 

Stopping 

Lane 

Nil 

4  feet  for 
Pedestrians 

One  only 

8  feet 

2  x  10' 

Shoulder 

Total  Vehicular 

Street  Width 

48-72 ' 

46 '-48' 

44' 46' 

34' 

28' 

30' 

30 

pavement  & 

2  x  10' 

Shoulder 

Median  Width 

Median 

6’-l6 

Nil 

Parkway 

only 

N/A 

Nil 

Nil 

Nil 

Design  Speed 

60 

50 

40-50 

M.P.H. 

may  be 
desirable 

40 

N/A 

N/A 

N/A 

Access  Control 

Min  of 

Cross 

Streets 

Limited 

Limited 
should  be 
detailed 

Zoning  & 
Building 
By-Laws 

One  driveway 
opening  per 
dwelling 

One  driveway 
per  dwelling 

Yield  Sign 

where 

required 

Traffic  Controls 

Signals  & 
Channel¬ 
ization 

Signals 
where 
warranted 
&  Channel¬ 
ization 

Signals 
where 
warranted 
&  Channel¬ 
ization 

Normal 
Warrant  s 

Nil 

Nil 

Cross-Walk 

Pedestrian 

Traffic  Controls 

Special 

Pedestrian 

Crossing 

where 

required 

Cross-walks 
&  Existing 
Signals 

Cross-walks 

Cross-walk 

Nil 

Cross-walk 

Cross-walk 

Maximum  Grade 

6% 

6% 

8$ 

6 % 

10^ 

6% 

Maximum  Degree 
Horizontal  Curve 

6° 

9° 

9° 

N/A 

90' 

Turn-Around 

N/A 

N/A 

Maximum  Vertical 
Curvature 

275'  s.s.d. 
at  40  m.p.h. 
350'  s.s.d. 
at  50  m.p.h. 

275  s.s.d. 
at  40  m.p.h. 

200'  s.s.d. 
at  30  m.p.h. 

175'  safe 

stopping 

distance 

100'  safe 

stopping 

distance 

100'  safe 

stopping 

distance 

2 %  change 
in  30' 

Minimum  Corner 

Radius 

Compound 

Curves 

150 '-50'- 
150' 

35' 

35' 

30' 

25' 

25' 

Compound 

Curves 
needed  35' 
Minimum 

Sidewalks 

None 

Where 

Required 

One-Side 

One-Side 

One-Side 

One-Side 

As  Needed 

Curb  Design 

Barrier 

Type 

Barrier 

Type 

Barrier 

Type 

Barrier 

Type 

Barrier 

Type 

Barrier 

Type 

Mountable 

Roll  Type 

Driveway  Entrance 

Limited 

Limited 

Limited 
should  be 
detailed 

Single  12' 
Double  20' 

15‘  x  20' 

15'  x  20' 

Special 
Considera¬ 
tions  apply 

Transit  Service 
Accommodation 

Bus-Bays 

or 

Turn-outs 

Bus-Bays 

Bus-Bays 

Bus-Stops 

on 

Street 

Nil 

Nil 

Bus-Bays 

or 

Drive-ins 

Railway  Crossing 

B.  of  T.C. 

Requirements 

Underpass 

or 

Overpass 

Signals 

Required 

Signals 

Required 

Signals 

Required 

Do  Not 

Cross 

Do  Not 

Cross 

Signals 

Required 

Load  Restrictions 

Signs 

None 

None 

None 

None 

No  Heavy 
Trucks 

No  Heavy 
Trucks 

None 

Loading  Facilities 
Commercial 

Loading  on 

Private 

Property 

Only 

Loading  on 

Private 

Property 

Only 

Loading  on 

Private 

Property 

Only 

Loading 

Zones 

Nil 

Nil 

All 

Loading  on 
Private 

Property 

Approach  Grade  at 
Intersecting  Street 

2%  x  75' 

2f=  x  75' 

2 %  x  75' 

2%  x  30' 

25S  x  30' 
Maximum 

2/o  x  30' 
Maximum 

2 %  x  75' 

Parking 

None 

Allowed 

None 

Allowed 

None 

Allowed 

None 

Allowed 

None 

Allowed 

No  Parking 
Controls 

No  Parking 
Controls 

SUDBURY  AREA 
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OF 

TRANSIT  TRIPS 

SEPT./OCT.  1963 

EXHIBIT  A  K 


SCHEDULE  OF  PROJECTS  STUDIED 


STREET 

(CLASSIFICATION) 

FROM: 

TO: 

PAVEMENT  WIDTH 

SECTION 

LENGTH 

Present 

Future 

DESCRIPTION  OF  WORK 

RECOMMENDATION 

EXHIBITS 

ROUTE  IT 

LORNE  street  south 
®ady  street 

(Expressway) 

Horobln  St. 

Douglas  St. 

IT-1 

3100' 

42 ' 

48' 

Grade  Separate  C.P.R. 
Construct  new  road  and 
interchange 

Recommended 

Stage  I 

8.0,8. 0, 

8.G 

erady  street 

(Expressway) 

Douglas  St. 
Drlnkwater  St. 

IT-2 

3400' 

48' 

Control  access 

Construct  new  inter¬ 
change 

Recommended 

Stage  I 

8.D,  8.H 

BRADY  STREET  EXTENSION 
(Expressway) 

Drlnkwater  St. 
Klngsway/Argyle 

IT-3 

2700' 

48' 

Construct  new  road 
and  interchange 

Recommended 

Stage  II 

8.D,8.  J 

ROUTE  2T 

BRADY  STREET  EXTENSION 
(Expressway) 

Drlnkwater  St. 
Kingsway/Falconbr. 

2T-1 

14500' 

48' 

Construct  new  con¬ 
trolled  access  road 

Not 

Recommended 

9. A 

ROUTE  3T 

BRADY  STREET  EXTENSION 
(Expressway) 

Drlnkwater  St. 
Klngsway /Bancroft 

3T-1 

7200' 

— 

48' 

Construct  new  con¬ 
trolled  access  road 

1 

Not 

Recommended 

7.  A 

PAVEMENT 

WIDTH 

DESCRIPTION  OF  WORK 

RECOMMENDATION 

EXHIBITS 

STREET 

(CLASSIFICATION) 

FROM: 

TO: 

SECTION 

LENGTH 

Present 

Future 

ROUTE  1 A 

HIGHWAY  17 

LORNE  STREET  SOUTH 
(Major  Arterial) 

W.  City  Limits 

Kelley  Lake  Rd. 

1A-1 

4900' 

4l» 

41' 

Maintain  with  minor 

improvements 

8. A 

LORNE  STREET  SOUTH 
(Major  Arterial) 

Kelley  Lake  Rd. 
Horobln  St. 

1A-2/4 

7000' 

41* 

72* 

Widen  and  Improve 

Recommended 

Stage  II 

8.A.8.C 

LORNE  STREET  SOUTH 

BRADY  STREET 

Horobln  St. 

Douglas  St. 

1A-5/6 

3100' 

42' 

48' 

Refer  to  Section  IT-1 

8. 0,8.  A 

8.  G 

(Expressway) 

LORNE  STREET  SOUTH 
(Major  Arterial) 

Douglas  St. 

Alder  St. 

1A-7 

600' 

40' 

72' 

'Widen  and  Improve 

Recommended 

Stage  II 

8.0,8. E 

LORNE  STREET  SOUTH 
(Arterial) 

Alder  St. 

Elm  St.  W. 

1A-8/10 

2800' 

40' 

48' 

Widen  and  improve 

Recommended 

Stage  III 

8.E 

ELM  STREET  W.  AND  E. 
(Arterial) 

Lome  St. 

Lis gar  St. 

1A-11/13 

1900' 

42' 

42' 

Maintain 

- 

8.D.8.E 

ELM  STREET  EAST 

LLOYD  STREET 
(Arterial) 

Lis gar  St. 

Carleton  St. 

1A-14/16 

2000' 

36' 

48' 

Widen  and  improve 

Recommended 

Stage  II 

8.D  n 

LLOYD  STREET 

KINGSWAY 

(Arterial) 

KINGSWAY 

(Major  Arterial) 

Carleton  St. 

Argyle  St. 

Argyle  St. 

Old  City  Limits 

1A-17 

800' 

36' 

48' 

Refer  to  Section  IT-3 

8.  D,  8.  J 

1A-18 

1500' 

36' 

a) 48' 

b) 72' 

a)  Widen  and  improve 

b)  Further  widening 

Recommended 
aj  Stage  II 
b)  Stage  IV 

8.D 

KINGSWAY 

(Major  Arterial) 

Old  City  Limits 
Falconbridge  Rd. 

1A-19/21 

10000 • 

38' 

72' 

Widen  and  Improve 
Intersections 

Recommended 

Stage  IV 

8. A 

KINGSWAY 

(Major  Arterial) 

Falconbridge  Rd. 
Moonlight  Ave. 

1A-22/25 

10600' 

24' 

48' 

Widen  and  improve 

Recommended 

Stage  IV 

8.  A 

KINGSWAY 

HIGHWAY  17 

(Major  Arterial) 

Moonlight  Ave. 

E.  City  Limits 

1A-26/27 

4000' 

24' 

48' 

Widen  and  improve 

Recommended 

Stage  IV 

8. A 

ROUTE  2  A 

HIGHWAY  69 

REGENT  STREET  SOUTH 
(Major  Arterial) 

REGENT  STREET  SOUTH 
(Major  Arterial) 

S.  City  Limits 
Paris  St. 

Paris  St. 

Walford  Rd. 

2A-1 

2A-2/3 

3600' 

5100' 

26' 

24' 

48' 

48' 

Widen  and  improve 

Recommended 
Stage  III 

Recommended 
Stage  I 

8.  A 

8.  A 

REGENT  STREET  SOUTH 
(Major  Arterial) 

Walford  Rd. 

York  St. 

2A-4 

4300' 

48' 

48' 

Under  construction 

- 

8.  A 

REGENT  STREET  SOUTH 
(Major  Arterial) 

York  St. 

Wembley  Dr. 

2A-5/6 

1500' 

40' 

72' 

Widen  and  Improve 

Recommended 
Stage  II 

8.0 

ROUTE  3 A 

ONTARIO  STREET 
(Local) 

Mart indale  Rd. 
McLeod  St. 

3A-1 

1000’ 

42' 

42' 

Revert  to  local  street 

when  new  C.P.R,  cross¬ 
ing  opens 

8.  C 

McLEOD  STREET 
(Major  Arterial) 

Ontario  St. 

Regent  St.  S. 

3A-2 

1800' 

42' 

46' 

Widen  and  improve  with 
new  C.P.R.  crossing 

Recommended 
Stage  I 

8.  C 

ROUTE  4A 

NEW  ROUTE 

(SOUTH  WEST  BYPASS) 
(Arterial) 

Hwy.  17 /Kelley 

Lake  Rd. 

Hwy. 69/Par la  St. 

4A-1 

24' 

Construct  new  road 
south  of  Kelley  Lake 

Not 

Recommended 

7. A 

ROUTE  5  A 

YORK  STREET  EXTENSION 
(Arterial) 

Lome  St.  S. 
Regent  St.  S. 

5A-1 

- 

46' 

Construct  new  road 
across  Junction  Creek 

Not 

Recommended 

9.  A 
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Schedule  of  Projects  Studied  (continued) 


STREET 

(CLASSIFICATION) 

1  FROM: 

TO: 

PAVEMENT  WIDTH 

SECTION 

LENGTH 

Present 

Future 

DESCRIPTION  OF  WORK 

RECOMMENDATION 

exhib:. 

ROUTE  1  B 

I£VACK  ROAD 

(Major  Arterial) 

W.  City  Limits 
Clarabelle  Rd. 

IB-1/2 

11600' 

23' 

23' 

Maintain 

- 

8. A 

LEVACK  ROAD 

(Major  Arterial) 

Clarabelle  Rd. 
Fisher  Plant 

IB-3/5 

6800' 

23’ 

48' 

Widen  and  Improve  with 
new  C.P.R.  bridge 

Recommended 

Stage  IV 

8. A 

LEVACK  ROAD 

SPRUCE  STREET 

(Major  Arterial) 

Fisher  Plant 
Elm/Alb inson 

IB- 6/9 

4800' 

23' 

48' 

Widen  and  improve  with 
new  Spruce/Elm  connec¬ 
tion 

Not 

Recommended 

9.  A 

LEVACK  ROAD 

ELM  STREET  WEST 
(Major  Arterial) 

Fisher  Plant 
Elm/Albinson 

IB- 6/9 

3400' 

- 

48' 

Construct  new  road 
through  rock  and  widen 
Elm 

Recommended 

Stage  III 

8. A 

ELM  STREET  WEST 
(Major  Arterial) 

Albinson  St. 

Alder  St. 

IB-10/11 

1600' 

42' 

48' 

Widen  and  improve 

Recommended 

Stage  II 

8A,  8E 

ELM  STREET  WEST 
(Arterial) 

Alder  St. 

Lome  St. 

IB- 12  A3 

1100' 

42' 

44' 

Maintain  with  minor 
improvements,  remove 
parking 

- 

8.E 

LORNE  STREET  NORTH 
(Arterial) 

Elm  St.  W. 

Frood  Rd. 

IB- 14 

700 » 

40' 

46' 

Widen  roadway  and 

C.P.R.  Underpass 

Recommended 

Stage  IV 

8.E 

ROUTE  2  B 

ELGIN  STREET  N.  AND  S. 
(Arterial) 

Beech  St. 

Van  Horne /Mint o  ' 

2B-1/4 

2900' 

43 '-36 

46' 

Maintain  or  construct 
new  connection  to 

Frood 

- 

8.D,  8' 

ELGIN  STREET  SOUTH 
(Arterial) 

Van  Horne /Mlnto 
Nelson/Lourdes/ 
Morris 

2B-5/6 

1700' 

36' 

44' 

Reconstruct  to  under¬ 
pass  new  Paris/ 
Drinkwater  Road 

Recommended 

Stage  III 

8.D,  8 

MORRIS  STREET 

HOWEY  DRIVE 
(Arterial) 

Nelson /Lourdes/ 
Elgin 

Bellevue  Ave. 

2B-7/12 

8500' 

30' -22 

46' 

Widen  and  improve 
Howey/Bellevue  corner 

Recommended 

Stage  III 

8.  A 

BELLEVUE  AVENUE 
(Arterial) 

Howey  Dr. 

Bancroft  Dr. 

2B-13 

2400' 

23' 

46' 

Widen  and  improve 

Be  1 levue /Bancroft 
intersection 

Recommended 

Stage  IV 

8. A 

BANCROFT  DRIVE 
(Arterial) 

Bellevue  Ave. 
Second  Ave. 

2B- 14/15 

3800' 

22' 

46' 

Widen  and  improve 

Recommended 

Stage  IV 

8. A  I 

BANCROFT  DRIVE 
(Arterial) 

Second  Ave. 

E.  City  Limits 

2B-16/21 

11900' 

22' 

24' 

Maintain 

- 

8.  A 

ROUTE  3  B 

FALCONER IDGE  ROAD 
(Major  irterial) 

Kingsway 

Churchill  Ave. 

3B-1 

1700' 

22' 

48' 

Widen  and  improve 
Churchill  inter¬ 
section 

Recommended 

Stage  II 

8. A 

FALCONER  EDGE  ROAD 
(Major  Arterial) 

Churchill  Ave. 

La  Salle  Blvd. 

3B-2/5 

6200' 

22' 

48' 

Widen  and  improve 

La  Salle  Intersection 

Recommended 

Stage  III 

8. A 

FALCONER IDGE  ROAD 
HIGHWAY  54l 

(Major  Arterial) 

La  Salle  Blvd. 
Maley  Dr. 

(N.  City  Limits) 

3B-5/8 

6200' 

22' 

48' 

Widen  and  improve 
intersections 

Recommended 

Stage  IV 

8.  A 

ROUTE  4  B 

DURHAM  STREET 
(Collector) 

Elgin  St.  S. 

Beech  St. 

4B-1/2 

1600' 

42' 

42' 

Maintain  if  required 
for  downtown  plan 

8.D, 

ROUTE  5  B 

PINE  STREET 

(Major  Arterial) 

Alder  St. 

Lome  St. 

5B-0 

1100' 

42' 

48' 

Widen  and  improve 
remove  parking 

Recommended 

Stage  II 

8.  E,  £! 
8.K 

PINE  STREET 

BEECH  STREET 

(Major  Arterial) 

Lome  St. 

Notre  Dame  Ave. 

5B-1 

1800' 

40' 

48' 

Widen  with  new  C.P.R. 
underpass 

Recommended 

Stage  II 

8.F,  £  1 

NOTRE  DAME  AVENUE 
(Major  Arterial) 

Beech  St. 

Kathleen  St. 

5B-2/4 

3400' 

36' 

72' 

Widen  and  improve 
intersections 

Recommended 

Stage  I 

8.F 

NOTRE  DAME  AVENUE 
(Major  Arterial) 

Kathleen  St. 

Wilma  St. 

5B-4/5 

2200' 

36' 

48' 

Widen  and  improve 
close  minor  streets 

Recommended 

Stage  I 

8.F 

NOTRE  DAME  AVENUE 
(Major  Arterial) 

Wilma  St. 

La  Salle  Blvd. 

5B-6/7 

5500' 

48' 

48' 

Maintain 

- 

8. A 

NOTRE  DAME  AVENUE 
HIGHWAY  69 

(Major  Arterial) 

La  Salle  Blvd. 

City  Limits 

5B-8/9 

5600' 

24' 

48' 

Widen  and  improve* 

Recommended 

Stage  IV 

8. A 

ROUTE  6  B 

FROOD  ROAD 

(Arterial) 

Elgin  St. 

Elm  St. 

6B-0 

600' 

- 

46' 

May  construct  new 
connection 

- 

8.E  “ 

FROOD  ROAD 
(Arterial) 

Elm  St. 

College  St. 

6B-1 

500' 

43' 

46' 

Reconstruct  to  over¬ 
pass  Pine-Beech 

Recommended 

Stage  II 

8.E 

FROOD  ROAD 
(Arterial) 

College  St. 

Frood  Mine 

6B-2/6 

14300' 

4l ' -2l£ 

46' 

Widen  and  improve 
intersections 

Recommended 

Stage  III 

8.  A 

TURNER  AVENUE 
(Arterial) 

Frood  Mine 

Notre  Dame  Ave. 

6B-7/8 

4600' 

20' 

24' 

Maintain  and  improve 

- 

8.A 

ROUTE  7  B 

NEW  ROUTE  VIA 

AGNES  STREET 

(Major  Arterial) 

NEW  ROUTE  SOUTH 

OF  C.N.R. 

(Major  Arterial) 

Notre  Dame/Kathleen 

Queen  St. 

Queen  St. 

Extended  Attlee  St. 

7B-1 

7B-2 

1900' 

7900' 

- 

46' 

a) 24' 

b) 48' 

Construct  new  road 
crossing  C.N.R. 

a)  Construct  new  road 

b)  'Widen  and  improve 

Recommended 

Stage  II 

a)  Stage  II 

b)  Stage  IV 

8.  A,  f 

8.A 

GEMMELL  STREET 
(Major  Arterial) 

Extended  Attlee  St. 
Barrydowne  Ave. 

7B-3 

2500* 

- 

48' 

Widen  and  Improve 

Recommended 

Stage  III 

8.  A 
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PAVEMENT 

WIDTH 

1 

(CLASSIFICATION) 

TO: 

SECTION 

LENGTH 

Present 

Future 

DESCRIPTION  OF  WORK 

RECOMMENDATION 

EXHIBITS 

ROUTE  8  B 

NEV.  HOAD 

(Major  Arterial) 

Notre  Dame /Wilma 
Barrydowne  Rd. 

8b- i 

11800' 

- 

48' 

Construct  new  road 

North  of  C.N.R. 

Not 

Recommended 

9.A 

ROUTE  9  B 

NEW  ROAD 

(Major  Arterial) 

Frood/Lorne 

Notre  Dame /Louis 
Louis 

Notre  Dame  Ave. 

9B-1 

2000' 

48' 

Construct  nev;  road 

North  of  Churches 

Not 

Recommended 

7. A 

ROUTE  1 0  B 

ALDER  STREET 

(Major  Arterial) 

Lome  St. 

Ash  St. 

10B-1 

2800' 

28' 

46' 

Widen  and  Improve 

Recommended 

Stage  II 

8.E 

NEW  ROUTE 

(Major  Arterial) 

Alder /Ash 
Kathleea/College 

10B-2 

2300* 

- 

46' 

Construct  new  viaduct 
over  C.P.R.,  Nolln 

Creek  and  Frood 

Recommended 

Stage  II 

8.L 

NEW  ROUTE 

(Major  Arterial) 

Alder /Ash 

Kathleen/Col le re 

10B-2 

46' 

Various  alternative 
alignments 

Not 

Recommended 

9.  A 

KATHLEEN  STREET 
(Major  Arterial) 

College  St. 

Notre  Dame  Ave. 

14C-3/4 

3400' 

30’ 

46' 

Widen  and  Improve 

L~ 

Recommended 

Stage  II 

8.  E,  8.F 

ROUTE  11 B 

V 

NEW  ROUTE 
(Arterial) 

Clarabelle /Levack 
Frood  Rd. 

11B-1 

'  12600' 

- 

46' 

Construct  new  road 

Not 

Recommended 

7. A 

NEW  ROUTE 
^(Arterial) 

Frood  Rd. 

Notre  Dame/La  Salle 

11B-2 

5900' 

46' 

Construct  nev;  road 

Not 

Recommended 

7. A 

STREET 

(CLASSIFICATION) 

FROM: 

TO: 

PAVEMENT  WIDTH 

SECTION 

LENGTH  | 

Present 

Future 

DESCRIPTION  OF  WORK 

RECOMMENDATION 

EXHIBITS 

ROUTE  1C 

REGENT  STREET  S.  AND  N. 
(Local) 

Lome  St.  S. 

Kathleen  St. 

1C-1/5 

650c 

30'-36' 

34' 

Revert  to  Local  or 
Collector  Street 

“ 

8.E 

ROUTE  2  C 

MARTINDALE  ROAD 
(Collector) 

Regent  St.  S. 

Copper  St. 

2C-1/3 

4500' 

221-34' 

34' 

Maintain  and  Improve 
Regent /Wa If ord 
Intersection 

“ 

8. A 

MARTINDALE  ROAD 
(Collector) 

Copper  St. 

Lome  St.  S. 

2C-4 

1500' 

44' 

34' 

Construct  new  road  and 
C.P.R.  crossing 

Recommended 

Stage  II 

8.  C 

ROUTE  3  C 

KELLEY  LAKE  ROAD, 
SOUTHVIEW  DRIVE 

BOUCHARD  STREET 
(Arterial) 

Lome  St. 

Regent  St. 

3C-1/5 

10100' 

21' 

46' 

Widen  and  Improve 

Recommended 

Stage  IV 

8. A 

ROUTES  4C,  11C 

PARIS  STREET 

(Major  Arterial) 

Regent  St.  S. 

V/alford  Rd. 

4C-1/3 

4600' 

20' 

44' 

Widen  and  Improve 

Recommended 

Stage  I 

8.  A 

PARIS  STREET 

(Major  Arterial) 

Walford  Rd. 

John  St. 

4C-4/9 

8700' 

20’ 

46' 

Widen  and  Improve 

Recommended 

Stage  II 

8.  A, 

8.D 

JOHN  STREET 

NELSON  STREET 
(Collector) 

Paris  St. 

Elgin/Morris/Lourdes 

4C-10/11 

1300' 

30' 

30' 

Maintain  and  revert 
to  collector 

- 

8.D 

PARIS  STREET 

DRINKWATER  STREET 
(Major  Arterial) 

John  St. 

Van  Horne  St. 

llC-0/1 

1700' 

30' 

48' 

Construct  new  overpass 
across  C.P.R.  yards 
and  Elgin 

Recommended 

Stage  III 

8.K 

DRINKWATER  STREET 
(Major  Arterial) 

Van  Horne  St. 

Larch  St. 

11C-2 

1300' 

34' 

72' 

Refer  to  Sectio 

n  IT-2 

8.H 

DRINKWATER  STREET 

NEW  ROAD 

(Major  Arterial) 

Larch  St. 

Notre  Dame/Beech 

11C-3 

1800' 

34' 

72' 

Construct  new  road 
'..uersecting  Elm 

Recommended 

Stage  II 

8.D 

ROUTE  5  C 

RAMSEY  LAKE  ROAD 
(Collector) 

Paris  St. 

Southbay  Rd. 

50-1 

8200' 

21' 

34' 

Widen  and  Improve 

Recommended 

Stage  I 

8.  A 

RAMSEY  LAKE  ROAD 
(Collector) 

Southbay  Rd. 

End 

5C-2 

4300' 

34’ 

Maintain  and  Improve 
as  needed 

- 

8.  A 

ROUTE  6  C 

YORK  STREET 
(Collector) 

Regent  St.  S. 

Paris  St. 

6C-1/2 

3200' 

36' 

36' 

Maintain  and  Improve 
as  needed 

- 

8. A, 

8.  C 

ROUTE  7  C 

ONTARIO  STREET 
(Collector) 

McLeod  St. 

Regent  St.  S. 

70- 1 

2300' 

42' 

42' 

Revert  to  Local  Street 
when  Interchange  17-1 

Is  built 

8.c, 

8.G 

ROUTE  8  C 

RIVERSIDE  DRIVE 
(Collector) 

Regent  St.  S. 

End 

8C-1/2 

3800' 

36' 

36' 

Integrate  with  other 

collectors  v;hen  IT-1 
is  built 

- 

8.0 

EXHIBIT  A  ■  L 
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Schedule  of  Projects  Studied  (continued) 


FROM: 

TO: 

PAVEMENT 

WIDTH 

DESCRIPTION  OF  WORK 

RECOMMENDATION 

exhibits 

STREET 

(CLASSIFICATION) 

SECTION 

LENGTH 

Present 

Future 

ROUTE  9C 

DOUGLAS  STREET 
(Collector) 

Regent  St. 

Brady  St. 

9C-1 

1600' 

34' 

34' 

Close  at  Brady  when 

expressway  IT-1  is 
built 

8.  G 

ROUTE  IOC 

_ 

MINTO  STREET 
(Collector) 

Elgin  St. 

Larch  St. 

IOC-1 

1300' 

41 » 

Close 

8.D,  8.H 

ROUTE  11C 

DRINKWATER  STREET 
(Major  Arterial) 

Elgin  St. 

Notre  Dame /Beech 

ilc-o/3 

1900' 

~ 

“ 

Refer  to  comments  under  Route  4C 

8.D,  8.H 
8.K 

ROUTE  12  C 

CEDAR  STREET 
(Local) 

Elgin  St. 

Carleton  St. 

12C-1 

2700' 

42' 

42' 

Close  at  new  Drinkwater 

extension  11C-3 

- 

8.D 

ROUTE  13  C 

LISGAR  STREET 
(Collector) 

Larch  St. 

Beech  St. 

13C-1 

1100' 

44' 

44' 

Maintain  and  improve 

intersections 

8.D 

ROUTE  14  C 

KATHLEEN  STREET 
(Local) 

Frood  Rd. 

College  St. 

14C-I/2 

1800' 

40' 

40' 

Close  at  C.N.R.  and 
revert  to  local  street 

~ 

S.E,  8.L 

KATHLEEN  STREET 
(Major  Arterial) 

College  St. 

Notre  Dame  Ave. 

14C-3/4 

3400' 

30' 

46' 

Widen  and  improve 

See  also  Route  10B 

Recommended 

Stage  II 

8.E,  8.F 

ROUTE  15  C 

BANCROFT  DRIVE 
(Arterial) 

Bellevue  Ave. 
Kingsway 

15C-1/2 

5600' 

22' 

44' 

Widen  and  improve 

Recommended 

Stage  I 

8. A 

ROUTE  16  C 

SECOND  AVENUE 
(Arterial) 

Bancroft  Dr. 
Kingsway 

160-1/3 

5700' 

24' 

44' 

Widen  and  improve 

Recommended 

Stage  IV 

8. A 

ROUTE  17  C 

MOONLIGHT  AVENUE 
(Collector) 

Bancroft  Dr. 
Kingsway 

17C-1 

3300' 

20' 

34' 

Pave,  widen  and 

Improve 

Recommended 

Stage  III 

8. A 

ROUTE  18  C 

LA  SALLE  BOULEVARD 
(Major  Arterial) 

Notre  Dame  Ave. 
Barrydowne  Rd. 

18C-1/4 

10100 

24' 

48' 

Widen  and  improve 

Recommended 

Stage  I 

8. A 

LA  SALLE  BOULEVARD 
(Major  Arterial) 

Barrydowne  Rd. 
Falconbridge  Rd. 

180-5/6 

6600' 

24’ 

48' 

Widen  and  improve 

Recommended 

Stage  III 

8. A 

LA  SALLE  BOULEVARD 
( Collector) 

Falconbridge  Rd. 
C.N.R.  Station 

180-7/8 

5400' 

21' 

34' 

Maintain  and  improve 
as  required 

- 

8. A 

ROUTE  19  C 

NORTHWAY  STREET 
( Collector) 

La  Salle  Blvd. 

End 

19C-1 

1000' 

19' 

34' 

Revert  to  Local  Street 

" 

8. A 

ROUTE  20 C 

BARRYDOWNE  ROAD 
(Major  Arterial) 

Kingsway 

La  Salle  Blvd. 

20C-1/2 

6100' 

22' 

48' 

Widen  and  improve 

Recommended 

Stage  I 

8.  A 

BARRYDOWNE  ROAD 
(Collector) 

La  Salle  Blvd. 
Woodbine  Ave. 

20C-3 

2100' 

22' 

34' 

Widen  and  improve 

Recommended 

Stage  III 

8. A 

BARRYDOWNE  ROAD 

MALEY  DRIVE 
(Collector) 

Woodbine  Ave. 
Highway  541 

20C-4 

11300 

22' 

34' 

Maintain  and  improve 

- 

8.  A 

ROUTE  21 C 

LANSING  AVENUE 
( Collector) 

La  Salle  Blvd. 
Madison  Ave. 

21C-1 

2800' 

21' 

34' 

Maintain  and  improve 

- 

8. A 

ROUTE  22 C 

NEW  ROAD 

VIA  RAMSEY  CREEK 
(Arterial) 

Kelley  Lake  Rd./ 
Lome 

Paris  St. 

22C-1 

9800' 

24' 

Construct  new  road 

Not 

Recommended 

7. A 

ROUTE  23C 

NEW  ROUTE 

S.E.  OF  RAMSEY  LAKE 
(Arterial) 

Regent  St.  S.  ''Hunter 
Kingsway 

23C-1 

32700' 

24' 

Construct  new  road 

Not 

Recommended 

7. A 

EXHIBIT  A-L 
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COMMUNITY 

LOCATION 

REF. 

DESCRIPTION  OF  WORK 

RECOMMENDATION 

EXHIBITS 

PIKE  LAKE 
(Neighbourhood  l) 

S.  of  Ramsey  Lake 

N.  and  E.  of  Nepahwln  Lake 

D-l 

Improve  collector 
streets  as  required 

- 

8.  A 

LOCKERBY  EAST 
(Neighbourhoods  2,3) 

E.  of  Regent  St.  (Highway  69) 

S.  of  Ramsey  Creek 

D-2 

Improve  collector 
streets  as  required 

- 

8.  A 

LOCKERBY  WEST 
(Neighbourhoods  *i,5) 

W.  of  Regent  St.  (Highway  69) 

D-3 

Improve  collector 
streets  as  required 

- 

8.  A 

LAKEVIEW-KINGSMOUNT 
(Neighbourhoods  6,7) 

N.  of  Ramsey  Creek 

S.  of  C.P.R.  Facilities 

E.  of  Regent  St.  (Highway  69) 

D-4 

Improve  collector 
streets,  construct 
John  to  Marion 

Recommended 

Stage  I  or  II 

8.  C. 

8.D 

GATCHELL 

(Neighbourhood  8) 

N.  of  Lome  St.  (Highway  17) 

W.  of  Byng  St. 

D-5 

Improve  collectors 
close  local  street 
at  Lome 

- 

8. A 

WEST  END 
( Ne 1 ghbourhood  s 
9,10,11,12) 

N.  of  Lome  St.  (Highway  17) 

S.  of  C.P.R,  Tracks 

E.  of  Town  of  Copper  Cliff 

D-6 

Improve  collector 
streets  as  required 

- 

8.C. 

8.E 

DONOVAN 

(Neighbourhoods 

13,14,15) 

N.  of  C.P.R.  and  Beech  St. 

W.  of  Notre  Dame  Ave. 

D-7 

Improve  collector 
streets,  remove 

Jogs  at  Kathleen 

Recommended 

Stage  I  or  II 

8.E. 

8.F 

FLOUR  MILL 
(Neighbourhood  16) 

E.  of  Notre  Dame  Ave. 

N.  of  Louis  St. 

S.  of  C.P.R.  Tracks 

D-8 

Improve  collector 
streets  and  make 
new  connections 

Recommended 

Stage  I  or  II 

8.E 

NORTHERN  HEIGHTS 
(Neighbourhoods 

17,18) 

E.  of  Frood  Rd. 

W.  of  Notre  Dame  Ave. 

N.  of  Donovan  Area 

D-9 

Maintain  and 
improve  collector 
streets 

- 

8. A 

NEW  SUDBURY  WEST 
( Ne 1 ghbourhood  s 
19,20,21) 

N.  of  C.N.R.  Tracks 

E.  of  Notre  Dame  Ave. 

W.  of  Barrydowne  Rd.  and 

Shopping  Centre 

D-10 

Develop  and  maintain 
collector  streets 

- 

8. A 

NEW  SUDBURY  EAST 
(Neighbourhoods 

22,23) 

N.  of  La  Salle  Blvd. 

E.  of  Barrydowne  Rd. 

D-ll 

Develop  and  maintain 
collector  streets 

~ 

8.  A 

NEW  SUDBURY  SOUTH 
(Neighbourhoods 

2*1,25) 

S.  of  C.N.R.  Tracks 

D-12 

Develop  and  maintain 
collector  streets 

- 

8.  A 

HOWEY-KINGSWAY 

(Neighbourhoods 

26,27,28) 

E.  of  Downtown 

D-13 

Improve  Van  Horne 

Recommended 

Stage  I  or  II 

8. A 

MINNOW  LAKE  WEST 
(Neighbourhoods 
29,30,31) 

W.  of  First  Ave. 

D-14 

Develop  collector 
streets  as  required 

- 

8.  A 

MINNOW  LAKE  EAST 
(MOONLIGHT) 
(Neighbourhoods 
32,33,34) 

E.  of  First  Ave. 

D-15 

Maintain  and  improve 
collector  streets 

“ 

8. A 

DOWNTOWN 

D-16 

Designate  access 
and  circulation  plan 

- 

8.D. 

8.E 
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SUDBURY  AREA 
TRANSPORTATION  STUDY 

DILLON 


1985  MAJOR  STREET  SYSTEM 

AS  PROPOSED  BY  THE 

RECOMMENDED  PLAN 


EXHIBIT  O.  A 


SUDBURY  AREA 
TRANSPORTATION  STUDY 


SUDBURY  STREET 


SHOWING  ORIGIN  AND  DESTINATION  ZONES 


EXHIBIT  0  0 


